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PREFACE. 



The following dipl(nnatic and consular reports on die methods and 
practices of steamship lines engaged in the American foieign-carrying 
trade were prepared for the special use of the Committee on the Mer- 
chant Marine and Fisheries at the request of its chairman, the Hon. 
Joshua W. Alexander. In re^>onae to this request the Department 
of State cooperated with the Committee by issuing, under date of 
X-ptil 17, 1912, a circular of instructions to the diplomatic and con- 
sular officers of the TTnited States in foreign countries. These instruc- 
tions, a copy of which follows on page 10, contained six interrogato- 
ries, prepared to meet the requirements of House resolution No. 425, 
dated February 24, 1912, and House resolution No. 587, dated June 
18, 1912. The reports published in this volume constitute the answers 
received in reply to* these questicms. A number of the reports con- 
tained in this volume, it should be stated, were prepared in response 
to the request of the Hon. Joshua W. Alexander, under date of Sep- 
tember 8, 1912, for the current freight tariffs or rates of the steam- 
ship lines engaged in our foreign trade, as regards the inward voyage, 
and are published because they supplement in important particulars 
the reports fumislied in response to the circular of April 17, 1912. 

In many instances the reports received by the committee were ac- 
companied by numerous exhibits— principally copies of laws, reports, 
and freight tariffs — of such a voluminous character that their publi- 
cation seemed impracticable, although they proved of the greatest 
usefulness to the committee in its investigation. Where, however, 
these exhibits indicated the existence of agi'eements or conference 
arranirements bctwc'cii bteamship lines, the information has been 5?um- 
marized and is presented in the fomi of an editorial note. In con- 
nectioTi witli n number of the reports it has also been {'onsidered 
advisabk? to direct the reader's attention to certain portions of the 
piiblisiied Hearings before the Committee on the Merchant Marine 
and Fislieries in its Investigation of the so-called Shipping Com- 
bine, or to describe briefly certain additional information secured by 
the Committee wliich supplements the report in important particulars. 

9 
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[Department Circular No. 123. Special instruction. Cou^iuiar.] 

KITHODB AHD PRACTIGB8 OT BTBAlfflBIP UHU nrOAQD IN THB VOBEtGH-CABBTIMO 

nADB OF TEK UMITID STATES. 

DEPAsnuHT OF State, 

WMhingUm, April ft, IBlt. 

To certain American diplomatic and comular offieere in BuropOt Bouth Amertea, 
and the Far Sa8t. 

Geittlemen : At the request of the Hon. .Toishna W. Alexander, chairman of 
tlie Committee on the Merchant Marine and Fislieries of the House of Itepre- 
seutatives, and in response to the requirements of ii resK>ltition iutroUuced in 
th HouFe of Represon tat Ives on February 24. 1912. 'i copy of which is repro- 
duced on the overleaf herewith, yuu are instructed to prepare and transmit a 
report, in duplicate, on tlie metbods and practicea of varioua ateamaliip linos 
oigagod In carrying tlie foreign commerce of tlie United States. It ia desired 
fliat Tonr rqwrt aball tndnde complete and satisfactory ansvers, so far as 
practicable, to tlie following interrogatories: 

1. ABCOrttin anrl report whether any steamship lines running t9 tlie ports of 

the country of your official rp^iVlonre have formed n^rreoments, conferences, 
pools, or other comJ^inations with each other or with the railroads of the 
country for the purpose of fixing rates and tariffs, or of giving rel)ates, 
special rates, or other special privileges or advantages, or for the purpose 
of pooling and dividing tbelr earnings, or for Hie purpose of prerenting or 
destroying competition; or whether steamship lines and railroads haTe 
agreements, or understandings, or practices, toy which a different and more 
favorable through rate is given when shipment is made thereunder, from 
the throngrh rate on shipments not made in confomiity thereto Tf obtain- 
ahle. furnish copips of sneh agreement, or of any rule, regulation, or 
directions showing such practices to exist. 

2. Describe tlw method, if any, used by sudi shipping IIm and the railroads to 

EHrevent the publication of their methods and practices in the United States; 
and whether und^ any law, rule, regulation, or custom any fayors are 
shown to any ships or ship lines, whether in the way of shipbuilding boun- 
ties:, subventions or bountic or otherwise are granted to such «)iips or 
ship lines wliieh would give tiiem any advantage in competition with ships 
or ship lines, and furnish copy. 

3. To what extent and in what manner has the coimtry of your official residence 

subsidised and may own vessels engaged in the foreign commerce of Uie 
United States? 

4. Report any instances known to yon where steamship lines and companies 

engaged in the foreign commerce of the T'nite<l States are owned or con- 
trolled by railway companies, or by the same Intereets owning or controlUng 

railway companies. 

5. Kei)oi I wiiether the conduct or practices of foreign steamship lines in any of 

the particulars mentioned, if found to exist, appear to be in contravention 
of the commercial treaties of the United States, or in violation of the laws 
of tiie United States, and what Is their ^ect on the commerce and frel^t 

rates of the United States. 

6. Describe the effect such ccmibinations. agreemeiits, and practices of railroads 

and over-sea slii|)ping lines, if found to exist, have on the commerce and 

freight rates of tlie United States, 

In order to avoid duplication in the reports by the diplomatic and consular 
officers In the same country the consuls whose names are subjoined are in- 
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struct^ to correspond with the diploTimtic officer in the country before pre- 
paring their reports. Question 3 is preeminently one for the diplomatic officers. 
The other questions may be answered both by the consuls at the seaports and 
tbB dliaomatlc offlcer at t&e capital. 

The oommittee desires to bave tills infomiatloii before it before the end of 
the present session of Oongress. The r^rt should therefore be proseeoted wltb 
all due diligence consistent witb accuracy of statement and a reasonable meas- 
ure of comprehensiveness. 

I am, gentlemen, your obedient servant, Huntinoton Wilson, 

Acting Secretary of Btate. 



(H. Res. S87» BIzty-Mcond Congress, seoond sesaloa.] 
In the House of Repbesbntatives. 

JXJVE 18, 1912. 

Mr. Alexander submitted the following resolution : which was referred to the 
Ck>mmlttee on Kules and ordered to be printed. 

Resolved^ Tbat tiie Oonunittee on the Merchant Marine and llslierles be^ 
and Is b^eby, empowered and directed to make a complete and thorough In- 
vestigation of the methods and practices of the varloiis sbip lines, both domestic 

and foreign, enprnpred In rarrTlnpr our orer-sen or foreifrn commerce nnd In the 
coastwise ;md inland comnir-rf o, and tlie connection between sucli sliip linos 
and railroads and other comuiun carriers, and between such lines and forward- 
ing, ferry, towing, dock, wareliouse, lighterage, or other terminal companies or 
Arms or transportation agencies, and to investigate whether any such iblp 
lines have formed any agreements understandings, working arrangements^ 
conferencefl, pools, or otbw combinations among one another, or with railroads 
or other common carriers, or willi any of the companies, firms, or transi)ortution 
agencies referrred to in this section, for tlie purpose of fixing rates and tarlflPs, 
or of giving and receiving rebates, special rates, or other special privileges 
or advantages, or for the puri>ose of ijooling or dividing their earnings, losses, 
or tralBc, or for the purpose of prerentine or destroying competition; also to in* 
vestlgate as to what methods, if any, are used by such ship lines, fordgn 
or domestic, and railroads and other common carriers, or of nny of the com- 
panies, firms, or other transportation agencies referred to in tliis section, to 
prevent the publication of their methods, rates, and practices in the United 
States; also to investigate and report tu what extent and in what manner any 
foreign nation has subsidized or may own any vessels engaged in our foreign 
commerce; also to Investigate ai^ report to what extent any vessel lines and 
companies, or any*of the companies, firms, or transportaticm agencies referred 
to in this section, engaged in our foreign or coastwise or inland commerce, are 
owned or controlled hy railway companies, by other ship lines or companies, or 
by any of the companies, firms, or transportation aeencies referred to in this 
section, or by the stime interests and persons owning or controlling railroad 
companies, ship lines, or other common carriers, or any of the companies, firms, 
or transpcrtation agencies leftored to in tbls ssetion; and said conmilttee ihaU 
further investigate wbether the conduct or melSiods or practices of said foreign 
steamship lines are in contravention of our commercial treaties, or In viola- 
tion of our laws, and what effect said methods and practices have on the com- 
merce and freight rates of the United States ; and shall further investigate what 
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effect such combiBatlons, agreements, understandings, working arrangements, 
and practices of railroads and our coastwise and inland flipping lines, or of 
railroads and such shipping lines and any of the companies, firms, or traus- 
portation agencies referred to in this section^ or of railroads and overHfiea 
abliHitoS liaesh wlwttfew AuoBMe or foreign, if any art tomH. to ladit, faave on 
flw oofBSieree and fkelght rates of the Uaitea State*, and wfaeUMr tbe eame are 
in Tiolation of tbo lawe of Ite United Statea. 

Sbo. 2. That said committee shall report to the House all*the facts disclosed 
by said inveetigatioa and wiiat legislation, if anj, it deems advisable in lelatioii 
thereto. 

Sec. 3. That said committee, or any subcommittee thereof, is hereby em- 
powered to alt and act dnring the ssMrions ot neoess isi Congress at sqcIl i^aoe 
or places as may be found necesiary and to requlie the attendance of witneseee* 
the production of books, papers, rates, tariffs, and other documents, by subpoena 
or otbmrlse^ to swear such witnesses and take their testimony oiaUy or in 
writing. 

Sec. 4. That said committee !s hereby authorIz<xl to enii)lay such counsel 
and experts and clerical and otiier assistance as bliail be necessary to perform 
its- duties hereunder. 

Sbo 5. That the Speaker shall have authority to Issue subpoenas for wNnesses* 
upon the request of the committee, during the recess of Ckingress in tlie same 
mannor as during the sessions of Oongrese. 
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A REPORT ON THE METHODS AND PRACTICES OF STEAMSHIP LINES EN- 
GAGED IX THE FOREIGN CARRyiNO TRADE OF THE UNITED 8TATB8 WITBl 
SE6PECT TO AUSTBLA-UUNOABr. 

POOLS. 

1. The Austro-Amerikana Steamship line, running from Austria 
to the United States and South America, belongs to the Atlantic 
pool. The majority of the shares of this company are in the Jiands of 
the Hamburg- American Line. Out of that pool the Austro-Ameri- 
kana is entitled to draw 4 per cent from the central European mi- 
grant contingency fund. For every emigrant carried in excess of the . 
number allotted to this company it must pay 100 marks into the pool 
in the same manner as the other members, viz : Hamburg- American, 
North German Lloyd, Red Star Line (from Antwerp, belonging to 
the Morgan Trust), Canadian Pacific (from Antwerp), and the Hol- 
land-American Line (NASM, from Rotterdam, belonging to tlie 
Hamburg-Amencaii Line and the Xortii GerriKiii Lloyd). 

For Hungary there exists the Hungarian pool, which consists of 
the Cunard Line, the only navigation company plying between Fiume 
and North America; also the North German Lloyd and the Ham- 
burg-American Line. 

If a line belonging to the Atlantic pool forwards one emigrant in 
excess of the number to which it is entitled in accordance with the 
calculation agreed upon, it must pay 100 marks (to the mutual ac- 
counting bureau in Jena) which amount is paid out to such members 
of tlie pool as have forwarded too few emigrants. It is stated that 
the pool at present disposes of a campaign fund of 12,000,000 kronen 
($2,400,000). 

BAILBOADfi. 

All these steamship companies maintain an agreement with the 
railroads for a combined tariff. The German steamship companies 
receive, as is known and as a matter of principle, no subsidies; if the 
North German Lloyd does receive a subsidy for the transportation 
of the mails between Germany and the Far East it is to be regarded 
as an exception. On the other hand it is asserted that these com- 
panies receive from the Prussian State Railways a reduction of 33 

15 
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per cent on all freight diipped over their lines, which naturally 

amounts to a handsome subvention. 

The pool agreements are kept strictly secret, but at times, as a 
iiiaUer of course, some of the less dangerous portions of the agree- 
ments do leak out. 

A very interesting book, bm written of course in the iiiteiest of the 
trust, is that by Oberzieher— Der Morgan Trust. 

Besides the two pools described above there are a number of 
others: The Mediterranean pool for North America, to which the 
North German Lloyd and the Italian line« belong; the Mediter- 
ranean pool for South America, which has been out of business sinc« 
January 1, 1912, the result being a lively rate war; also tiie Baltic 
pool, between Hamburg, Bremen, and Libau; the British pool; and 
finally, for return immigration, the Eastbound pool. 

2. Most of the steamship pools attempt to keep secret their agree- 
ments, and it is generally understood that they dispose of large cam- 
paign funds for the purpose of muzzling the press in this respect It 
is impossible to ascertain here to what extent this practice is carried 
oa in the United States. 

The question of fayors, bounties, and subventions is fully discussed 
under question 3. In connection with the report on subsidies given 
below, it should be noted that the Austro-Amerikana is the only 
actual Austrian shipping line running to ports in the United States 
whidi receives a regular bounty from the Government, and that this 
is not at present a fixed subvention, but only a mileage bounty paid 
out of the sum devoted to voyage " subsidies for " free diipping.'^ 

QussnoK 3. 

SUBSIDIES ON VESSELS. 

Old law. — The old law for mercantile marine subventions (of De- 
cember 27, 1893) provided for "working" and "voyage" subven- 
tions (Betriebs und Reisezuschiisse). The former were granted for a 
period of 15 years from the date of launching and amounted to 6 
florins ($2.50) per ton of the net tonnage for steanK rs of iron and 
steel and 3 florins ($1.25) for sailing ship-^^ of wood or mixed con- 
struction. An increase was provided of 10 per cent for ships of iron 
and st^l built after January 1. 18P4, in national yards and of 25 per 
cent if at least one-half of their construction was of home materials. 
After the first years the amounts were reduced by 5 per cent annually. 
A- vc^age subvention was granted for voyages outside the limits of 
the small coasting trade, to the extent of 10 hellers (i cents) per ton 
of the net tonnage lor every 100 sea miles. 
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New law. By the new l:nv oi February 23, 1907, and under the con- 
ditions prescribed therein, oierciiant vessels engaged exclusively in 
nonsubsidized navigation on long voyages or in the larger coasting 
services receive (a) a "working" subsidy and (5) a "voyage" sub- 
sidy. Besides this, a construction subsidy is granted, once and for all, 
to films carrying on merchant-shipbuilding business in Austria, for 
the ccmstruction of merchant vessels for nonsubventioned navigation. 

The working subsidy for mercantile ships of at least 400 gross ton- 
nage is granted if the legal conditions are fulfilled, at the earliest 
from the day on which the ship receives the authorization to carry 
the flag and until the expiration of 15 years from the day of launch- 
ing. The working subsidy is reckoned according to the age of the 
ship and for ships registered since January 1, 1907, amounts, in the 
first three years after launching, for each ton of the gross tonnage, 
to (i) 10 kronen ($2) lor merchant vessels of iron and steel built and 
completed in Austrian yards since July 1, 1907; (ii) a, 7 kronen 
($1.20) for all other merchant vessels of iron and steel if registered 
before the end of 1910; 6 kronen ($1.10) if registmd after De- 
cember 31, 1910; (iii) 6 kronen ($1.10) for sailing vessels built in 
national dod^ards of wood or mixed material. 

These amounts are annually diminished by 6 per cent at the com- 
mencement of the fourth year, and by 10 per cent at the commence- 
ment of the tenth year. 

The working subsidy is granted to merchant ships over 7,000 gross 
tonnage, but only in the same proportion as to those of 7,000 tons. 

The fixed working subsidy for merchant ships registered after 
January 1. 1907, is granted for every 18,000 gross tons, including 
sailing vessels of not more than 3,000 tons, for each year. 

A voyage subsidy is j?Tanted for voyages outside tlie small coast- 
ing trade, if the actual cargo carried by the vessel from or to an 
Austrian port corresponds in genernl to at least a third of the net 
tonnage of the vessel or to cargo capacity of at least 1,700 tons net, 
and if these voyages are undertaken in the interest of national trade 
and traffic and not by steamers of one of the regular lines subven- 
tioned by the State. This subsidy amounts to 10 hellers (2 cents) 
per ton of the net tonnage for every 100 sea miles. 

It will be observed from the above laws that there are in Austria 
two kinds of support given by the Austrian Government to national 
shipping: 

1. Subventions to shipping companies which maintain contract 
services, including subsidies for postal service; and 

(2) Subsidies given to the ''free" (i. a, nonsubventioned) mer- 
cantile marine. 

As will be seen from the following tables, the year 1908 saw 
a large increase in the trade bounties granted to Austrian mercantile 
88187—18 2 
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shipping, the total for that year rising from $2,832,500 to $4,507,290.- 
This increase was accounted for chiefly by the additional subven- 
tion of $260,000 to the Austrian Lloyd Co., by new subsidies granted 
to the Dalmatian and the Brazilian services and by a large addition 
to the postal subsidies. 

A yearly subTention of $250,000 rising to $312,500 is also granted 
to the Austrian Danube Steamship Co. until 1035. Though this com- 
pany has for some time past been in rec»pt of a subsidy it has not 
yet appeared in the list of subventioned lines, as a convention was 
only concluded in November, 1910. A shipping and postal contract, 
which still awaits parliamentary sanction, with the Shipping Co. 
Dahnatia was made in December, 1910, under which this company 
is to receive a yearly subsidy commencing at $200,000. 

Very little has yet been done by the State for the Souib American 
service, which still belongs practically to the **free'* shipping or 
lines which receive no regular subventions, only a sum of $165,000 
being received as subsidy by the Brazilian service ( Austro-Amerikana 
Line). Powerful influence is, however, now being brought to bear 
on the Government to help the South American services, especially 
in view of the emigration traffic and the possibility of developing 
the importation of meat from the Argentine. And it is hoped that 
an arrangranent with the " Austro- Amerikana will shortly be laid 
before Parliament. Up to the present this company has received no 
regular fixed subvention, but only a mileage bounty out of the sum 
devoted to voyage " subsidies for ^ free shipping. The company, 
which possesses 38 steamers, now undertakes to perform at least 18 
voyages in six months. 

Although in the 10 years 1901-1910 the State subventions to ship- 
])iiig show a considerable increase, the new subventions came into 
force, as has been seen, under the law of 1907, the provisions of which 
have been iuHy explained above. 

Total bounties. — ^The total sums set aside in the years 1901~-1910 
for navigation and shipping both as subventions to single lines and 
as subsidies to free shipping (" freie Marine amounted to : 



1901 $2,278,335 

1902 2,411,500 

1903 2,435,000 

1904_-_ 2, 579, 375 

1905 2, 914, S75 



1906 12,966,816 

1907 2, 832, 500 

1908— 4, 507, 290 

1909 4,154,580 

1910 4,101,455 



Of these sums nonsubventioned navigation received; 



1901 $291,670 • 

1902 354. 165 

1003 354,165 

1904 354, 165 

1905 458,220 



IWG $500,000 

m)7— 791, 670 

1908 1,066,050 

1909 1,052,086 

1910 1,046,500 
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I 
I 



boimt V 
j to th<' 
! "f'onvfn- 
tionftl ' 
lino5 of the 
Atmtriiin 
Lloyd. 



fl, 212,500 
],212,50() 
1,212,500 
1,212,500 
l,212,5(JO 
1,212,500 
1,212,500 
1,400,415 
1,507, Otia 
1,807,065 



Kfim- 
l)urs«>- 

m<'n1 of 
Suoz 
Canal 

passage 
dues. 



SIO.'.OSI) 
4(r2,OS<) 

395, 5S5 

427, OSO 
127, OVO 

463, aoo 

483,000 



.■;iil)suli!-.< 

to I ho 
Au^lnan 



5'2.>(>.*>i)0 
250,000 
260,000 



Knst 
A frican 
servk*. 



s.<,;«o 

lti>.,(.70 
300,000 
900,000 



I>.Uiu»- 
tlan 



Brazil- 
ian 
MTVioe, 



*2.',0,00<) 
572, 12.i 
197,126 
197,128 



$l25.il50 
125,050 



1 'cv.^I- 
opmont 
ol iiav i- 
giatfoD. 



^;t.2,50O 

150,000 
150,000 



2S, 12o 
41,06$ 



ll;ivl>,'u- 
tioii on 

River 
Dnu. 



$208, 3J0 
208, 3;w 
2.>0,000 
2.'i(l.()0() 
•2.^0, 000 
2.50, 000 
250, 000 
250, OtK) 
260,000 
260,000 



Postal 
dies. 



$111,665 
115,625 
118,295 
125,205 
12(1,875 
127,290 
151,400 
:«4,165 
320,415 
ai6,4UI 



TOTAI4 TBADIKQ SUBSIDIES. 

The total sum of working and voyage subsidies amounts to: 



1907 $875. 000 

1908 936, 666 

1909 0T9,ieft 

IWO 1,041,070 

1911 1,1M.16S 



and from 1912 onward until the end of 1916 (the period covered 
by the law) an annual .sum not exceeding $1,166,670. 

The 1 Hiding siib.sidv is granted when at lea.st 50 per cent of home- 
produced material i.s ordered, and it amounts to — 

(1) In the ca.se of steam.ships of iron and steel, (a) for the hull, 
40 kronen ($8) for evory ton gro.ss; (b) for new ship engines, new 
boilers, new pipes or tubes, and supplementary engines of every kind, 
8 kronen ($1.60) for every 100 kilos. 

(2) In the case of sailing sliips of iron and steel, for the hull, when 
more than half of tlie material employed is of home production, the 
bounty is increased by 1 per cent of its amount for every 1 per cent 
of such mnterial in excess of 50 per cent. 

(3) In the case of sailing ships of wood or mixed construction, for 
the hull. 10 kronen ($2) for every ton gross. 

The construction subsidy is allowed also, under certain conditions, 
when less than 50 per cent of home material is used; but in this , 
case the bounty is diminished by one-half per cent of its amount 
for every percentage under 50 per cent) when less than one-half of 
the material is of home production. 

Note. — The total amount of the bounties on tonnage constructed 
in Austria is included in the first table given in this report and ia 
not separately ascertainable. No special bounty appears to be given 



Digitized by Google 



20 



MBXHODB 07 8TBAMBHJP USES OABBmNQ POfiBIOK XBAIXB. 



on the purchase of tonnage abroad. The amount of tonnage bounty 
per mile in respect of single serrioes is not given separately. 

MorittMe trade at Austrian vortt. 





Import. 


Export. 




Tons 
(metric). 


Valne. 


T«Oi. 
















1,520,037 


$11,1,:., ".10, :n50 


1,426,777 


189,756,420 




1,638,968 


102,241,465 


1 , 438, 798 






1,807,3«) 


1 as, 850, 000 


1,571,153 


m, 41>T,53<] 




2, 02G, 748 


1 2<;., 032, 000 


1,681,437 


Wi, fVfi, ISW 


1806 


2, 107,a54 


127,810,430 


1,671,003 


117,>nS?,220 




2,242,978 


140,880,735 


1,026,157 


141,829,736 




2,664,087 


144,216,845 


1,824,802 


144,155,490 


}g8 


2,792,229 


149,953,895 


1,820,965 


12B,274»1I0 


2,818,612 


153,952,255 


1,974,822 





(Mb tmmkm yot »v«llab1e for 1910.) 



Value of Amtro-Uungarian ^ea-borne trade, 1910. 

ImportB |1U,291,665 

Exports 83. 968, 335 

Total 195.250,000 



THE AU8TBIAN UOYD. 



The "Austrian Lloyd," the larcrest and most important shipping 
and navigation company in Austria, which also receives the largest 
State subvention, possesses a fleet of 68 vessels, with a value of 
$ll,686^5f and has a working capital of $6,000,000. The following 
figures give the results for 1909 and 1910 : 





Aggregate 

tonnage of 


Aggregate 
toonaee of 
gooda 


Net 
proflta. 


Divi- 
dend 
(per 
oeat). 




240,215 
248,876 


1,129,047 
1,S17,U0 


S502,0S0 


6 







The Austrian Lloyd received in the year 1910 State subventions to 
the amount of $1,750,000. One-third of the sum of the net profits 
in excess of 0 per rent of the working capital has to be paid over to 
the State, which therefore received $84,830. In 1910 this company 
carried 466,139 passengers, and the voyages amounted to 2,158,439 
sea miles. 
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Subventions (fronted the Hungarian Oovemment to the Hungarian mercantile 
morAM during the year« 1901 to 1910, IneMin. 



im. 
im, 

1908. 
1904. 
1905. 

1906. 

1 907 . 

1909. 

mo. 



(A) Conven- 
tional subsidies 
(i. v., to com- 
panies under 
ooDtraot)> 



t3W,B80 

mooo 

408,330 

400,000 

400,000 
400,000 
408, 330 
412,245 
447,560 
546,465 



(13) To "free" 
shipping (I. e., 
to companies 
not Quder 
oonlnct). 



SS,4G0 
2,330 
11,980 

6,426 

7,000 
14,355 
31,125 
53,566 
64, 185 
74,530 



3392,030 

402,880 

420,310 
406,425 

f|>7, 000 
■11.1,356 
439,605 
466,810 
511,695 
620,086 



N. B. — Those companies which are under contract with the State receive a Axed 
Atnmuit covertng all tli« nrvloes or obUgattomi wblcb tM dna fkom than; no ap«dftl 
torn Is etlcnlatad for parttciila.r Mrvl«ea, audi as poatal aerrlee. 

The following tables show the amounts received by fhe principal 
shipping lines which are not under contract with the GkyvemmeDt: 



1, OJaent Sea Navigatkm Co. (owning 6 ships): 

1901 

1902 



1903. 
. ■ 1904. 
^ 1905. 

H»()7 



T ^ 1909. 



S.'^HutiL.'arirui Lev ant SieAmsliip Co. (OWDlOiS (i ^Mpajj tttditlg 
' with Mack Sea and eastern ports: 

1906........ .VT. 

im 

J H> 

- 1900 

1910 

LJ3uBp>nro rraatian QtmambtD Co. (owxOng 7 tfxtpe), trading on 



rrrr- 




lea §«a Navi^Uton Co. (owiiijig 7 dii|a): 

1907 

1908 



Subsidy 
for navi- 
gation. 



Subsidy 
for 

purchase or 
building. 



$6,900 I 
.1,260 : 
1.955 I 
2,030 
3,970 
R,430 
10,920 
17,620 



4,085 
4,215 
4,685 
8,300 



525 
1,450 
3,005 
2,435 
2,790 
10,170 
11,635 
16,810 
17,030 
34,470 

8,093 
36,385 
37,610 
18.386 



$16,270 
22,015 
18,615 
39, 075 
14,300 
32,760 
31,260 
22,930 
21,830 
20,900 



17,730 
31.350 
31.045 
26,000 
33.730 



8,900 
9,700 
4,000 
37,900 
8,200 
47,210 
82,160 
20,000 
18,600 
17,100 

21,825 
44,290 
35,370 
81,700 



Total. 



$16,270 
22,015 
25.516 
42,335 
16, 346 
34, 790 

»l,3b0 
32.750 
37,630 



17,730 
35,438 
35,260 
29,685 
39.080 



9,435 
11,160 

7,005 
40, 335 
10,^ 
67,380 
43,685 
36,810 
86,630 
41,670 

3»,860 
60,676 
63,080 
40,985 
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The next table shows the fluctuations in the tdtal tonnage of the 
Hungarian mercantile marine. 



yet tonnage. 





lOCIMMB* 








DcenaM. 


IflOl 






lim 


3,273 




IftIS 










15,051 




860 
1,984 


1W4 




1909 




W06 


2,173 


1910 


412 






1 





4. No steamship lines running between the ports of Austria- 
Hungary and the United States are known to be owned by railway 
companies or controlled by the same interests owning or controlling 
railway companies. 

5. The conduct or practices of the foreign steamship lines men- 
tioned above do not appear to be in contravention of the commercial 
treaties of the United States or in violation of the laws of the United 
States. 

B. C* KsBEixa^ 
American Amhassathr. 

Vienna, June 8^ J911S. 

&EPOKT OF BALPii J. TOTTEN, CONSUL AT T&IESTE, AUSXBIA. 

Two steamship companies carry freight from Trieste to the United 
6tates-^e Austro-Americana SteHunship Co. (Ltd.) and the Cunard 
Steamship Co. The two companies have agreed upon a minimum 
freii^t tariff, which is to take effect about January 1, 1918, and which 
will be published at an early date. 

There are indoeed two copies of the westbound freight tariff of 
the Austro-Americana Line. The Cunard Co. have reifused to give 
their tariff, as the old tariff is canceled, and they state that they have 
no tariff until the new one is issued. As soon as it is finished, copies 
will be sent to this office and from here forwarded to the department. 
At the same time the new tariff of the Austro-Americana will be 
sent. 

The same thing applies to the South American lines of the latter 
company. The tariffs are being revised and will be published be- 
tween now and the first of the year. 

It may be stated that the revision of the American tariff will 
constitute a slight general advance in rates. 

RaLFII J. TOTTEN, 

American Consul, 

Trdsske, Austria, October 31^ 1912, 
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Editx)e'8 note. — Under date of December 5, 1912, the Cunard 
Steamship Oo. (Ltd.) sent its published rates of freight from Trieste 
to New York, effective from the 1st of April, 1912, but subject to 
change without notice. These rates were the same as those published 
in the Westbound Freight Tariff of the Austro-Americana liBe, 
which become effective in April, 1912, 



BEFOBT OF LABZ ATOSBSOV, AHEBICAN MDnSTEB TO BEI0IUH. 

The Belgian Government has concluded two conventions for sub- 
sidies, one with the Deutsch-Australische Dampfschiffs-G^ellschaft, 
of Hamburg, for the establishment of regular communication by 
ships touching at the port, between Antwerp and the principal ports 
of Australia; the other with the Norddeutscher Lloyd, of Bremen, 
;for boats which shall touch at Antwerp on tiie service regularly 
established from Bremerhaven to Oriental Asia and from Bremer- 
haven to Australia and vice versa. I beg to inclose a translation of 
the body of these conventions. 

There is a third company which, without contract with the Gov- 
ernment, enjoys certain privileges at the expense of the treasury*. 
This is called the Kosmos Line, of Hamburg, which insures a service' 
between that port and Chili and Peru, on the outward journey its: 
ships touching at Antwerp every fortnight and carrying the mails 
to the Pacific. The return trip is not made to Antwerp. This Kos^ 
mos Line, which is evidently intended by the Gtormans to C(Hnpete 
with the English and local steamship lines on the west coast of South 
America, and to develop trade in that part of the world in anticipa- 
tion of the opening of the Panama Canal, is now extending its opera- 
tions as far north as Seattle. 

Beside the maritime subsidy for the mail carried this society en- 
joy- a rebate on the charge for pilotage and river dues. T beg to 
inclose the translulion of the body of a commiinii ation. dated the 
8th of July, 1874, which regulates the relations of this company 
with the State. This arrangement, it may be added, is revocable at 
the desire of the State and stipulates no period of duration. 

There are no premiums granted in Belgium for the construction of 
siiij s, but by virtue of a law of the 29th of December, 1899. ail mate- 
rials which are intended for the construction or equipment or the 
rigging and furnishing of ships and boats and which are not free 
from duty by the customs tariffs are admitted with exemption from 
cuarge. 

On the other hand, with the object of promoting and encouraging 
certain maritime undertakings, a law of the 18th of August, 1907, 
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authorized the Government to subscribe to the extent of 5,000,000 
francs to the bonds of three Belgian navigation companies, which 
bear interefit at 3 per cent and are redeemable at par of their nominal 
Talue after a period of 20 years. I have the honor to also indoee a 
translation of the law on this subject. 

The steamship lines which traffic at Antwerp are chiefly owned by 
foreign capital, and consequently the agreements between the com- 
panics have been made abroad. The Ked Star Line, whose ships 
travel from Antwerp to New York and Boston and Philadelphia, 
was absorbed into the Hiteniational Mercantile Marine Co. when 
the International Navigation Ck)., of which it was originally a part, 
was induded in the former combination. One of the arrangemente 
made by this combination with the German lines was that the Ger- 
man ships should not call at Belgian ports with their ships plying to 
and from America so long as the arrangement lasted. This arrange- 
ment appears to have been abrogated last Febniary, bnt I believe 
none of the ships in question have undertaken to call at Antwerp 
since. Lines having frequent departures from Antwerp, such as 
those mentioned above, enjoy a reduction of wharfage at that port 
The railroads of Belgium are State lines and have no special agree- 
ment with the steamship lines. 

LaBZ Ai«jDiuKS0N, 

American Minister, 

Brussels, Belgium, May 98^ 1912, 



ExHmrr A. 

CX>liV£MTION OF DEUT8CH-AUSTBALI8CHE CO. 

[Trantlatloii.] 

Article I. The German- Australian Steamship Navigation Com- 
pany (Deutsch-Australische DampfschifFs Gesellschaft) agrees that 
the steamers of the regular service which it will establish between 
Hambuig and the ports of Australia will touch at Antwerp. 

There will be a departure from Antwerp for Adelaide, Melbourne 
and Sydney every 28 days. 

The Company agrees to make at least 6 return voyages per year 
from Australia to Antwerp. The number of these return voyages 
shall not exceed 18. 

Abuglb IL The departures from Hamburg to Antwerp will be 
made directly. 

In the opposite Erection the boats may touch at Bremen. 
The departures from Antwerp to Austialia and the returns will be 
made without touching on the Continent. 
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Abticle III. The company agrees to transport to the points of 
Australia to be touched at, all merchandise contracted in ^ritiiii:: at 
least 10 days before the departure and brought to the wiiarf, or to 
the loading warehuiiae at the hour specified in the agreement, or if 
there is not a stipulation in that regard, at latest the second day 
before the departure. The steamers leaving the German port must 
be able to tni<t' on nt Antwerp at least 1,500 tons of merchandise, of 
which 1,000 tons may be heavy goods. 

Abticle IV. In case of infraction of the dispositions of Article 3 
the Company will be liable to a fine of 20 francs per each ton of 
weifrht, or 40 cubic feet, of goods left at Antwerp, without regard to 
the damages which might be claimed by third parties, 

ARnncLE V. In case of a delay in departure from Antwerp, if not 
the result of circumstances of Superior Force, properly established, 
the Company will be liable to a fine of 200 francs. Any postpone- 
ment of departure to the day following the day fixed for departure 
will be considered delay, beyond one day the fine will be double. 

Article VI. In consideration of the above agreement the Govern- 
ment will pay the Company a subsidy of 1,500 francs for each cross- 
ing, out^going or retummg, made under the contracted conditions. 

Aann.E VIT. The payment of the sums due to the Company will 
be made half-yearly, deduction to be made, the case arising, of the 
fines fixed in execution of the present convention. The payments 
will be made in money having legal circulation in Belgium. The 
Company will follow the instructions of the Administration for the 
form of the accounts and all documents relative to accounting. 

Abticle VIXI. A functionary will be designated by the Minister 
of Railways, Posts and Telegraphs to inspect the execution of the 
obligations, stipulations and conditions of this contract. . 

This functionary will have the right on each departure and arrival, 
to be informed by the Company of the number of passengers, and 
the quantity of merchandise loaded or unloaded at Antwerp, as well 
as the origin and the destination of these passengers and merdiandise^ 
of the prices of transportation, and frei^t rates. He may also, witb 
this object, inquire information on passenger lists and the declarations. 

Abticle IX. The present Convention is concluded for a year from 
September 1, 1889, and will be prolonged auoceeaively by tacit agree- 
ment without renewal of contract unless denounced by 6 months' 
notice. The rights cannot be transferred without the special consent 
of the Belgian Oovemment 

AitiicLB X. It may be considered as annulled without judicial 
formality by the sole failure of the Company to conform to it 

AsncLB XI. For the execution of the present act the Company 
chooses domicile at Antwerp, in the offices of its general Agency. 
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Abticle XIL The expenses of stamps and of recording at the 
established rates Trill be for the account of the Company. 
Made in duplicate at Brussels, June 24, 1889. 



Exhibit B. 

CONVENTION OF N0BDDEUT8CHER LLOYD, 

ITranslntlon.] 

Articlb 1. The North-German Lloyd agrees that all the steximers, 
out-going as well as returning, in the regular service which will be 
establisliod in pursuance of its contract of July 3-4, 1885, with the 
Imperial Government of Germany, from Bremerhaven to Eastern 
Asia and from Bremerhaven to Australia, and vice-versa, will touch 
at Antwerp. 

Abticle 2. In virtue of this agreement the Government will pay 
the Company an annual subsidy of 80,000 francs. 

Article 8. The pilotage, entrance and light-house taxes levied by 
the«Belgian Government, on the entry as well as the departure of the 
steamers of the mail lines above mentioned, as wdll as the taxes paid 
eventually by the Company to Dutch pilotage, will be reimbursed on 
the production of the receipts for the sums which the North-German 
Lloyd will have paid on this account. 

Abtigub 4. The pajrment of the 6ams due the Company in virtue 
of Articles 2 and 3 will be made quarterly. It will be made in money 
having legal circulation in Belgium. 

AsTiGiA The present Convention is concluded for one year from 
the date of the first departure which shall be made from Bremer- 
haven, and will be prolonged successively by tacit agreement without 
renewal of contract, unless denounced by notice of 6 months. 

Articlb 6. The North-German Lloyd cannot transfer its rights 
under the present convention without the express consent of die 
Belgian Government. 

Article 7. For the execution of the present act the Company 
chooses domicile at Antwerp in the offices of its general agency. 

Abtk LE 8. The expenses of stamps and of recording, at the 
estal lislied rates, will be for the account of the company. 

Made in duplicate at Brussels, May 1, 1886. 



Exhibit C. 

segui^atioms fdr the kosmos line. 

[Translation.] 

In execution of a decision of the Minister, I have the honor to 
inform you that the taxes of pilctage on the river, and at the BelgiAB 
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imd Holland moutlis of the Escaut, and tiie entrance and lighthouse 
taxes paid by the boat of the Kosmos line, which will perfonn, once 
a month, the postal seivice between Antweip and South America, will 
be reimbursed to this company, independent of the maritime tax on 
the correspondence transported. 

Exhibit D. 

BELGIAN LAW AUTHORIZES GOVERNMENT SHAREHOLDING IN STEAMSHIP 

COMPANIES. 

ITransIation.] 

FntsT Abtioljs. 

The Government is aiitborizpcl to subscribe a capital of 2.000,000 
francs in bonds of tlie Ocean Company, a Belgian incorporated stock 
company for navigation and equipment. These bonds bearing 3% 
interest will be redeemable at par within a period of 20 years begin- 
ning January 1, 1914 ; they may be redeemed anticipatively. 

The bonds will not he subscribed, and the amount thereof will not 
be paid in ezc^t .under the following conditions for the Ocean 
Company: 

1. To fix its capital at 4,000,000 francs, which must be entirely 
dear; 

2. To employ the product ol the issue of bonds exclusively for the 
increase of its fleet 

AwncKM II. 

The Government is authorized to subscribe a capital of 2,000,000 
francs in bonds of the Royal Belgian- Argentine Company, an incor- 
porated stock company established at Antwerp. 

These bonds. Ix^ai ing 3% annual interest, will be redeemable at par 
witliin a period of 20 years from June i, 1916; they may be redeemed 
anticipatively. 

The bonds will be subscribed, and the amount thereof paid in only 
under the conditions for the Koyal Belgian-Argentine Company: 

1. Of fixing its capital at 5,(X)0,000, which must be entirely clear; 

2. Of employing the product of the issue of bonds exclusively for 
the increase of its fleet 

ASTICUB III. 

The GoYemment is authorized to subscribe a capital of 1,000,000 
francs in bonds of the Belgian National Company of Maritime Trans- 
ports, an incorporated stock company established at Antwerp. 

These bonds, bearing an annual interest of 3%, will be redeemable 
at par within a period of 20 years beginning January 1, 1916; they 
may bt; redeemed anticipatively. 
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These bonds will be subscribed, and the tfmoiint thereof i>aid in 
only on the following ctmditLcns for the Belgian National Company 
of Maritime Transports: 

1. To fix its capital of 4^000,000, which must be entirely dear; 

2. To employ the product of the issue of bonds exclusively for the 
increase of its fleet. 

Article IV. 

« 

For the purposes of the present law, a credit of 5,000,000 francs is 
opened to the Minister of Finances and Public Works. This credit 
will be included in the Budget of Special Beceipts and Expenditures 
for the year 190T and covrnd by the resources appropriated for that 
Budget 



S¥PPL£M£lfTAEY BEPOBT O F LABZ ANDERSON, AMERICAN 

HINI8TEE TO BEIGIUX. 

Referring to the department's circular instruction of April 8 last 
and this legation's reply of the 28th ultimo transmitting a report oa 
the methods and practices of Belgian steamship lines engaged in the 
foreign carrying trade with the United States, I now have the honor 
to transmit herewith inclosed copy and translation of a convention 
concluded between the Belgian State Railway Administration and 
the Bed Star line for freight transportation, as well as the tariff 
published in execution of this convention. I also inclose copy and 
translation of a memorandum from the foreign office which accom- 
panied the convention and tariff above mentioned. The legation is 
endeavoring to obtain further information on this subject, and will 
transmit it as soon as possible. 

Labz Andebson, 
American Minister, 

Bbussels, Belgium, June Hy 1912, 

Exhibit I. 

[TruDslatioD.] 

STATE RAILWAYS — CONVENTION REGULATING THE ESTABLISHMENT OF A 
THBOUOH TABIFF FBOM BEUIIUM TO THE PORTS VISITED HY THE ST£AM- 
ZBS OF THE BED STAR LINE (bELGIAN-AMEBIGAN IMOOBFOBATED NAVI- 
GATION CO.). 

The imdersigned, representing on one side the administration of 
railways of the Belgian State and on the other side the Red Star Line 
Co. of Antwerp, have agreed on the following ; 
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Article 1. Merchandise shipped from Belgium via Antwerp to the 
ports of Philadelpliia and New York and to the cities of the United 
Stat€S of America designated in the tariffs to be published, will be 
accepted for direct transportation under the conditions of the taii^ 
to be determined by the contracting parties. 

Abt. 2« The waybill| of a model to be agreed between the two con- 
tracting parties, will mention as consignee Messrs. von der Becke et 
Marsily, agents of the Ked Star Line at Antwerp, and following will 
contain the mention " to be forwarded to (name of port of destina- 
tion) It will contain also the name of the receiver and^ if the mer- 
chandise must be forwarded, that of the ultima4» destination; the 
name of the receiver at the port of destination may be replaced by 
the words " to order," but only if tlie ultimate destination of the mer* 
chandise is Philadelphia or New York. In this last case the mer- 
chandise will not be delivered at Philadelphia or New Tork except 
to the bearer of the biU of lading duly indorsed by the diipper. 
This bill of lading will be returned to the shipper by the agiency at 
Antwerp of the Bed Star Line. 

When the ultimate destination of the merchandise is one of the 
cities of the interior of the United States mentioned in the tariff to 
be published, the way biU should contain in addition to the ultimate 
destination flie name of the receiyer, and the mention "to order'' 
will be permitted. 

AnT. 3. The tariffs will be made up of— 

(a) The tax due to the railway for the transportation to Antwerp, 
including the expenses of cartage to the wharf of the Bed Star Line« 

(b) The expenses of transporting and loading on board at Ant- 
werp and the tax due to the Bed Star Line for transportation by sea 
snd, ih» case arising, for the transportation by land to the interior 
of the United States. 

The shipments will be made prepaid or to be collected on delivery 
to the destinations indicated in the tariff ; they may also be paid to 
Antwerp only. 

However, for objecU liable to depreciation and those of which the 
office of reception does not consider the value sufficient to amply cover 
the expenses of transportation and customs and other expenses which 
may come up in traii-port, the total tax (maritime transportation and 
land transportation together) wiU be asked on reception. 

Art. 4. The regulation of the accounts and of all matters concern- 
ing accounts will form the object of a separate arrangement between 
the contractility parties. 

Art. 5. Tho coiiditioiis for land transportation in Belgium are 
those fixed by the interioi- oi- mixed Belgian tariffs, and for trans- 
portation by sea those contained in the bills of lading used by the 
Red Star Line in its various regular services. 
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Art. 6, The departures from Antwerp will take place at fixed 
dates (except unforeseen obstacles prevent). Merchandise not placed 
at the disposition of the Ked Star Line at least 48 hours before the 
departure of the steamer may be shipped by the following steamer. 

Art. 7. The State Railway Administration will deliver at Ant- 
werp, at the wharf of the Red Star Line, near the steamer about to 
depart, fast-freight shipments and incomplete loads of slow freight 

Merchandise which, by common accord between the two contracting 
parties, will be deliyerable by wagons to the Red Star line should 
be unloaded within the time and imder the conditions provided by the 
interior tariff of the State. 

Merchandise transported in Belgium under the regulations of the 
customs wUI be passed through the customs by the State Railway 
before being turned over to the Red Star Line^ 

Art. 8. After the reception of the merchandise at Antwerp by 
the agents of the Red Star Line the responsibility of the Belgian 
State Railway Administration will cease entirely and that of thie 
Red Star Line will commence. 

Art. 9. The agents of the Red Star Line will give release of ship- 
ments at the moment of delivery to domicile or of unloading of the 
wagon, according to circumstances. 

The amount and the causes of losses or damages eventually recog- 
nized at the iiioment of the delivery to the Red Star Line will be 
established in a statement to be signed by the agents of the Red Star 
Line and the Belgian State Railway. In case of disagreement the 
parties will choose, in common, thud parties^ who will proceed to an 
expert valuation after hearing both parties. 

The result of the report of the expert valuation will be communi- 
cated to the shipper nnd, in the absence of a stipulation contrarv' in 
the waybill, the shi|)iin nt in litigation will remain in the possession 
of the railroad until the siiipper shall have advised whether the ship- 
ment can still continue to its destination. 

Thfj time the merchandise is in the possession of the railway await- 
ing the expert valuation and the in-triK lions of the shipper will not 
be counted in (Calculating the reglementary time for transportation on 
the Belgian railways. 

On the other hand, the Belgian State Railway Administration 
reserves the right, the case arising, to avail itself of the rights con- 
ferred by artides 8 and 33 of the law of August 25, 1891, on the 
transportation contract. 

Art. 10. Articles refused or unclaimed will be treated in con- 
formity with the stipulations of the tariff. The eventual loss of 
transportation and of other expenses originated by these articles will 
be borne by the contracting parties in the proportion of their respec- 
tive shares in the rates of transportation. 
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Asr. 11. All explosive products and merchandise subject fo spon* 
taneous combustion or giving out a bad odor are excluded from trans- 
portation. The other articles to be excluded from transportation on 
account of their nature or their value, and those which can not be 
admitted to transportation except under certain conditions, will be 
mentioned expressly in the tariffs to be published. 

AsT. 12. The Belgian State Eailway Administration will take the 
steps necessary to obtain the adhesion to the present arrangement of 
the Belgian companies with which it connects in the mixed service. 

Ajct. 18. The Bed Star Line undertakes, on the request of the ship- 
per, the insurance of merdumdise against risks of loss or damage 
which might arise after reception by its service at Antwerp. 

To secure the insurance of his merchandise the shipper should 
write on the waybill, in the column ad hoc, the value to be insured; 
he will receive the insurance policy immediately after the loading of 
the merchandise at Antwerp. 

The insurance premium will be calculated from a table to be 
inserted in the tariff. It will be payable on departure if the merchan- 
dise 18 shipped prepaid, and on arrival if the contrary, but in the 
latter case an increase of 10 per cent for exchange, etc. 

Abt. 14. The present convention will go into effect October 1, 1895. 
It is made for an indefinite time, but each one of the contracting 
parties will have the right to put it out of effect after December 31, 
1895, by denouncing it six months in advance. 

The undersigned of the first part reserves the right of approval of 
the Minister of Railways, Posts, and Telegraphs of Belgium. 

Made in duplicate at Brussels, August 22, lSt}5. 

Li, GaRNIR, 

The Commercial Direction of the Belgian State Rmlways, 

Ferd. Maksily, 
The Representatiue of the Red Star Line. 
Approved, Brussels, September 10, 1895. 

J. Vandbnpeereboom, 

The Minister, 



ExHinrr II. 

» 

[Copy — Metnornndum.1 

The Belgian State Railway Administration passed, on August 22, 
1895, a convention with the Red Star Line for the transportation of 
merchandise from Belgium to the United States via Antwerp. Here- 
with a copy of this convention as well as of the tariff published in 
execution of its article 1. 

The through rates arc not applicable except to shipments of a maxi- 
mum weight of 2,000 kilograms; they are formed as regards the 
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transportation on Belgian territory by the ordinary rates without 
special reduction. 

For transportation by ship tliev been lixed by the Ked Star 
Line, and it is impossible to det* mnue whether they are higher or 
lower than those applying to shipments not submitted to the through 
lariii; indeed, the maritime rates are extremely variable. Besides, 
the low II laxi Ilium for the weight of the through shipments takes 
away from this question much of its importan<^. 

The above-mentioned convention is the only one which the railway 
administration has concluded for the transportation of merchandise 
between Belgium and the United States. 

For the transportation of postal packages between Belgium and 
the United States the railway administration has simply an arrange- 
ment with the Bed Star Line in virtue of which the said navigation 
company insures the maritime transportation of packages at the rate 
of 50 centimes per kilogram. No ship of the Belgian State is engaged 
in the commerce with the United States. 



BEPO&T Of HENBT W. DIEDEEICH, CONSUL a£H£BAL AT 

ANIWEIIF, BELaiUK. 

The only steani'^hip lines in this port, sailing to the United States 
and forming part of the Atlaniir pool, are the "Red Star Line services 
to New York, Boston. Phihidelphia, and Baitmiore, and the Ley- 
land Line to New Orleans. These two lines not only form part of the 
International Mercantile Marine, or Atlantic combine, but are also in 
the pool with the North German Lloyd, Ilamburg-Amerika Line* 
and Holland- Amerika Line, for freight rates. 

The history of the International Mercantile Marine at this port is 
that of a monopoly. It is practically impossible for any independent 
line engaged in the North Atlantic service from this port to live 
under the conditions that have prevailed sinc« the International 
Mercantile Marine began to compete for the traffic to and from this 
port. 

Such outside lines as do carry on a service, namely, the Phoenix 
Line to Kew York and the Castle Line to Galveston, are only able to 
do so by reason of agreements made with the International Mercantile 
Marine. For instance, the Phoenix Line, represented by Messrs. 
Sanderson & Son in Xew York, enjoy a differential freight rate 10 
per cent less than that of the Bed Star line, and this is done by 
special agreemwt with the International Mercantile Marine. This 
is explained in the following way: Hie Bed Star Line offers a 
regular weekly service to New York, making the voyage in nine 
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dajs, while the Phoenix Line has only n fortnightly service, nnd 
takes 14 days for the same voyage. TIk refoie the Ked Star Line lias 
a decided advantage to oifer to shippers of perishable or valuaMr 
goods, and it is a^rreod between the Internntionnl Mercantile Marine 
and such secondary ]iiie«; that tli(» foniifM' ^vill not interfere with the 
business of the hitter, provided tlie hitter will yield to the lines of the 
International Mereantilc Marine the tran'inortation of snrh goods 
as should be carried by the fast and more regular steamers of the Ked 
Star Line. Besides, the Phoenix Line undertook to carry no 
passengers, 

I am informed by ship agents here that all such secondary iineiJ 
were glad to accept these terms, for the reason that if open compcti* 
tion were to be resumed, as in the days prior to the formation of the 
International Mercantile Marine, it Avould be impossible for the 
smaller lines to exist at all on the North Atlantic. This is furtlier 
explained by the fact that the days when west-bound shipments of 
window glass, steel, iron, and cement were so abundant that fre- 
quently there was not sufficient tonnage to carry them from this port 
have passed forever, because this class of merchandise is no longer 
exported to the United States in important quantities. On the other 
hand, east-bound shipments from the United States are considered 
so unsatisfactory and fluctuating that they render the risk of a 
trans- Atlantic transport company too great a one for secondary lines 
to take. In other words, from my interviews with the ship agents 
here I find that thej are only too glad to be able to work with the 
International Mercantile Marine, which, though exercising in a sense 
a great monopoly, assist in keeping them alive. They admit, how- 
ever, that the International Mercantile Marine do make it a point 
to crush any independent Atlantic service that will not enter into 
agreement with them. For instance, prior to the formation of the 
International Mercantile Marine the Puritan Line had carried on 
for many years a successful business between this port, Boston, and 
Baltimore. I am given to undeistand that the International Mer- 
cantile Marine made an offer on the basis of differential freight rates 
also to this line, but it is believed that this was refused. The result 
was that the Puritan Line failed, and their owners went out of busi- 
ness. The Red Star line having established a regular and fast 
service with Boston and Philadelphia for both passengers and freight 
and a freight line to Baltimore, it was impossible for the Puritan 
Line to fight it. 

Although the Hamburg-Amerika, North-German Lloyd, and Hol- 
land-Amerilm are in the pool with the International Mercantile 
Marine, they have no service from Antwerp to United States ports. 
There is, however, a rumor that the HoUand-Amerika, whose con- 
tract with the International Mercantile Marine is said to have 

88187—13 8 
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recently expired, is about to establish a line from Antwerp to New 
Orleans in direct competition with the service of the Leyland Line, 

The Standard Oil ullllialion or ramifications here at Antwerp have 
ft line of their own tank steamers from Antwerp to Savannah, sail- 
ing under the name of the Compagnie d'Entreposage & de Transp<n*ts. 
It is said that this concern is contemplating carrying miscellaneous 
freight to Savannah, Jacksonville, and Fernandina as an entirely 
independent line, their oil-carrying trade being the basis upon which 
they work. 

T am informed that there is no secrecy regarding llie terms of 
agreement or rules pertaining to the above-described arrangements 
between the outside lines and the International Mercantile Marine. 
On tlie contrar}^ I learned that the agreement, providing for dif- 
ferential freight rates, is in general use. 

As all the railways of Belgium are owned by the Qovemment, 
there is no preferential agreement between them and any ship- 
building lines, nor are there any benefits or subventions, save the 
postal grant paid by the Government to the New York service of the 
Bed Star Line. 

The purpose of the agreements made betwe^ the Atlantic steam- 
ship lines on commerce and on f rei^t rates of the United States is, 
m my judgment, the prevention of freight-rate cutting, but I am' 
assui^ that the rates rise and fall only by reason of the law of 
demand and supply and are not put up or down at the caprice of 
the pool. The question as to whether the formation of the Inter- 
national Mercantile Marine and its subsequent agreements with the 
linos forming the pool and outside lines is in violation of the laws 
€>f the United States is one which is now being considered by our 
courts. 

There are only two lines running to San Francisco from this port, 
namely, the Harrison Line and the Lund Line, both of which are 
independent. U^j^^^ ^ Diederich, 

OonstU Oenerdl, 

Ai7TW£fiP, Belgium, May ^4: i012. 



OP NOBVAL RICHABBSON, GHASG£ FAFFAIBES AB 
INTEEIM, AT COPENHAOEH, BENHABE. 

I have the honor to state that I have had an interview with Capt. 
0. M. T. Cold, director of the Scandinavian- American Line, and have 
ceceived the following information from him : 

The Scandinavian-American Line is the only steamship company 
which maintains a direct route between Danish and American ports. 
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The different steamship lines devoted to carrying on trade only 
between Danish and Scandinavian ports have agreements and ar- 
rangements among themselves for the purpose of allotting to each 
its sphere of activity, and for maintaining fixed freight rates, though 
such an agreement between steamship companies and Danish rail- 
roads does not exist. The greater portion of the railways, including 
the main lines, are owned by the State, and all arrangements made 
by them are published, and in no instance is any agreement between 
it and steamship lines mentioned. The private railways are of so 
little importance that it is useless to consider them in this question. 
In regard to the agreements between the steamship lines for local 
trade, none of them are published and they are based on private 
agreements between the lines interested. As far as I have been 
able to ascertain such arrangements are made, first, so as to define 
the activity of each line, in this way avoiding the working of the 
same territory by two different lines, which of course would mean 
useless work and loss of capital; second, to permit of cooperation 
between the lines with regard to the establishment of through f relets 
between all the ports which are not in direct connection with one 
another; third, so as to regulate the traffic in accordance with the 
requirements demanded by its development. It would appear that 
such arrangements would mean a security against competition and 
consequent reduction in freight rates, and at the same time benefit the 
public by developing all possible channels of trade. If one steam- 
ship line is inclined to encroach upon the rights of another with 
whom agreements have been made, the breaking of the agreement 
leaves the aforesaid line dependent upon its own resources. There 
appears to be no coinplainl made against these lines for demanding 
excessive freig-ht rates; on tlie conlraiy, one heais of these companies 
exerting themselves in developing and increasing trade and lowering 
freight rates so as to promote commerce. 

Capt. Cold said that, in spite of many agreements between steam- 
ship companies of the world, competition is becoming greater each 
year: each line is developing the conimerre that will result in in- 
crea trade for its l)();\ts. though in many ease> mutual woiking 
agreements entered into by two lines have saved them from destruc- 
tive losses and been the result of many decided improvements in ship- 
ping conditions. Freight demands of route owners aie restricted to 
a considerable extent l)y the possibility of chartering outside or 
'*trnmp" steamers. If the route owners were to demand excessive 
freights, merchants could avoid shipi)ing with them by chartering 
i^teamers in the open market at a current rate. 

In regard to an agreement between the Scandinavian-American 
Line and American railways, I am informed that there is none 
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beyond tliat nmde with a view to giving a through rate from the in-, 
terior of the l^iiite<l Slates to European port!=. This is done by the 
steamship line jnrjvir'fi^ the railway its cnrrcnl sea freight rate, which 
is fixed in accordance with the eonditions of tlic market, and to this 
the railways add tlieir ratevS to tlie designated ]>oints. 

No shijjhuildino; premiums are paid in Denmark, nor subventions, 
etc., beyond tlie ordinary payment for the transportation of the niaih 
No preminniy are given on export, nor similar compensation for the 
purpose of giving the Danish flag or Danish pi-oducts an artificially 
obtained advantage over those of other countries. The only sub- 
vention which existed in Denmark was for the transport of agri- 
cultural products by the Esbjerg-Harwich route, and thi^ has been 
recently withdrawn. This was done to avoid a i^ossible countermove 
on the part of the English Government, which it was feared might 
regard the subvention as giving the exports of Denmark a special 
advantage in the English market over English colonial products. 

The Danish State's activity in regard to shipping is confined to 
mail routes between Danish ports, and a few mail routes, namely: 
Korsor-Kiel. Gedsor-Warnemunde, Kj0benhavn-Malm0, and Hel- 
8ing0r-Helsinborg. 

NriRVAL l^ICHARDSON, 

Charge d/ Affaires ad interim, 
Cop£MHAG£29, DfiNMARK, May 9, 1912, 



BEPOET OF AIPHOHI^ OAXOIN, C0H8UL OENEBAL AT MABSEILLE, 

FRANCE. 

The only steamship line maintaining a regular SOTice between 
southern France and the United States is the Compagnie Franca ise 
de Navigation it Vapeur, generally known as the Fabre Line. This 
line does not appear to have entered into any agreements, conlerenoes, 
pools, or other combinations with other lines or with the railroads of 
the country for the purpose of fixing rates and tariffs or of giving 
rebates, special rates, or other special privileges or advantages, or of 
pooling and dividing their earnings, or for the purpose of destroying 
competition. 

The other lines whose steamers occasionally call at Marseille, and 
which are interested in the French- American traffic, such as the 
Anchor Line and Austro -Americana Steam Navigation Co., also 
seem to be run independently of each otiier, as far, at least, as the 
traihc of this district is concerned. 
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The Freiicli I'iiihvay:; liavo julopted through rates. sli«rht]y t'lnor- 
in^r the Frnuli navigatioii companies; but these rates have been fixed 
in the manner j^rescT-ibod by hiw, and up not based upon secret agree- 
ments bet^veen tlie carrier??. The tantl under which the rates in 
question are frranted is otticially designated "Tarif 400-bis." 

It nuiy be noted in this connection that the railway vntes in France 
require Government approval. Any change in rates has to receive 
the sanction of the minister of public works and be advertised a 
month before coming into force. The ministerial sanction is never 
given without consultation with the chambers of commerce concerned 
and other official bodies. Moreover, rebates and discriminations to 
the advantage or detriment of any person are prohibited by law. 

As r^rds the special throu«r]i rates above referred to, they have 
been taken advantage of by the Compagnie Generate Transatlantique 
for its Havre-New York traffic, and by the Compagnie des Mes- 
sageries Maritimes and other lines engaged in tlic carrying trade 
between Marseille and the Orient; but the Fabre Line, which is the 
only French steamship company owning vessels plying between 
Mediterranean ports and the United States, has dedined until now 
to carry goods under the conditions laid down by the tariff in ques- 
tion. The course followed by the Fabre Line is accounted for by the 
fact that the steamship lines are not obliged to adopt this tariff in the 
absence of a definite understanding on the subject with the railways 
concerned. I appears also that, owing to the keen competition of 
the Italian, Austrian, and Briti^ lines for the Mediterranean trade, 
the Fabre Line desires to retain its entire freedom of action. 

(2) Vessels built in France and those flying the French flag receive 
liberal subsidies from the French Government. This policy has 
been consistently pursued since 1881, the latest law on the subject, 
excepting special conventions regarding postal subsidies, being that 
of April 19, 1906. A copy and translation of this law was forwarded 
to the department with my unnumbered dispatch from Havre, dated 
April 20 of the same year. 

(3) The French Government does not own any vessels engaged in 
the foreign commerce of the United States. 

{■i) The Fabre Line is not owned or controlled by any railway 
company, or by the same interests owning or controlling railway 
companies. As to the foreign steamsdkip lines interested in the traffic 
between this district and the United States, I have no knowledge 
or evidence that they are owned or controlled in any way by i-aihyay 
companies. 

(5 and 0) The conduct and practices of the steamship lines engaged 
in cai r v iiig the foreign commerce of the United States and running 
to the ports of this district do not appear to be in contravention of 
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the commercial treaties of the United States or in violation of the 
laws of the United States. Moreover, so far as my. observation c'oes, 
the commerce and freight rates of the United States have not been 
affected by the methods adopted by these coiiipani^. 

A. Gaulin, Consul General, 

Mabseille, Fbance, Jum 13^ 1912. 



B£PO&I OF J. P. BEEGHEE, VICE CONSUL AX HAVEE, rJBAHCE. 

AGREEMENTS BETWEEN STEAMSHIP COMPANIES. 

While the steamers of many lines run between Havre and Tarions 
ports of the world, there exist between them no agreements, pools, 
or other combinations for the purpose of fixing tariff, either for 
freight or passengers, of giving rebates, special rates, and other 
privileges or advantages, or for the purpose of pooling or dividing 
their earnings and destroying competition. 

On the other hand, there exists between certain navigation com- 
panies (whose vessels, however, neither call at Havre nor are affected 
by French law beyond the enforcement of port regulations, dock 
dues, and pilotage) an agreement or combination. 

It will suffice to name two of these: 

First. The International Mercantile Marine Co. 

This combination inehides the White Star. Dominion, Leylund, 
American, Atlantic Tian-port, Red Star, and Holland-American 
Lines, the last-named company having been absorbed since the com- 
pany's organization in 1902. 

In that year there was formed in the United States a shipi iiii^ 
trust for the purcliase and control of the stock of the tir-t six named 
companies. Until that year the White Star Line, for example, was 
owned by a British company, the Oceanic Steam Navif^ation Co., 
and nearly all the stock was held in Great Britain. liut on Februarv 
4. 1902. an ao:reement Avas concluded hetAveen the American syndicate 
and the White Star Line for the purchase of its shai'es. Each holder 
of a share of £1,000 in the Oceanic Steam Navigation Co. received 
£4,196 in cash and £6,000 in preferred and common shares of the trust. 
The managers of the line, Messrs Ismay, Imrie & Co., received 10 
times their profits for the year 1900, and undertook for 14 years not 
to associate themselves with any other shipping enterprise trading to 
ports which the 'VMiite Star had used. 

The Dominion Line also received 10 times its profits for 1900 and 
Messrs. Richards, Mills & Go. the same. The Leyland Line was paid 
£2,847,000 in cash. The American, Red Star, and Atlantic Transport 
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Lines, which had been acquired earlier and formed the nucleus of 
the trust , were taken over for the payment of £6,831,000, almost 
entirely in trust shares. 

The trust created the following capital : 
Common stock, dividend limited to 10 per cent until 4} per cent de- 



bentures be paid off £9. 080. 000 

Preferred Btock. cumulative interest at 6 per cent 10, 340, 000 

4i per cent debentures * . . 10. 550, 000 

5 per cent deben ures 3,740,000 

Total d4»610,000 



Besides this there are £1,376,000 of debentures in the companies 
constituting the trust. 

The best asset of the trust has been the White Star Line which, 
in 1910, earned a net profit of £540,000 on a capital of £750,000, after 
writing off £370,016 for depreciation. A dividend of 30 per cent 
was paid in that year by this company alone, and a balance carried 
forward or placed to various reserves, among which was an insur- 
ance fund for which £100,000 was set apart in view of the increase of 
tlie fleet. At the same time the best part of the insui'ance wa.s un- 
derwritten at Llovd.s. As an illustration of tlie "White Star's pros- 
perity it may be observed that in 1908 the dividend was 10 per cent 
and in 1900 20 per cent. 

On the other hand the earnings of the combination have not been 
as firreat as anticipated, and the limiting of tlie interest on the com- 
mon stock has been siiperflnoiis. No dividends have yet been paid 
on either preferred or common stock and the former with a nominal 
value of $100 is quoted at $64. 

The purchase by an American trust of so many British ships caused 
considerable concern in England, where sharp criticism was aroused. 
As a matter of fact British law forbids a British ship to be owned 
by a foreign corporation. As a compromise a special agreement was 
concluded between the American syndicate and the Government of 
which Mr. Balfour was then premier, an agreement which provided 
that British vessels (i. e., American vessels flying the British flag) 
should be controlled by a committee of British subjects. 

As a sequence to this, and while Mr. J. Pierpont Morgan remained 
the principal power, Mr. J. Bruce Ismay, Lord Pirrie, E. C. Grenfell, 
H. A. Sanderson, and other British subjects constituted the elements 
required by law. In this manner the contention of the British 
Government that "shares and not .ships" had been sold, was com- 
plied with. 

In the meantime Mr. Morgan was negotiating for the imrchase 
of the Cunard Line, a fact which decided the British Goveriiuient to 
take drastic action to prevent that company's vessels from passing 
into the hands of the trust. Such a purchase, in connection with an 
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agreement which the American iiuancier had concluded wiih two 
|.^reat German lines would have given the s\ iidiciUe a monopoly of the 
Atlantic passenfrcr (:ind si part of tlie freight) trade. This was 
felt to be und(»siral)ie and danj^erous. 

The British (Tovernnn-nl i-on.se(|iK'nt!y conchuled an n^^reenient 
with tlie ("iinard Line In' Avliich the ships of thai company were to 
remain British. The money requiivd to build the Mmretania and 
Litsitania was advanced by the State at a rate of 2 J per cent, and a 
special subvention of £150,000 a year for the working of the two 
liners was guaranteed. 

Another notable navigation combine, in which, as far as the writer 
knows, there are no American interests, is that composed of the 
Roynl Mail, Union Castle, Pacific Steam Navigation Co., Lamport 
& Holt, and Elder & Dempster Lines. 

Quite independently of this last-named syndicate, there exists 
another group of steamers trading with South Africa which, with- 
out being pooled as regards shares and dividends has adopted an 
arrangement for obtaining freight or merchandise by offering a 
reduction to their customers. The group consists of the following 
companies: 

The Union-Castle Mail Steamship Co. (Ltd.) (Donald Currie & 
Oo., managers). 

The Clan Line Steamers (Ltd.) (Cayzer, Irvine & Co.). 

The Bucknall Steamship Lines (Ltd.) (loaded by Houlder Bros. 
& Co., (Ltd.), of the South African Line, and by Alex. Howden & 
Co., of the International Line). 

The Natal Direct Line (Bullard, King & Co.). 

The Aberdeen Direct Line (John T. Bennie, Son & Co.). 

The Ellerman-Harrison Line. 

The Houston line (B. P. Houston A Co.). 

The text of letters addressed to shippers explains the methods of 
the group : 

Sliippers to all ports of the Cape Colony and of Natal ajid to Delagou Bay 
are hereby Informed that, until further notice and subject ho the conditJons and 
terms set out herein, each of the above-named compantes and lIueB of ateamers 
will pay to shippers by their line a oommisslon of 5 per cent, calculated upon 

the net amount of freight rpneived by such company or Hue from such ablpperSv 
on their sliipiiienfs from iho Cnfted Kinsdom (or) the Continent. 

The s.iid commission shall Ih; romjmrod every six months np to the 30th June 
and 31st December In each year, and shall be payable six months after such 
feapective dates to those sliippers only who, until the date at which such com- 
mission shall become payable, shall have giren their support to the above- 
nome<l couriiani'^s or lines of Steamers by sliipplng exclusively by steamers 
(lispntchod by the said companies or lines to ports of tli ' r.ip,^ Colony, Xiital. 
and Delasroa Bay. and ])rovide<i that such shipiHjrs. either as principals or 
as agents, shall not have, directly or indirectly, made or been Interested in any 
shipments to any of the aforesaid ports by steamers other than those dispatched 



Digitized by Google 



METHODS Oi' BT£AMSHIP UN£S CABliimG i^'OB£IGl? XBADE. 41 



by tlie above uamed, aud also provided tbat tlie statemeut oi claim for sucii 
commlaston shall be made, in tbe annexed fonn, witbin 12 montbi) from tbe 
end of the period comprised therein to the company or line of steamers which 
shnll have carried the goods in respect of which the commission Is claimed. 

The ahovf» commission is not payable on tbe goods of nny cousigneo who 
directly or indirectly imports proofls by steamers other than those dispntciied 
by tlio above-named couipaiiies or lines of steamers. The ai>i»lieatiou of tliia 
clause was arranged with the South African Merdiants' Committee. 

Shipmate ttom continental ports by steamers of the Deutsche Ost-Afrlka- 
IJnie and the Dentsche-Anstralische DanipfBchlfl:!B'Gesellscfaaft will not preju- 
dice claims nnder this circular. 

SERVICE BE'nVEEN FRENCH AND FOREIGN POKTS. 

At Havre and other ports in its consular district there exist, as 
before stated, no pools between steamship companies. 

At Havre everjrthing is done to encourage shipping, and, as will be 
seen by the following table, the French have by no means a monopoly 
of the seas. Indeed, over three times as many British as French 
ships enter the port annually^ while the Germans are almost as 
numerous as the French : 

Number of vess^a arriving at Havre, France, in 1911 {coasters e^fcluded). 
American 



German 



Austrian 
Belgiiin . 
Danish -. 



1 


Spanish 


4 


895 


Dutch 


- 89 


274 


Norwegian 


77 


1,239 




5 


1 


Ilussiaii 


18 


12 




36 


46 







While, as will have been seen, vessels of almost every nationality 
trade with Havre, brinorin^ (o and carrying!: away from that port 
imtnense quantities of merchandise, the Compagnie (ionerale Trans- 
atlantiqiie enjoys the largest ti'aflie ^vith America, This is due, not 
only to its long existence, it having been formed in 1858. but also to 
the regular sailings of two vessels per week, to its excellent service, 
superior cuisine, and fast ships. 

In addition to its TTavre-New Yorlv service, the Coiapagnie has 
regular sailings between the first-named port and New Orleans, San 
Juan, Ponce, Mayaguez, Puerto Plata, Sanchez. Cape TTaitien, Port 
an Prince, Gonaives, Petit (loave. Pointe-a-Pitre, Basse Terre, Fort 
de France, Trinidad, Carupano, La (xuayra, Puerto Cabello, Puerto 
Colombia. Colon, Habana, Progreso, Tampico, Vera Cruz, Puerto 
Mexico, Port Simon, St Thomas, Santo Dominigo, and Quebec. 

RAILWAY lUTES. 

Railway rates in France are established by law and can neither be 
raised, lowered, or modified without Government sanction. They are 
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printed niid published, to be found in every railway station and 
express office, and are av ailable to everyone. Issued in n thick quarto 
volunie ilic jjrif'p. iTK^lin [iiif»; all lines, is 20 francs ($3.b0). No steps 
ha^ e been taken to prevent publication of any special rates or agree- 
ments. 

There are three distinct categories of rates: 

First. Inland rate. 

Second. Export rate. 

Third. Rates favoring the French flag. 

The latter, though but very little lower than the ordinary export 
rates, are the result of agreements with certain French steamship 
companies : 

(fr) The Eastern, Western, and Northern railway companies give 
slightly reduced rates to all merchandise exported to non-European 

countries ; 

(b) The Orleans Railway Co. gives reduced rates for merchandise 
shipped to Senegal (West Coast of Africa) and South America. 

{c) The Western Railway has, since October 6, 1905, offered a 
reduction, though an insignificant one, for merchandise shipped to 
New York by the freight, but not the passenger, steamers of the 
Compagnie Generate Transatlantique. 

{d) The Paris-Lyons-Mediterranean line gives a discount for 
goods shipped to Suez, or beyond, by steamers of the' Measageries 
Maritimes Ck)., by the vessels of the Societe Ctoerale des Transports 
Maritimes a Vapeur to South America, and by the Messageries Mari- 
times, Compagnie Fraissinet, and N. Paquet & Co. to the Levant. 

{e) An unusual reduction of 20 per cent is offered by the Orleans 
Railway Co. for goods shipped to Xewhaven, England, fi'om St. 
Nazaire by vessels of the Compagnie Generale Transatlantique. 

Such are the concessions made by certain French railway lines to 
navigation companies. It must be observed, however, that the result 
(if many business houses are to be believed) is so far from being 
satisfactory that the latter prefer to ship under the ordinary, open- 
to-all conditions, than to profit" (?) by the reduced rates. It is 
stated that while goods shipped under ordinary conditions are dis- 
patched rapidly to their destination, those billed for the reduced 
rate go if there is room. If not, they may experience delay. This 
is sufficient to indicate that in France no particular shipper can 
consider himself favored and profits by no prearranged advantages. 
Indeed, it may be said that, in view of the innumerable drawbacks, 
or the reverse side of the picture as the French put it, merchants are 
not keen on taking advantage of reduced railway rates, preferring 
rapid transit and quick delivery to discount and delay. 
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FASI AUD FRESEIiT SHIP SUBSIDIES IN FBANOE. 

It is somewhat difficult to attempt to fix without going into details 
the distinctive features of the French laws on the merchant marine 
of January 29, 1881, January 30, 1893, April 2, 1902, and April 19, 
1906. They all offer a common characteristic of being tempt)rury 
measiiios and of having been voted, the first three for a period of 10 
years, and the fourth for a period of 12. It is quite natural that 
the legislator, restricting his views to tlie present requirements of 
the ever-changing needs of maritime conunerce, should not favor 
the enactment of anything but temporary laws. However, to give 
navigation the security of a limited future, which is indispensable 
to the prosperity of such enterpri'=e«. it becomes necessary before the 
expiration of each law to settle the future status of the merchant 
marine for another period. The great mistake of the law of 1881 
was to have instituted allowances payable for a period of 10 years 
following the date of its promulgation. Thus several years before 
the expiration of that period shipowners, not knowing if the system 
of allowances would be in existence in 1891, abstained from con- 
structing new ships. Later laws decided that ships registered during 
the period of the application thereof should have a right to the allow- 
ances for 10 years (art. 5 of the law of 1893) or for 12 years (art. 
10 of the law of 1902 and art. 4 of the law of 1906) from the date 
of their hoisting the French flag. This arrangement resulted in giv- 
ing the system of allowances sufficient stability to encourage marine 
navigation. 

The present law concerning the French merchant marine, pro- 
mulgated on April 19, 1906, provides for (a) construction and (&) 
navigation bounties, making certain distinctions not provided for by 
the laws of 1881, 1893, and 1902. 

THE LAWS OF 1881, 1603, AND 1002. 

Tiider these hnvs the allowances for building ^huuld rather hnvo- 
been called compensation, since they only represented, calcidnted ou 
a generous basi?. however, the customs duties [lairl on material enter- 
ing into the construction of n ship. They were lixed, for example, 
for iron or steel ships, and per ton of the gross tonnage, at 00 francs 
''$11.58) by the law of IS^'i. plus 12 francs ($2.31G) per 100 kilo- 
trrams (2*^0.40 pounds) for the enfrine« and boiler!=. and at Go francs 
^$12,545) according: to tlie laws of 1893 and 1902, plus 15 francs 
($2,895) per 100 kilograms (220.40 pounds) for the engines and 
boilers. The builders could not. on account of the higher cost of 
materials, deliver ships to compete with foreign constructors. In 
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spite of their liigli prices, however, iliev obtained orders, because 
shipowners whose ships had not been buill in I-'ranoe. receiving only 
a diminished aHowanee (half the navigation allowance in the law 
of 1881 or bonnty in the law of 190*2), were sometimes deprived of 
all right to the allowance (law of 1893). To pay the difference in 
the price of construction in France and abroad the owners discounted 
in advance tlie part of the allowance they hoped to benefit by later 
in employing French-bnilt vessels. The result was that the naviga- 
tion bonnty was transformed into a building premium. 

The intervention of the State on behalf of owners, and destined to 
compensate the charges imposed on the merchant marine according 
to the laws of 1881 , 1S93. and 1902. brought into existence " primes de 
navi/rntiou," or navigation bonntie^;. 

Under the laws of 1902 and 1900 the term is changed into " com- 
pensation d'armement." literally a " fitting ont or equipment com- 
pensation." In reality it is a distinction without a difference, for 
whereas in one case the bounties were paid on the distance run by a 
vessel, they are now calculated by the number of daj^s she is in com- 
mission — that is to say, from the moment tlie crew is enrolled to the 
day of the discharge of the men (art. 2 of the law of 1902 and art. 5 
of the law of 1906). 

The laws of 1881 and 1893 only established navigation allowances. 
The law of 1881 fixed the rate at 1.50 francs ($0.2896) for steam or 
sailing vessels of French construction and reduced it by one-half for 
vessels of foreign build (art 9). Under the influence of these al- 
lowances French shipping increased largely. There existed in 1881, 
outside of tw o subsidized companies, only two regular lines, while in 
1890 the number had increased to 19. 

The results of the law of 1893 were compromised by two economical 
errors: First, the rate of the navigation allowance was higher — 1.70 
francs ($0.3281) — for sailing vessels than for steamers— 1.10 francs 
($0.2123). This measure, as was recognized later on, caused, to the 
detriment of the steamer trade, an artificial and abnormal develop- 
ment in sailing vessels. Second, the navigation allowance was only 
given to vessels built in France. This fundamental innovation, which 
rendered foreign competition very difficult, gave the French builders 
a monopoly against which soon rose the protest of the owners. The 
latter claimed the right of buying their ships in countries where 
they were cheapest, and likewise claimed allowances for ships of 
foreign origin. They further claimed that, even if the latter were 
bought cheaper, they would not be exempt in any way, after hoisting 
the French flag, from the ex}>enses incurred under that flag. 

Immediately the law of 1893 was put into force the fact at once 
became clear that the navigation allowance was acting as a building 
allowance. The fact that the right to the navigation allowance was 
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<riaiited lo ships built in France alone gave the owner an advantage, 
the ^-eater part of which the builder obtained by demanding an 
increase of price. This was calculated, in 1901, by ^I. Millerand, 
Minister of Commerce, at an average of 227 francs ($43.81) per ton 
in favor of the builder. This increase in the price of ships built in 
France— in every case superior to 33 per cent and often as mu<di as 
r»0 per cent and even more— was imposed upon owners desirous of 
obtaining the right to the navigation allowance. It brought with it 
a corresponding increase of expenses for assurance, interest on capi*- 
tal, and sinking-fund charges in connection with each ship. French 
shipping interests as a consequence remained in a position inferior 
to those of foreign countries. 

The great reform in the law of 1902 consisted in admitting two 
categories of allowances: First, navigation allowances given, as in 
1893, to ships constructed only in France, and of equal value for 
both steamers and sailing vessels (art. 3) ; second, the '^comp^fisa- 
tion d'armement" panted to all steamers in iron or steel, even of 
f<Mreign build (art. 2), but which was not granted to sailing vessels. 
' This new method of assistance was well received by shipowners but 
criticized by the builders, in whose eyes tlie maintenance of the 
system of 1893 was the best safeguard against foreign competition. 
It was rejected by the Chamber of Deputies on November 12, 1901, 
and finally accepted by it at the fnlhnving day^s sitting. Conse- 
quently French steamers had riglits varying according to the origin. 
Constructed in France thoy cho>t on each voyage either the *' com- 
pensation d'armem( lit " or the navigation allowance. Built abroad 
they had to be content witli the " compensation d'armement," which 
corresponded to the half premium granted in their interest in 1893. 
The "compensation d'armement." according to M. Kaynal in his 
report to the senate, equaled at the most one-third and at the least 
one-fifth of the navigation allowance. Since 190*2 the navigation 
allowance had only been allowed to play the part of a building 
allowance to the extent of the amount by which it exceeded the 
"compensation d'armement." In reality it became less and less a 
building allowance owing to the fact that, as a result of the law of 
1893, the number of French yards increased largely and caused 
great' competition in Fi ance itself. 

The law of 1902 would have offered French shipowners great assist- 
ance if it had not been badly balanced on one capital point. Its work- 
ing was impeded by a double maximum : 1. The maximum of tonnage 
benefiting by the allowance which article 7 fixed at 600^000 gross tons, 
2. A financial maximum fixed by article 8 at a sum of 160,000,000 
francs ($28,950,000). Common sense would have demanded some 
coresponding relation between the maximum tonnage and the maxi- 
mum credits. This relation did not exist As a matter of &ct, the 
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vote of 150,000,000 francs only sufficed for about 200,000 tons of 
F rench-built ships. It was exhausted cluiiiig the month of December, 
1D02» and the only owners profiting by it were those who were lucky 
enough to have ships ready to hoist the flag immediately after the 
law had been passed, or who had been sufficiently prompt in securing 
immediate construction of vessels. The law of 1902, after having 
broil j^ht about a sudden overproduction of about 200,000 tons, was 
bereft of all useful effect before tlie 1st of January, 1903. The neces- 
sity of remedying this situation caused the voting of the law of 190d. 

LAW OF AF&IL 19, 1906. 

This law, as distinct from previous one=;, separates the const ruction 
system (Title I) from that of the ownersliip (Title II). Until tiiis 
time the builders, only receiving a premium equal to approximately 
the customs duties paid on the materials used, demanded from the 
owners, in the form of an increase in prices, a part of the naviga- 
tion allowance. Yet the owners and builders, in .spite of the con- 
nection of their interests, lived in a state of continuous antagonism. 
The law of 1906, profiting by past experience, allows builders a pre- 
mium representing not only the repayment of customs duties but 
also the sum which they formerly derived from the nayigation allow- 
ances paid to the shipowners. The building premiums, for iron or 
steel ships, are increased per ton to (art. 1) 145 francs ($27,985) for 
steamers and 95 francs ($18,335) for sailing vessels, with an annual 
diminution destined to reduce them nt the end of 10 years to lOO 
francs ($19.30) and 65 francs ($12,d45) (art. 2). Further, the pre- 
miums for engines and boilers are increased to 27.50 francs per 100 
kilograms ($5.3075 per 220.46 pounds), with an annual diminution, 
of 0.75 franc ($0.14475), which in 10 years will reduce them to 20 
francs ($3.86). 

The amount of these premiums will allow French builders to de* 
' liver ships at the same price as foreign shipyards, making, at the same 
time, a normal profit. Frenoh yards can even build, nowadays, ships 
which, obtaining no premium, were formerly built abroad. Under 
this new system, the building allowance suffices, and it is superfluous 
to take indirect measures to favor Frendi yards. 

The navigation allowance, of which the builders attempted to re- 
tain a part of more or less importance, has disappeared. The com- 
pensation d'armement " alone remains. Started in 1902 for steamers 
only, it remains in force for all ships, steamers, or sailing vessels^ 
under the French flag for deep-sea or international coasting trade, 
no difference being made whether they are of French or foreign build 
(art. 4). In 1902 the rate of ^ compensation d'armement decreased 
as the tonnage of the vessel increased, a rule quite in opposition to 
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the marked preference of owners for large tonnages. The law of 
1906 fixes the premiums on a more reasonable scale (art. 4). 
Measures have been taken to encourage real navigation to the ex- 
clusion of ficntioLi.-. navigation (art. 5), and these increase the com- 
pensation due to ships whose trials show a speed of from 14 to lii 
knots (art. 6). 

The term *' fictitious navigation " may be better understood by ex- 
plaining that, under previous ship subsidy acts, a vessel, receiving a 
fixed sum from the Government for every mile sailed, might iro to the 
Antipodes and back with scarcely a ton of cargo in her bold and yet, 
through Government aid, pay a dividend to her stockholders. 

Such a condition of allairs was not long in attracting the attention 
of certain Members of the House and Senate opposed to ship sub- 
sidies, and, at present, a vessel must, as ^vill be seen, carry a certain 
quantity of merchandise in order to be entitled to a subsidy. Her 
voyages must not be " fictitious " or pleasure cruises. They can no 
longer peacefully perambulate at the expense of taxpayers without 
accomplishing a material mission or serving a specific purpose. 

The text of the act subsidizing the French merchant marine, which 
is now in force, and under which vessels are built and navigated, is 
given below: 

Editor's Note. — ^Mr. Beecher's report was accompanied by two ex< 

hibits, viz: (1) A co])y of the French subsidy law of April 19, 1906, 
and (2), the agreement b}^ which the French Government granted a 
postal subsidy to mail steamers of tho Havre-New York service. The 
publication of these exhibits is inexpedient, partly becaus<^ of their 
length, and partly because the main substance has been incorporated 
Mr. Beectier in his report. The reader is also referred to pages 
of the Annual Report of the Commissioner of Navigation to 
the Secretary of Commerce and Labor for the year 1909, where a de- 
scription of French methods to increase her mercantile marine are 
given. 



or JOHir G. A. LEISKMAN, AM£&IGAN AMBASSADOE TO 

Although I have been unable to obtain any tangible evidence sliow- 
iiig that the German steamship lines have entered into any formal 
agreement in the nature of a trust, it is quite evident that they are 
working harmoniously together and maintaining scheduled rates, and 
there is good reason to believe that this is done with the tacit ap- 
proval of the Government, whose general policy seems to be to 
encourage agreements, witliin reasonable limits, between manuf actur- 
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ers. miners, sliij)])ers. and other lar^e employers of labor which 
guaraiiTee stability of prices and rates tliat will enable them to pay 
good \va«res to tlie men, insure the maintenance of plants at highest 
fctaiidard. and the guaranty of a fair return upon the capital invested. 

^\'hil(' I have hesitated to ask the foreign office for an official 
expicssion of opinion in regaid to the policy which is being pursued 
by tlie (lerman steamship lines, which have had such a rapid and 
wonch'rful growth, and attained such mammoth proportions during" 
the past 20 years, the general policy of the Government warrants the 
assumption that an understanding between the steamshij) companies 
providing for the maintenance of rates, etc., with a \ iew of prevent- 
ing ruinous competition and enabling the companies to earn sufficient 
revenue to provide for maintenance of transportation and wages at 
liiirliest standard and payment of reasonable dividends, is not apt to 
meet with opposition on the part of the Government as long as the 
charges are conhned within reasonable limits that will not place 
German manu fac lui ers at a disadvantage or interfere with the exten- 
sion of Germany's foreign trade. 

The attitude of the (lerman Government toward shipping interests 
appears to be quite the opposite of that indicated by the recent reso- 
lution passed by the House, as it not only does not object to com- 
binations and agreements within the limits above described, but actu- 
ally encourages the same, evidently on the theory that agreements 
between the companies regarding sailings, etc, prevent useless ex- 
penditures and insure economies in operating, and that fixed tariffs 
within proper limits are not objectionable, as they not only enable 
the shipping companies to keep their ships and personnel up to the 
highest standard, but also to pay sufficiently satisfactory dividends 
to attract capital for the extension of Germany's merchant marine, 
which has made such rapid strides in the past decade as to threaten 
England's supremacy in the ocean carrying trade. 

The Embassy as yet has not received any report from the consuls 
at Hamburg and Bremen relative to the questions which they were 
instructed to submit to the shipping companies, in conformity with 
the resolution passed by the House, and the general policy of the 
German Government leads me to believe that the shipping companies 
will be encouraged by the Government's attitude to refrain from en* 
tering into any detailed discussion, as, judgmg from my several talks 
at the Foreign Office, it is quite evident that the German Government 
is disposed to take exception to the action taken by tlie House, as 
far as its application to foreign companies is concerned, on the 
ground of its being contraiy to international practice and in ccmflict 
with a pretty well established principle that the legal capacity of 
corporations follows the laws of the home country, and that conse- 
quently the claim of the United States to legislative and jurisdic* 
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tioiinl coinpetency over corporations or a^^MH.'iations formed outside 
of I lie United States is inadniissil)]c. 

Beyond submitting the question regar<lin<j: Rubsidies, to which, as 
already reported, a np?2:!ilivc reply was given. I have not taken any 
definite action vis-a-vis the Foreign Office beyond furnishing a copy 
of the House resolution. hn( T infer from what was said tliat. tlie 
(ierman shipping companieb hail : ul unitted the matter to their Gov- 
ernment and that the Foreign Office has the intention later to submit 
some observations. 

The above will convey the opinion I have formed of the German 
point of view, after a careful examination into the matter, both in 
official and shipping circles, and I can only express my regret (hat 
conditions have not enabled me to secure information of a more 
definite character that would enable me to make a more precise 
report. 

John G. A. Lbishman, 

American Ambassador, 
Bbbun, July $j i\ 



B£FO&I Of EOB£BT P. SKINNEE CONSUL GENERAL AT HAK- 

BXTBQ, a£EMANY. 

The aprreements of various kinds to which German steainslnp 
owners are parties are numerous and their existence is a matter of 
common knowlede:e. although the terms of the contracts are not 
disclosed to the public. These agreements are permitted under 
German law; and. indeed, the Slate-owned (ierman railwavs, in at 
least two cases, are parties to such agreements. It is quite a common 
matter in this country for business firms to pool their interests in 
various ways, and the German steamship companies merely follow 
the usual practice. The community of interest between the sliip- 
owners is perhaps farther reaching than any other. Indeed, last 
winter, m hen the magnitude of the interests federated by the British 
Koyal Mail Line was under discussion, Mr. Ballin, the General Direc- 
tor of the Hamburg-American Line, a company with a tonnage of 
1,200,000 goss tons, was credited with the following statement: 

If it were desired to find a German object for oomparlsoii with tbe Boyal 

Mail r.iiie. It would be the totality of tho^e Genniin companies which are united 
by a rlose comnnmity of intorest. and whose total fleet would be considerably 
Inr^rer than that of the English group. 

The most common device of the German shipowners for the main- 
tenance of rates is the division of territory and the rebate system. 
88187—18 i 
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It in touted that since 1890 this system has not been applied in trade 
with the United States. These pooling and rebate arrangementi; are 
national and interniilioiial. A nio^t strildng example of these under- 
takings is the North Atlantic passenger pool, to which the Conference 
Lines, so called, are parties. Thei;e lines include all the best-kiiuvv n 
companies traiihporting emigrants from Europe to New York. As 
far as Geriiuiny is concerned, the mechanism of the arrangement 
whereljy all emigrants i)a.ssing through Germany are directed to 
Conference Line steamers is as follows: The Prussian Government 
has established 10 sanitary control stations ;it various points along 
the frontier of "Russia. It is a requiremem of hiw or regulation, 
with nm))le means for making it effective, that every emigrant ar^ 
rising- in Prussia shall first sojourn at one of these stations, where 
he IS routed to the United States and forwarded to the seaboard. 
The carrying out of the administrative and sanitary sides of this 
work is intrusted by the Government to the Hamburg- American 
line and to the North German Lloyd Line, acting jointly as con- 
cessionnaires. 

All trans- Atlantic companies desiring to sell tickets to the United 
States must first procure a Government license, and such traffic as 
they secure must thereupon be passed through the control stations 
whioh the two great German steamship companies manage. The 
companies belonging to the pool all have such licenses, and in each 
control station, which is also a ticket office, there is a blackboard 
showing the cost of tickets cn a given date over the different lines. 
These rates are fixed monthly. Traffic is evenly divided by increasing 
or decreasing the cost of transportation over a given line. The 
mdividual passenger can select his route so long as it is a pool route, 
but the varying prices, are so arranged that each ship in the course of 
the year obtains its fair share of the business* It is interesting to 
note in this connection that Bussian emigrants can not lawfully leave 
their country without a passport, which costs 20 or more rubles. 
The vast majority of these people economize this amount and are 
smuggled over the well-guarded frontier by ticket agents who work 
through Russian villages creating the business. 

The modern method of pooling and rebating freight is illustrated 
by the Kiver Plate conference contracts. This conference consists 
of English, French, and German companies operating between 
Europe and River Plate ports. They have fixed rates, from which 
shippers are allowed a rebate of 10 per cent at the end of the year, 
on condition that they forward goods exclusively in Conference Line 
steamers. The companies composing the Conference are agreed 
among themselves in respect to the European ports from which their 
vessels wnll sail. Appended hereto will be found a full copy of a 
circular issued to shippeis by this Conference, upon which the names 
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of the members appear, and also the form of contract which the 
shippers sign. 

• The West African traffic is handled by bliippino; companies in an 
almost identical manner. The Woermann Line, under the style of 
C. M nermann, is not only a transporting agent, but also a great 
buyer and seller of ordinary merchandise. Now, to what extent 
North American traffic is woven into these interlocking understand- 
ings is diflicult to state. It is known that the llambnrg- American 
Line and the Hamburg-South American Line have services between 
New Y(?rk and South America, and in the annual report of the 
latter company, submitted on March 23, 1912, the following signifi- 
cant admission appears: 

Onr New York-Brazil line has developed satisfactorily. The vessel ownwMl" 
participating in tliis bu>;fnes<; have made it their business to establish the same 
rates as for the Euroi)ean voyage. 

The German railroads are Crovernment owned, and have arrange- 
ments with certain steamship companies .whereby shippers at seaport 
towns frequently are at a disadvantage* as compared with inland 
shippers. How these rates work may be seen in this example: In 
November, 1911, a manufacturer in the vicinity of Frankfort shipped 
100 cases of zinc dust to Lorenco Marques, upon which the transit 
tariff from Frankfort to destination, via Hamburg, was $132.86; 
whereas a Hamburg exporter undertaking to forward a similar con- 
signment out of his local stock would have been obliged to pay in 
the first place land, freight from Frankfort to Hamburg, $52.41, plus 
sea freight amounting to $152.77, or almost 50 per cent more than 
the shipper from the interior. So great is the burden upon Ham* 
burg shippers that goods sometimes are shipped from Hamburg to 
a near-by town in the interior and thence reshipped under a through 
bill of lading to the foreign destination so as to obtain the export 
rate. It is stated by the union of Hamburg exporters that 100 cases 
of candles could be shipped to Pinneberg, a few miles out of the city, 
at an expense of $2.31, and then reshipped to Daressalem at the 
export rate of $49.18, the total cost of the shipment beini; $51.49, as 
against a rate of $58.78 if the same candles were shipped directly 
from Hamburg in the same ship to the same destination. Facts 
similar to these do not pass by without observation and protest 

The combined rail and water rates next above referred to exist as 
to the following services: (a) The Levant tariff covering the rela- 
tions of the German-Levant Line and the German railway com- 
panies; (7>) the tariff covering the relations between the German 
East African Line and the German railways. 

It may be said m I'avor of all tliese arrangements that no rebates 
or special privileges are granted to one shipper and withheld from 
another. The division of eaniiiigs between the steamship lines and 
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the railroad lines is withheld from publicity. T'^nHoiibtedly the con- 
tracts of the German-Levant Line and the (uinian East African 
Line are intended to give to those lines the absolute control of traffic* 
in the portis which they serve. All other steamship companies, 
whether German or foieifrn, when they receive freight from internal 
points, must pay the ordinary published freight rates. 

SUBSIDDSB TO GERMAN 8HIPPIN0. 

The Hamburg- American Line is opposed to the payment of sub- 
sidies to navigation companies, and is on record to this effect It is 
stated that the requirements of the Government are excessive, the 
subsidy being paid in connection with the transportation of the mails 
itself replacing the amount which the company might earn as a 
freight carrier in handling this business. The subsidy, in other 
terms, is a guaranty by the Government that the payment for car- 
rying the mails shall amount to a fixed sum. The subsidy contractB 
of the Imperial Government are as follows: With the Korth Ger- 
man Lloyd Co., of September 12 and October 30, 1S98, effective 
until September, 1914; these contracts include provision for a steamer 
every 14 days to the Far East and a steamer every 4 weeks to 
Australia, the annual payment amounting to 5,590,000 marks 
($1,330,420). The contract with the German East African Line is 
dated July 9 and July 21, 1900, and covers a period from April 1, 
1901, to March, 1916. This contract calls for one principal service 
every two weeks and a second line with service .every four weeks. 
The annual payment amounts to 1,350,000 marks ($321,300). 

No German steamship lines are controlled or partly owned by rail- 
way companies, with the possible exception of steamers running from 
Warnemunde to (rjedser, and from Sassnitz to Trelleborg. The 
Prussian State railways have a financial interest in these steamers. 

FREIGHT RAIXB TO THE UNITED STATES. 

It is the practice of the Hamburg-American Line to quote rates 
only to tidewatei- points in the United States. AMien a rate is desired 
to an interior jM iiii, the local company asks for a quotation from 
the American Express Co., or some other agent, and this rate is 
simply added to the steamship rate. There is no favoritism in the 
selection of the American route, but if the shipper makes no designa- 
iioKL himself the shoirtest one is chosen. 

From an extensive shipper to the United States the following 
statement has been received: 

The HamburK-Amerlcan line grants no retate to flhippers to the United 
States. The public must pay the tegular rate, which, for mj sood8» to t2B, Od. 

($3.04) , although formerly !t was jmssible, in some instances, to have this eilt 
to lis. (12.68). The Uranium Line and the Brauer Line did not snoceed 
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b(H*;nis«» tliey hid no rei;ul:;r coTitiectioii^s. ;nul sliipitfrs tberel)y sufiferejl con- 
siderable loss. 1. myself, met with a loi?s oi" o.0<'<> iiiiirks ($71-1) In one case 
for storage charges, although I had a freight rate of «)iily Ss. (.$1.95). These 
two lines ran to ouly one port ou the Atlantic coa^t, and as this was also u i)ort 
of call for Hamburg-Americnn Line ships the latter refused to handle aiiy of 
iny freight while I patronised the competing line. In other words, to secure a 
favonible rate to one \x)it I was deprived of the Hamburg-American Line's 
.services to many potis whhh the competinf!: lines <\U\ not serve at nil. At- 
tempts to avoid this diiliculty !»y injikinir I'lntr.-icts under ainvtlier ii.uiu' wi-re 
not successful, aud as freight rales in tliose tlays were not slahie, my rates 
were increased as a penalty, so that, all told, my exi>eriettce cost me about 
^25,000 marks. At present the rates are fixed definitely. 

The Wilson Line has a method oi collectinj^ freight in many 
(Terinnn ports, carrying it to TTiilL thence transshipping it to the 
United States. The total rate is thus slightly lower than via direct 
steamers, but the loss of interest and ]>ossibility of damage to the 
^ood- in transshipment must be consi<li'n' i. There is also llie matter 
of a higiier rate of insurance on good-, ioi warded in small steamers. 
The fnndamental reason, so the aHovf^ informant states, why com- 
peting lines from Hamburg do not succeed is that the Hamburg- 
American Line rates ai*e so low that if small ships undertake to do- 
busineiis on lower teritis. and wdthout the np-to-date organization of 
the Hamburg- American Line, tliey find it difficult to make money. 

THE FIGHTING I I.ECT OF HAMBURG. 

Any account of the methods and practices of the Gernjan steamship 
companies. would be incomplete without reference to the Syndikats- 
Rhederei, a corporation through which are operated the fighting 
ships of the six largest Hamburg companies engaged in extra- 
ISuropean trade. Nominally the Syndikats-Rhederi is a vessel-own- 
ing company with a capital of $1,428,000 engaged in commercial 
transportation enterprises. Actually it is a defensive corporation 
owned in respect to its capital shares as follows : 



Hamburg- American Line $785,400 

Hambnrg-South American Line 186, 600 

German Steamsblp Co 1.>1. 700 

German-Australian Steamsblp C5o K'>o. ooo 

C. Woornumn IIV). 0(Mi 

Genua u East-Africa Co 71, 4i»o 



1,428,000 

The above disiributiun of shares is apportioned with reference to 
the tonnage of the companies named. This fighting corporation was 
organized on Deceinl)er U), and registered on December '23, 1905, 
and one-half of the original capital was paid in immediately. Four 
comi)aratively small ;in<l inexpensive ships were purchased, and 
these with such others as may be ciiartered from time to time are 
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hired out to the six owners of the company to meet dangerous com* 
petition and to drive it away. The fighting ahips handle chiefly 
bulk goods, leaving merchandise which requires prompt transporta- 
tion to the care of the parent company, which maintains its nominal 
rates as far as possible, the stress of competition being borne by the 
fighting ships principally. In times of peace the fighting ships 
engage in regular trade on time charters. As this corporation is not 
one for profit primarily, the investment, in reality, is a new sort of 
insurance. The Syndikats-Hhederei made no money at the begin- 
ning of its history, this fact indicating that the ships were all 
actively engaged in commercial warfare, but last year the returns 
were favorable, as rates, generally speaking, were higher and the 
regular lines required less expensive support. The manager of the 
company is Mr. Christian Friedrich Bransloew, who is known to be 
a very careful and competent man. 

BOBERT P. SkINNEB, 

Consid General. 

Hamburg, Gebmakt, Jtily 16^ 191^, 



Editor's Note. — ^The exhibits referred to on page 50 of this 
report, comprising copies of llic circular issued to shippers and the 
rebate contract to be si^ied by shippers, are published on pages 241 
and 242 in connection with Mr. Skinner's report of May 6, 1912. 

As Mr. Skinner states, the ajrrecnients to which German steam- 
ship companies are parties are numerous. A number of these agi'ee- 
ments, relating to the North Atlantic passenger traffic, were sub- 
mitted to the iJnited States Circuit Court of me Southern District 
of New York in the suit of the United States, petitioner, against the 
Ilamburfr-American Line nnd others, defendants. Space will not 
permit the pubiicati(m of these agreements, hwl the contents will be 
abslracted in a forthcoming report of the Committee on the Mer- 
chant Marine and Fisheries. Briefly summarized, tlie agreements 
offered as exhibits in the suit referred to above and to which the 
German steanisliij) companies are parties comprise the following: 

1. The N. D. L. V. a^rreement, or the agreement governing the 
Nord-Adlanti^cher Danii)fer Linien Verband (North AtUintic Steam- 
ship Lines Association ) . This contract was concluded at Hamburg 
January 19, 1892, and, according to its terms, continues from year 
to year unless notice to terminate is given. 

The steamship companies which are parties to this agreement are 
the Hamburg-American Line, the Holland- American Line, the North 
German Lloyd, and the Eed Star Line. Ar^ indicating tlie nrenorni 
nature of North Athantic passenger agreenienis. the contents of the 
leading provisions of this N. D. L. V. agreement are briefly set forth 
as follows : 

(1) The lines guarantee to each other the percental participation, 
as defined and provided for in articles 3 and 8 of the contract, and 
the total number of steerage passengers forwarded by them in the 
course of the year to and via the United States and Canada, so far as 
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this transportation takes place from ii jxirt of the European Conti- 
nent north of Cadiz (including Cadiz), or from a port of (Ireat 
Britain and Ireland. Section 3 of the article provides that the pro- 
portions in which the lines participate in the total transpoHations of 
steeragers (subject to alteration, which may be effected in accord- 
ance with other sections of the contract) be fixed as follows: 

The North German Lloyd, 39/^ per cent. 

Hambnr^^-xVinencan J^ine. 24-^% per cent. 

The Ked Star Line, P^r cent. 

The Rotterdam Line, eight-tenths of 1 per cent. 

For the British lines 14 per cent is set apart. 

(2) Each line agrees to arrange its service in such a manner that 
the nnmber of steeragers nf^tnnlly carriod corresponds •i'^- nearly as 
possible with the number allotted to it by the fontract. All the lin^ • 
agree to fnrni<?h n stnt<»ment of .steerage and second-cabin passengers 
carried three times a month, and also the tonnage engaged and the 
destination of steamers. The secretaiy must then prepare accounts 
monthly, so as to clearly show at all times the position in which the 
lines stand to each other with regard to the tonnage employed by 
them in the conr^e of the year. For every increa«-e of 1.000 fon« each 
line will be allowed a certain number o"^ steeragers, such number to 
be equal to the number of steeragers resulting for each 1,000 tons of 
the total tonnage employed in the current year by all the lines. The 
increase in tonnage is to be counted for 70 per cent, and the decrease 
in tonnage is also to be counted for 70 per cent, if the tonnage does 
not decrease more than 10 per cent. 

(3) Any line whose steerage passengers in a year exceed in point 
of number the proj)ortion fixed must pay a compensation priee of 
(50 marks for each passenger carried in excess of the established ^pro- 
portion, this compensation mone^^ to be paid to the line or Imes 
which have not reached their participation quota and in the propor- 
tion that each line is short. This provision is the chief deterrent to 
the lines to exceed their proportion, and the compen-^ntion price was 
fixed at 00 marks in order to make it effectively detei'i'eiit. The com- 
p(M!sati()n price may be cl^nriged by majority action of the board of 
presidents. Compensation accounts must be rendered each year by 
the board of secretaries, and must be paid by the lines within l4 days. 

(4) All lines agree that their vessels in the trade with the United 
States and Canada shall not call either outward or inward at any 
home or adjacent port from or to which the vcvssels of any of the 
otlier lines are already sailing. In case any of the British lines run 
boats with steeragers from a continental contract port any of the con- 
tinental lines shall have the right to call at any British port for 
steeragers. Article 31 provides that — 

By the words " In the trade** It Is nnrterstood nmongst the continental Hues: 

Passonger.s. mail, and fr iirht. As honic or .idjnccnt ports nppertnining to each 
line in the sense of tlie contract are to be considered the follovviug ports: 

In the case of the Norddewtseber Lloyd, Bremen and nil the porta of the 
"Weser. 

lu the case «>f the Hn nib nrj;- American Line, Hamburg, Cuxhaven, and all 
otljer ports of the entire Elbe, Stettin, and all ports of the Oder, and Havre. 

In tlie case of the lied StJtr Line. Antwerp, the ports of the Schekle, Flushing 
and l ernonzpn includfd, and the entire coast of Belgium. 

In tlie citse of the Kotteivlnni T.ine the entire coast of Holhuul. I'lushlng and 
Temeuzen included, and Bmiioi^ne sur-Mer. 

It Is understood that the English Chnnnel ports are open to the continental 
lines except for steerage passengers, as defined in the British passenger act. 
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(5) The guvernuient of the conference consists of a board of becre- 
laries, a board of presidents, and an arbitrator. The decisions of 
the hoard of secretaries on all matters of dispute shall be considered 
as binding, unless not recognized by all the lines. The hoard of 
presidents consists of a delegate of each line, and this hoard fixes, by 
majority, appointments and dismissals, penalties, alterations and 
additions to the contract, ji(hnis=;ion of members, measures in case of 
emer*rencv and competition, and settlement of differences that can 
not be effected by the board of secretaries. In case differences arise 
which can not be amicably settled, each line has the right, except as 
to rates, to call for an award of the arbitrator. All nnes have the 
right to be heard in this respect, and the judgment of the arbitrator 
is declared to he equal to a legal judgment of the highest court, 

• against \vl)ich all right of appeal i.s exhausted. All lines agree not 
to oppose the decision by any legal means. 

(6) In case the results of any given line show too large or too 
small a proportion of business, such line is entitled and in duty bound 
to adopt measures calculated to bring about a correct adjustment. 
It must inform the secretary of the measures proposed, and the board 
of secretaries may direct other more forcible measures, which, how- 
ever, can only refer to rates and commissions. Tlie lines must then 
put such measures in force without delay ov demur. 

(7) No line has the rji^ht to alter its steerage and second-cabin 
rates without previously informing the secretary. The board of 
secretaries can not compel any line to fix its s^oss rates for adult 
steerage passengers at less than 100 marks, unless with the consent 



definitely fixed steerage rates, all of which are stipulated in the 
contract. The lowest cabin rate must be at least 50 per cent higher 
than its steerage rate and :>0 per cent higher than the highest steerage 
rate of any of the otl er lines. 

(8) Agents' commissions on gross steerage and second-cabin pas- 
senger rates are fixed by the contract. Only those who are firmly 
engaged by the line may act as agents, and if the board of secretaries 
demands it, the lines are bound to dismiss any agent and to break 
off all direct or indirect busine-.s connection with such agent. The 
contract also provides that a dismissed agent must not be engaged 
b}^ any of the other lines, nor allowed to have any business connec- 
tion with any of the other lines. 

(9) No line shall issue any circular reflecting upon or makin^^ 
unfavorable comparison with any other lines. Newspapers which 
i^stematically attack any conference line shall not be supported by 
any party to the contract, as, for example, by advertising. All 
printed matter and circulars sent to agents must be submitted to 
the secretary. 

(10) With a view to effectively carrying out the provisions of the 
contract each party thereto is obliged to make a guaranty deposit, 
which becomes forfeited if the line withdraws from the agreement, 
or resorts to any actions which make the contract impossime, or re- 
fuses to pay compensation money. f)r starts or assists a new opposi- 
tion line. A fine of 5,000 marks is iui))<'sed for eacli infraction of 
the agreement, and this fine is increased to r>0,000 marks for a willful 
infraction, such as stibniiission of wrong information. The penalties 
are divided among the other lines, and the board of presidents is 



of the board of presidents* 
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empowere<l to fix higher penalties in case a number of infractions 
have occurred. 

2. Agreement L. — The parties constituting this agreement are the 
N. D. L. V. Lines, the Compagnie Generale Transatlantique, and the 

American Line. It covers the " Eastbound pool,'^ embracing — 

(1) All eastbound steerage passengers of the N. D. L. V. 

(2) AH eastbound steerage passengers of the Compagnie Gen- 
erale Transatlantique, who, however, have to be considered in two 
different groups, i. e., {a) Italian and oriental passengers, and {^b) 
continental passengers. 

(3) All Italian and oriental eastbound steerage passengers for- 
warded by the American Line. 

This contract was entorod into for a period of one year l>eginning 
January, 1904, and according to the terms was to continue 'from 
year to year. 

3. Ayreeinent G. — This agreement was entered into between the 
N. D. L. V. Lines on the one hand and the Compagnie Generale 
Transatlantique on the other. According to its terms the lines — 

divide amongst themselves their entire third-class trafBc from ports between 
Cronstadt and Bordeaux, both included, to ports in tbe United States and 

Canada. 

In addition to many other details, the agreement provides, in 
article 10, that — 

The port of Havre is especially reserved, both for freight and passenger busi- 
ness, by direct line to and from the United States and Canada, to the Trans- 
atlantique. All other French Atlantic and Channel ports, with the exception of 
Cherbourg and Boulogne, will be also reserved to the Transatlantlau^ but only 
as far as passenger business by direct line to and from the United States and 
Oanada Is concerned. 

Article 11 stipulates that — 

The Transatlantique binds herself not to call at any port between Gronstadt 

and FiPTif ?i frnnMer. either for freight or passenger business,' ^cept with the 

previous seiiL of the N. D. L. V. Lines. 

Article 12 provides that — 

Passengers from Scandinavia niul Finland shall not be considered in any way 
in tliis contract, and the Transatlantique shall not engage passengers in these 
conntrie& 

This agreement commenced January, 1903, and, according to its 

terms, was to continue thereafter from six months to six months. 

4. Agreement ./.—Entered into March 9, 1904, between the N. D. 
L. V. Lines and the Canadian Pacific Railway Co., whereby it was 
agreed that the Canadian Pacific Railway Co. will not carry pas- 
sengers of continental nationalit}', other than Scandinavian or Finn- 
ish, by its own steamers, or by anjr steamers in which it is interested, 
sailing from ports in Great Britain and Ireland to ports of Canada 
or the United States. 

5. Agrrfmerif N. — Entered into between the X. D. Ti. Y. Lines and 
(he Anstro- Americana. According to its terms the Austro-Ameri' 
cana is to receive as its share of Trieste and other Adriatic ports 
4 per cent of tiie entire ^^teerage passenger business which the 
lines of the N. D. L. V. carry from North Sea and Channel ports, 
and which the Austro-Americana carries on its line, Trieste-New 
York, by Adriatic ports to the United States and Canada, deducting 



Digitized by Google 



58 METHODS OF STEAMSHIP UNES CABRYING FOREIQK TBADB. 



the Italian and oriental p;i'-pnncrs of the Transatlantiqne. In this 
tdtal steerai^c l)nsine<s tlit rc ai(^ to be included all passengers exceed- 
ing 32,500 wiuch the Cuiiard Line carries via Finme and Trieste in 
one year. Article 15 of the ajrreement provides that — 

The imiiies ^igive tlint the Austro-Aniericaiia endeavors to sejure its business 
out of Austria. 

Article 17 provides that — 

The Austro-Auiericjinn ])ledges itself (o establish no !ieit,'ht or passenger 
i^ey\ U:t of any kiiul between Bordeaux or ports north of r.oi^leuux and NorOi 
Aiiiericn aiul Oannd.i. or to hnvo any interest fliroct or iiidiroct in pnch *5orvice. 
Single 8.iiiiiigs for freight only will be allowe<l i>''ovidecl they do not enter into 
comrietttio!) with the X. D. T.. V. Lines. The N. D. L. V. Lines declare to liave 
no ii'tpntioii of (>sl;il)lisbinp: lines from the Adriatic to North America or Can- 
ada * Should tlie ls\ D. L. V., ou account of au existing or a competition about 
to arise, be compelled to establish sucli a line, then the Austro- Americana flliall 
iiHA o tho ri<;bt to consider tlifs ngreement of no force as long su^ a line is 
continued. 

This agreement was made for llie period from Jannrn v 1. 10f>r>, to 
December 31, 1900, and, according to its terms, was to continue there- 
after from year to year. 

6. Agreement W. — Signed by the N. D. L. V. Linea and the Eng- 
lish Lines with a view to regulating the second-class passenger busi- 
ness. This agreement is referred to on page 144 of this volume. 

FBEJGHT AGREEMENTS. 

As regards the freight trafTic westbound from northern European 
continental ports, reference has already been made to articles 31 and 
32 of the N. D. L. V. Lines' passenger agreement ; article 10 of agree- 
ment G, entered into between the N. D. L. V. and the Compagnie 
Generale Transatlantique; and articles 15 and 17 of agreement N, 
entered into between the X. D. T.. V. TJnes and the Austro- Americana. 

"While testifying before the Coimnittee on the Merchant Marine 
and Fisheries (see p. 573 and following of the he:irinp^<^ . Mr. P. A. S. 
Franldin, vice president of the International Mercaiuiie Marine Co., 
submitted in evidence the following copy of the N. D. L. V. Freight 
Agi^eement. signed March 10, 1894: 

Agreement. 

Between the following trans-Atlantic steamship companies: 

1. Hnnilinie-American Piickef Co.. in Hamburg. 

2. North Gernian Uoyd, iu Hreuien. 

3. Holland-America Steamship Co., in Rotterdam. 

4. Red Stnr Line, in Antwerj*. 

The followinj: frrljrht njrroonient hns l>oon arrived at to-dny : 

1. The purpo.se of tills freight agreement is to bring about a mutual under- 
Standing regarding freight rates to be niiilntained on a corresponding I>a8i8 and 
to i>re^< I ' (' to each separate company its share of the total income from the 
freight irattic. 

2. This freight agreement comprises the total freight tr.ffflc of the above- 
n.oiitionotl lines from ports of ilie North German seacojist. IIo]l;ind. and Belgium 
to ports of the L'uited States; it further includes the traffic with chartered ves- 
sels as well as with the lines* own steamers, and it further includes the freight 
for de:i'l wolght as wf'l for live stoek. 

The traffic of the Hamburg- American Paclcet Co. includes the traffic of the 
firm Rob. yi. Sloman & Co., and the percentage of the Packet Co. designated 
in this agreement includes the share of the firm Rob. M. Sloman ft Go. 
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3. Ihe i>ereentages of tlie comftanies of the total freight receipts are fixed as 
follows: 

Per cent. 

HambiirpT AineHcau Packet Co 37i 

North Geiuiau iJoyd 23i 

Holland-America Line . 18 

Red Star Line 20^ 

Thesie percentages linve been made iiii from the statements of Their freight 
receipts in the years 1801. 1S92. and 1893. fnniished by all the line?. Tbo.«;e 
statements will .shortly be subject to n revision by the secretaries of the cum- 
piiuies t<> !>e soon appointed. Any eventnal corrections resulting from the 
verification of the ntonionts snbmittetl will be made one way as well as the 
otlier, but if the discrepancy of one single line should not amount to more than 
one-tenth per cent the same will renmtn unnoticed. 

4. The conrpanies agree nor to .locept heavy goods at les.=; th.iu 4 marks per 
weight ton and no measurement goods at less than 6 marks per measurement 
too. Any company accepting less than these rates will have to account for 
goods so acceiHed .it the itiinimum freight rate of 4 marks, respectively. 6 marks. 
Each line, however, is permitted on each sailing of a steamer to accept a quan- 
tity of hejivy goods below the minimum rate of 4 marks, which shipment, how- 
ever, must not exceed 300 tons, and account for same at the actual freight rate 
received for that qnantity. 

Under the term " heavy «oods *' aio meant goods of which 1,000 kilos do not 
oocopy more than 45 Kuglish cubic feet or such goods which the companies have 
»gre(Hl shall lie considered as heavy jroods. 

5. As a rule, a meeting will be held every four weeks by the representatives 
of the freI|Ed)t depiartments of the combined lines for the purpose of agreement 
leciirdlnf: freight nites to be maintained and for the exchange of opinions re- 
garding the status of tlie business and measures to be taken to meet competi- 
tion. Hie fbLittg of rates, however, is not done by majority vote, but by way of 
open agreement. Tiie ti:;ing of freight rates, even wlicn such go below tlie fixed 
minimum froiirht ratop, enn he done, vl/. for all ports by majority vote, for 
single ports by consent of ail parties. 1 urihi iinore, the oaneellation of ireiglit 
rates can take place by majority vote. 

0. Any line accepting goods under the niinlMinm rate, with consent or upon 
agreement of the freight conference, has only to account for such at the freight 
rate accepted hy them. 

7. For the rompilinfc of statistics and pettienieitt of the accounts resulting 
from this agreement a secretary is to be appointed. To him are to l>e made 
monthly reports regarding the KalllDgs which have taken place, the quantity of 
P<Mi(i< forwarded, and the freight rates receive<l. The secretary, on the basis of 
tliese rei)orts, is to rniupile statements and transmit same to the interested 
parties at earliest date. 

The secretary is obliged, for the purpose of control, to luspec't the manifests 
aad l)o<<k8 of the companies in «o f:\r ns tli'v nciy lie Tic -cssary i'nv in^ purposes. 

8. Should it l^ found from Hie niotitiily siaieiueins Uuu the freight receipts 
of one or the other company are below their f>erceutnge or above tbeir per- 
centnee. if it is not prohnhle that an eqnnli/caf Ion win tnlce place without any 
special measures in the course of the year, then the conference must try through 
the regulation of rates to bring .ibout equalisation. 

9. The fixing (»f tlie sli.ire fnr tlie various companlefj in conforndty with this 
contract is to take place monthly, the CQualizatiou paynients half yearly. 

10. It shall be free to the comfinnles. without reduction of their percentages 
fixed in No. 3. to reduce the number of their sailinLr^ up to 15 j)er cent. Vm'- 
tlier reductions beyond 15 per cent shall he dedvicted from the share pro rata 
of the number of sailings u.««ed as a basis for the determination of the iJcr- 
centages and in such a manner that each comi'juiy pays into the account for 
every sailing short the nveratrf aiuount of freight received dnrin? the years 
1891, 1892, 1893, and thereuiiou shall be entitled to their proper share of the 
total receipts. 

11. The above agreement is in force from .Tnnnnry 1 to December PA. 1894, 
and Includes the freight receii>ts for all steamers dei)arting for the tTnited 
States from any of the ports In question during such period, and including the 
two days mmtloned, without regard ae to whether the shipments are made on 
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basis of engagements made previous or subsequent to tbe formation of tbis 
agreement; but each party shall have the right at the end of each month to 
give a four-week^;' nofico of withdrawal fh>m this agreement. 
Bremen, Marcb 10, 1894. 

NoBTH German TjLOyb, 

WlKGAND. MaBQUASDT. 

IIamblbg-Amebican Packet Co., 

G. Wolff. 

, Holland-Amesica Line, 

Red Star Line, 

Von DEft Becks & Mabsh-t. 

According to Mr. Franklin^s testimony this agreement is operated 
entirely from abroad, and it was the opinion of the witness that the 
agreement is still in force. He testified that, although the agree- 
ment was entered into as far back as 1894 — 

It is the basis of what they are doing now, I. e., it is the basis of the West- 
bound Contiueutal Agreement. 



BEPOET OF WIUIAU T. FEE, COKSTJL AT BBEKEH, aEBKAHT. 

1. The port of Bremen is the home of quite a number of steamship 
lines, whose ships sail to the farthest seas. 

Only two of these h'nes, however, are really engaged in the foreign 
carrying trade of the United States. 

The Norddeutscher Lloyd is engaged in our foreiirii passenger and 
freight traffic, while the vessels of the Deutsche Dampfschiff- 
fahrtsgesellschaft, Hansa, carries freight only. 

It has been publicly known for several years that the principal 
passenger steamship lines, sailing between Europe and America, 
were in a combine called pool.*^ According to the publidied re* 
ports of newspapers, the rules of this pool prescribe the rate of trans- 
portation, and control the number of passengers to be transported by 
each company at its own account, and, furthermore, provide that all 
the members of the pool shall participate in the profits realized by 
any one member from the transportation of passengers in excess of 
the number fixed by the pool. 

Probably the pool had still further purposes that were never pub> 
lished, and may have been treated by the steamship companies as 
business secrets. 

Whether this pool is still in existence I am not positively informed. 
My direct inquiries at the head office of the North German Lloyd were 
met by polite but decided refusals to give information about their 
business methods and connections, at the same time they emphatically 
assured me that they had always been accustomed to do their business 
" loyally," and, to the best of their knowledge, in conformity with the 
laws of the United States. 
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Regarding agreements between German railways and steamship 
lines it can safely be said that none exist. The railroads in Germany 
are the property of the State. There is no competition whatever, and 
therefore there never comes an occasion that might require special 
contracts with single persons or corporations in r^ard to rates of 
transportation. 

The railroads have special tariff rates; for instance, there exists a 
special tariff rate for freight on a certain line of articles that are to be 
exported, which is considerably lower than the rate of freight for the 
same goods on inland transportation. But this consideration, how- 
ever, is granted for all goods of that class, regardless of the person^ 
or corporation, who does the shipping. 

The German railway transportation rates are prescribed by the 
railway department of the respective Federal States of the Empire, 
and they are changed only for political-economy reasons. 

2. There arc no shipbuilding bounties or subventions granted to 
any ships or ship lines, and therefore there is noUiing on this particu- 
lar point to be made public or to l->e concealed. 

3. The German (lovernment as such does not own merchant ves- 
^Is. and is not engaged in foreign or domestic commerce. 

The North German Lloyd Co. receives an annual subsidy from the 
Uennan Empire fur tiie purpose of maintaining regular connections 
with and carrying the mails to Australia and the Far East. In the 
year 1885 the annual amount allotted was 4,090,000 marks. In 1898 
this snin was increased to 5,590,000 marks per annum for a term of 
15 years ending 1913. 

4. The State railways of Germany and the steamship lines having 
their home port at Bremen are not connected in any way. And these 
railways have made no arrangements or combinations with railways 
( f foreign countries for the purpose of controlling traffic. 

The Norddeutscher Lloyd ejqplicitly states that the company does 
not do tlie business of forwarding agents, and therefore overland 
through bills of lading are not issued by them. 

Wm. Thos. Feb, Ctmaulp 

Bremesn, Germany, June 17^ 1912. 



SEFOBT OF GEOBOE H. XOSES^ AXEBICAIT XmiSTEB, OBEEGB. 

I have the honor to report that: 

1. The steamship lines running from Greek ports have no agree* 
ments with each other or with the railroads of the country for fixing 
rates and tariffs or for giving rebates, spedal privileges, etc. These 
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lino, are, however, adherent to the so-called pool for the regulation of 
iiiimigraiit transportation. 

2. Except with relation to tlie immigrant business, there are no 
secret methods or practices in vogue among Greek shipping lines, 
nor are there aiw bounties or subventions of au}^ sort here, except 
the subventions for a mail service between Greece and Italy. 

3. The Greek Government pays no subsidies to vessels en<^af^ed in 
the forei^ commerce of the United States, nor may it own such ves- 
sels without special parliamentary permission. 

4. The railway and shipi)ing lines of Greece are entirely distinct 
and separate in ownership, management, and control. 

5. None of the conduct or practices of Greek steam-^hip lines ap- 
pears in contravention of the commercial treaties or laws of the 
United States, except in scattered instances connected with the im- 
tnigration traffic. 

Geobqb H. Moses, 
American MinUter* 

Athens, May 9, 19X^. 



BEPOBT 07 T. J. O'BSIfiN, AMEBIGAH AMBiLSSASOE TO IXALT. 

In complying with instructions I have the honor to inform you 
that having corresponded with the consul general at Genoa and the 
■consul at Naples, reports have been made by those officials, that of 
the former having been transmitted to the department on or ahout 
June 26 last, and that of the latter to I r transmitted through the 
■consul general at Genoa by due course of mail. 

I have also conferred with a gentleman at Naples, whose business 
is that of a shipping agent, having intimate dealings with all steam- 
t^hip lines and whose means of knowledge are unexcelled. I beg to 
here set forth a short report made by him to me on this subject: 

A pooling arrangement has been made between the following steamriilp lines 
for iNiSBengere and cai^ : 

Italian companies: Navigazlone Generale Italiana, La Veloce, Uoyd Italiana, 

Lloyd Sfibaudo, Slcula Amerlcnua. Ttalin. 

Foreijrn companies: AiT'hor T.iiie. Wliito Star Line, Hamburg- American Line, 
North Geniian Lloj-d Line. Au.stro-Anierican \A\\o. 

A similar pooling nrrnngement exists between the following steanisbip lines 
for freight only : Creole Line, Peirce cargo boats, Cunaid Line, Ore^ Steam- 
ehlp Line. 

It is stated tliat in tbe t>assenger ik>o1 55 per cent of the business is reserved 
to the Italian lino and 45 i>er cent to tbe foreign lines. As to what percentage 
is allowed for freight to the companies I do aot know, but each company deducts. 
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4 sliillings mid 6 i>eiice for carry iag exiienses o£ weight cargo and 6 sliillings 
and 6 pence for measorfiment cargo. 

The pool for paflsengers and fi:«lglit la to ezlat for Are years. The only oom- 
panj outside of the pool Is the Fabre Line of Marseille. 

Herewith indooed is a copy of the new freight rates agreed npon by the 
various pool lines. 

Eeferring to question 1: The steamship companies have uo agreement with 
the Italian railways. 

Question 2. No copy of their pool agreements can be had. 

Qneation 8. The Italian companles^^all the steamers that are owned by Italy 
and those engaged in the Attautlc trade^re not subsidised. 

Question 4. No Italian railway company owns steamship lines or has any 
Interest In tliein. ;is the rnihvays are owned by the Government. 

Considerable infonuation can be bad relative to this jinol hy applyiiif; to tb* 
Fabre Line, wbo are outside of the competition and are ligbtiug the pool Hues. 
This could be easily obtained through their agents In New Xork, and furtlier 
fflformatlon could also be obtained from the important firms in America that 
import goods from Italy. 

I believe the department will be entirely safe in relying upon the 
information contained in this memorandum. Permit me to call 
attention to the recommendation contained in the concluding clause 
as to obtaining further information through the offices of the Fabre 
Line in New York City and through impoi ters. 

It is assumed that the reports from the consul general and the 
consul, along with the memorandum which forms a part of this 
despatch, will be deemed a sufficient compliance with the depait- 
ment's instruction under consideration* 

T. J. O'Brien, 
American Ambassador. 

Rome, Italy, July IS, 1912. 



Editor's Note. — Copies of the pooling agreements between the 12 
steamship lines referred to in Ambassador O'Brien's report have 
been furnished to the Committee on the Merchant Marine and Fish- 
eries by one of the interested lines and are published below. T^ne is 
called the " Mediterranean Freight-Traffic Agreement of Deceml>er 15, 
1911," and has for its object the assurance to each group of lines 
(group 1 comprising the six Italian lines; and group 2, relating to 
the Anchor Line, tlie Hamburg- American Line, North German 
Lloyd, AA'liite Star Line, Cunard Line, and Austro- Americana) a 
certain proportion of the freisht on cargo loaded at all ports of Italy 
and Sicily to all ports in the United States of America and Canada. 
The other agreement is called the "Mediterranean Steerage-Traffic 
Agreement of February 8, 1900." By way of explanation, one of the 
companies interested draws attention to the fact that the steerage 
agreement was originally concluded in 1909, and in 1911 was renewed 
in its prasent shape with the exclusion of the Fabre Line, the latter 
company, although in principle willing to rejoin the contract, not 
having been satisfied with the participation quota offered to them. 
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The compaiij also states that: 

Tbe object of the agreement, so far as westbotiiul traffic is concenied, was 
not to regitlnte rates, which are fixed by the Italian Governmeut, but to do 
away with the exhorbitant conunissioiis which, as a result of unrestralBed com- 
petition, were then freely paid by all the linos either openly or secretly and 
which, while artiticially stimulating eniigratiou, left the companies practically 
at a loss. Since the above agreement was started the commissions were kept 
stll nr. uud at a reasonable level, but owinp: to rhe withdrawal of the Fabre Line 
and the aggressive attitude of this company, they have again risen of late and, 
in some instances, have readied a figure whicli must "be deecribed as decidedly 
unsound. 

The following comprise (1) the freight agreement, and (2) the 
steerage agreement: 

Meuiteuba.nea.n I'uku.ht-Tkaful Aoheement of Decembee 15, 1911. 

An agreenient Is tliis dny entered into between the following lines: Navl- 
ga/Jone (ionerale Italiaiia, Italia, Veloce, Lloyd Italiauo, Lloyd Sabaudo, Sicula 
Americana, responsible jointly and separately, of tbe one part, and Ancbor 
Line, Hamburg-Aniorikn T.inie. Xonldmitficher Lloyd, and White Star Line* 
responsible jointly and separately, of the other part. 

Article 1. 

The object of the agre^ent is declared to be the assurance to each group of 

iine-^ fi certnin i>ror>ortion of the freight on cargo loaded nt all ports of Italy 
and Sicily to all ports in the United States of America and Canada. 

Article 2. 

The iKirticipation of each group a.s named above of the entire traffic falling 
Tuider this contract is fixed as follows: Group 1, 50 per cent; group 2, 60 
per cent. 

Article 3. 

All the net freight, after deducting the -amount of carrying freight and 
Mi] rebates as may be agreed upon, shall be divided between the groups as 

l;er article 2, 

Article 4. 

The carrying x'ate shall be 6s. 6d. per ton weiglit, or 4s. 6d. per ton measure- 
ment, and for silk and slllc goods 25 dinilngs per ton weight. Macaroni shall 
be calculated at 77 boxes to the ton weight, and green fruit at 25 boxes to the 

ton weight 

Article 6. 

Excepting yhipuieuts of marble from I/eghorn, no freight contracts shall be 
entered Into at any of the ixn ts for !<bipments of other goods to New York, or 
other ports in the United States or Canada, excepting Boston. For Boston 
only contracts may be entered into for the year 1912 and yearly thereafter 
during the continuance of this agreem^at, but at not less than the tariff rates 
to be agreed upon. 

AaTiCLE 6. 

All rates shall be subject, in the option of the lines, to their usual f^eueral 
agents' commission, also not exceeding 4 per cent at Genoa and 2 per cent at 
all other ports of ehlpm^ts to broltera, forwarding agents, or shippers as 

customary. 

It is clearly and distinctly understood that no line, or general agent of any 
line, will pay away to brokers, sbii^rs, or any other person any porUon.of tlielr 
head office commission or thdr gen^l agoits* commission. 

Article 7. 

Each line shall forward to the assistant secretary, not later than 20 dayh 
after the sfiilinp of each steamer from the final \>ort, a manifest sb< wing the 
number and description of packages and contents, weight in tons of 1,000 kilos. 
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and lueiisurement, rate of freiplit. prnss froi^rht. dednctions on jurrnint of 
rebates or special commission, the resnlting* total net freight, the carrying 
Irelglit, and the freight accruing to the pool, 

Thoso ntanifosts sliall bo chffkfMl by the assisf;mt so-refnry witli the tariff 
of ime» uKieed uix)n to see th;it the proper returns have been made. Any line 
delaying to furnish the manifests wHhlu the stipulated period shall pay a fine 

of lit. 100 

Ooples of complete manifests of cargo shall also be exch -nged amongst 
agents of the lines at each port or the sfrents mn:r nominate n party with whom 

sncb uianlfof^rs shrill ho (Ippnsited within 10 (1:iys ,if((>r sailinL' of llie s((';nner 
and remain open for inspection by the lines or their agents. The manifests need 
not include names of shippers. 

Article 8. 

Statements shall be sent monthly by the assistajit secretary to the general 
secretary and to each line showing the sailings <»f :ill lines during the previous 
iiKinth .'lid the amount pooled: aI?=o tho i>os:ifif n of fv»fh line or group, whether 
inulercarried or overcarried, accordiir^' t<» its; al]ottt><l share. 

ABTiCr.B 4>. 

A Une overcarried is bound to rocrninte its cnrryln? np near as possible to its 
shiire, .so that the amount to l>e paid to or to be received from the pool shall be 
as small ns possible. 

Abticle 10. 

A line not included In this agreement may be received into the pool by unanl- 
nions rnTi<;eiif only. n!id the percentage allotted Shan he contributed prorata by 

all the other lines or groups. 

* Aiaici.i- 11. 

Miniuuim number of sailings of eiicb groui) shall be in accordance with the 
number fixed under the passenger agreement. 

Tn event of either group being slxu r df its minlnnim number of sailings, the 
percentage of such group shall be reduced proportionately. 

Article 12. 

A t;iriff of rates is agreed tipon ns per attached schedule, which shall come 
info ojieration on J.inuary 1, 1912. Special rates may be agreed amongst the 
lines for transshipment c.irgo. 

A deferred rebate not exceeding 10 per cent of the freight may be granted 
to shipjiers who sniipoi-t the lines party to this agreement and who do not give 
uny cargo to any other competing line or steamer at any time. This rebate 
shall be payable by the secretary in periods of six months, on the SOth of June 
and Jllst of December each yonr. The first payment for the first period to be 
made on 3]st of December and the second payment for the period ending 31st 
of December shall be made on SOth of .Tune. 

There will thus be rebates due to shippers for at least six months, and such 
rebates sli. ll Itc sncriflced by shippci.^ who sTipiwrt a competing steamer. These 
r^ate payments shall be made only nix)n a written declaration from shippers 
showing to what they are entitled and declaring that during the period they 
have not i^liij ped any cargo in which they are interested directly or indirectly 
as shipt>er8, agents, or consignee by any ccnnjteting steamer. Similar form of 
declaration shall be issued at each port 

The lines nt enrh port shall prepare n statement taken from shippers' declara- 
tion showing names and addresses of shipi)€rs and the amounts due to each 
separately fbr each steamer and shall send one copy to the general secretary 
and one cojiy to the assistant secretary. Acrompnnylng this stntement to the 
agsistant secretary shall be a checic for the total amount of rebates due, on 
r^ipt of which he shall on the Axed dates remit by registered letter the* 
amounts against the name of each shipper, getting a receipt for same, which 
receipt shall be s^t to the general secretary and by him compared with the 
statements. 

AvncLB 18. 

Copies of all freight contracta which may have been entered into prior to 
this agreemcDt nnA which have not yet expired shall be fnmtsbed to the genenl 

88187—13—5 



Digitized by Google 



66 HEIHODS OF STEAMSHIP LINES OABBYINO FOEEION IBAOE. 



secretary. Cargo ciirried under such contracts sbjill be [Hjoled at tbe fixed tariff 
ef rates to come Into force on let of January, 1912. 

Abticlb 14. 

As a iiuarauty fur faiiliitil peiiuimnnce of the conditions of this contract 
eacb Itne at ttie two groups sbull deposit with the general secretary a bank 

guaranty amounting to 50,000 lirea This jaiarnuty may be given throngli the 
Bonca Comnierciale itallnna In Milan or any other bank recognized by the 
lines. 

This pruMranty is only payable on an nr«lor of payment signed by the general 
secretiiry and the umpire of the arbitrators who has pronounced the award. 
Unless claims for this guaranty have been presented to the general secretary. It 
becomes void at the end of six months after expiration of this present contract. 

AancLE 15. 

The bank guaranty of the single lines answers for the wbole group to which 
the lines belong, so far as comiiensation payments are concernetl. The total 
snm deposited by a line shall be considered the amount of liquidated damages, 
and thns entirely forfeited If such line unduly withdraws from the present 
contract before its expiration, or If such lino resorts to actions which render tbe 
continuance of this present contract impossible, and wliich are therefore to be 
considered equivalent to a withdrawal from this present contract as, for 
Instance, refusal to pay compensation money or failure to replenish the deposit 
In due time, or assisting directly or indirectly an existing or a new oi)positIon 
line, or starting or assisting a line whereby the business as defined in article 1 
would be seriously Interfered with. 

Abticlb is. 

Penalties in case of contravention against or Infraction ot any stipulations 

of this contract shall be fixed by the arbitrators, but In no case shall such 
penalties exceed the total amount deposited by the line at fault 
The amount of the penalties to be in each case not leas than 6,000 llres tor 

each contravention or infrnctlon, except ;:s providof! for in article 7. 

In case of the contravention or infraction being made willfully and designedly, 
especially in case of any willful or intentional ly Incorrect statement or declara- 
tion in respect to the manifests, the penalty shall not be less th;in 25.000 lire.s. 

Unless the penalty be i>aid to the secretary within eight days after the line 
concerned has received the relative award, the deposit will be drawn upon up 
to the amount of such praalty. 

AancuB 17. 

In the event of a deposit 'f n single line or of a group having been denif: 
with, the same must within 14 days after the day on wliich it has been so 
dealt with be replenished up to Its original amount without a special request 
from the general secretary being necessary. 

AwncLE 1& 

Other lines can be admitted to this pre.^cnt contract, and the terms ond 
conditions of the latter can be altered and new terras and conditions can be 
added thereto, but only by the unanimous vote of all the lines. 

All alterations and additions made in respect of this present contract to 
be valid and binding upon the lines belonging to the group parties of this 
present contract only when all the lines have given their written consent to 
such alterations and additions 

Artictjs 19. 

The execution and control of the fnlfillmoni of thi» stiimlntions of this prcsoiit 
contract are conrided to (1) the general secretary and assistant secretary, (?) 
the delegates of the lines, (3) the arbitrators. 

.\Ki i( r.E 20, 

The secretary shall fulfill his duties in an unbiased manner. The secretary 
shall be appointed by a majority of three-quarters of the lines and shall be 
dismissed at the request of fonr lines. 

Mr. n. Peters, in Jena, is appointed general secretary. 

Mr. B. Ferosio is appointed assistant secretary and wUI establish an ofBce 
at Genoa in the meantime. 
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Amongst their duties nre: 

1. To rocolve the stfitistical statements and manifests, to e.vaiiiiuo tbo same, 
as also the aecouuts, for wliicli purpose the secretaries shall have access to the 
freight otiice of the lines and agents of the lines and can there examine all 
books, manifests, nnd corrG<5[>oii(ipnre. etc.. 'is fir ns they m-iy rlocm It necessary. 

2. To communicate the statistics and accuiuits to all the lines concerned, and 
act fls mediator in general In the transactions between the lines themselyes, 
»8 fnr ns snrh transactions appertain to matters relative i« this raiirnct. Th6 
secretaries have also to control the freight rates, commissions, and rebates, and 
to see that all the lines receive regularly and simultaneously all necessary 
Informations. 

3. To collwt the payment of tlie periMlfies. 

4. To call the meetings of the Hues and to keep the minutes of these meetings. 

5. To effect tlie compensation accounts. 

It shall be the duty of the secretary to ase every exertion to settle difficaltles 

amicably. 

The secretaries* salaries, the expenses for confeienoes, and all others con* 
nected with the carrying out of this contract to be divided equally betwsCT Ura 
two groups parties of this contract. 

Abtiolb 21. 

Meetings to be held if ix>ssible at least onoe each six months at dates and 
places to be agreed. 

Special meetiDRs shall take place within 21 days If the whole of one ?ronp 
demands same, within 4 weeks if demanded by several lines, and within 
6 weeks If demanded by not less than two Une& 

Th'> ^iibjoot or subjects to he rtonlt with in such meetings to bo iintifiod to 
the general secretary, who shall inform all the parties concerned not lees than 
10 days befbre the date on which the meeting Is to take place. 

In such meetings the parties present shall form a quorum Irrespective of tlie 
number, bnt only as far as subjects are concerned which had been duly notified 
to all the lines by the secretary. Uesoutlons on subjects which were not on 
tbe agenda imly become valid when unanimously agr^A to by ail the lines. 

Resolutions on subjects transmitted by the secretary to the lines own also 
be taken by a vote given in writing, provided no line objects to such manner 
of voting. 

The delef^ates of the lines tf> the rotiforencp'^ must have full power to main 
binding arrangements on behalf of their company and to sign for same. 
Decisions to be taken by a majority of fonr-flfths of the lines except where 

otherwise provided for under this contract. 

E;)ch line has a vote only on questions connected with the agreements to 
which It is party. 

Abticle 22. 

No communications in regard to transactions or resolutions concerning this 
contract shall be made to the press or any outside party without si)eclal and 
ananlmous consent of all the lines. 

* Abticle 2.S. 

It Is understood that no line In respect to this contract has the ripht to 
summon any other line before the judicial courts, but in case differeuces can 
not be settled amicably each line has the riftht to call for an award of the 
arbitrators. Such npi)eal must l)o addressed to Mie penernl secretary by reg- 
istered letter, and the s(m retaiy is bound to comninnicatc it within three days 
to every line party of this contract and to request the disputing parties each 
to name an arbitrator. 

The two arbitrators so appointed shall cliiMise one of the below-named gentle- 
men as umpire, viz: Dr. jur. Hansen, Mr, Henry Wilding, Commendntore Weil. 

In case th^ can not agree upon the umpire, then It shall be decided by lot. 

i^honld either party fall to appoint an arbitrator within 14 days after notice 
has been given, the one arbitrator nominated by the other party has full power 
to act as sole arbitrator and shall deal with the case forthwith. 

The award of the arbitrators is to be accompanied by n written argument 
Betting forth the grounds upon which the award has been given, such award 
at the same time to determine the question as to the costs of the arbitration. 
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Before niiikiiiK the award tho nrblt rotors linvc lo ^ivo liritli i [u ties an oppor- 
tunity of being heard. Should either of the parties fail to appear or to tender 
the required evidence, the arbitrators sball decide upon the evidence sabmittedt 
«rhether ex parte or otherwise. But the manner hi wliirh thoy fliliik profier to 
take the evidence of ilie parlies and of the wituesscs who may have to be heard, 
BM also the modus which they adopt in ascertaining the facts of the matter at 
iRsue, arc left entirely to their coDScientiotis decision, and it is exi'-esv-ly 
understood Lluit they are not bound to the observance of the rules In oixiiation 
In respect of any legal procedure. 

The award of the arbitrators takes the i>lace of and is e<iuivalent to a legal 
Judgment given by the highest instance of any law court, against which ail 
right of appeal la exhausted, and It ia ^preaaly underatood that all the parties 
to this contriict relinquish all and every right to employ ojrninst the award 
given any legal means of whatever name or description 8U..>h ie^ il means may be. 

The arbitrators shall, notwithstanding they have made and published an 
award, have power to reopen and reconsider the smae and to hear furthar evi- 
dence and to make a fresh award, provided cause be shown aatisfactory to them 
within one we^ after the award is first made, or, if tha arbitrators see cause 
to extend the time, then witliin three v^^eeks of the issue of the said award. 



AKTlCLli 24. 



It is nnderstnod flint in all cases In which resolutions have to ho taken in 
respect to existing diltcrences of opinion us to the terms and conditions of this 
present contract, as also In th» case of all decisions to be given by die arbi- 
trators. not only the tenor but also the spirit of the present contract has to be 
taken in consideration. 

Abtxcle 25. 

Special contracts shall be made with the following lines: Austro Americana* 
Cunard Line, and. If i)0S8ible, Messrs. Peirce and Capuccio and Becker. 

Bach of the two groups parties to this present contract witl bear Its per- 
centual share of the payments to be made or received under the conduct. 

Abticlk 26. 



The withdrawn! of any line from the present contract (see art, 15) releases 
the other lines from nil obligations, except from the obligation to pay the com- 
pensation accounts incurred under tliis ronlract up to the date of such with- 
drawal, unless the latter agi'ee amongst themselves to continue the present 
contract under the same or under altered terms and conditions. In the event 
of a line baing ab8ort>ed by another line or of an amalgamation taking place, 
then the percentage of the two gronps to remain unaltered thereby, the line 
absorbing another retaining the percentage of the absorbed line. 

Abtioub 27. 



The present contract has been concluded for the period from January 1, 1912, 
to Df^cpTi'.ber 31. 1016. After tliis (l:ite it shall continue from year to year, 
unless notice be given by any line on ur before the 30th of June in any year 
to terminate the agreement on the following Slat of December; such notice 
can not be givrn before 30th of June, 1016. 

Genoa. December 15, 1911. 



Italia : 
La Veloce : 
Lloyd Italiano: 
Lloyd Sabaudo: 
KaTigailone Generale Itallana: 
Slcula Americana: 
Anchor Line: 
Hamhurg-Amerika Llnle: 
Norddentscher Lloyd: 
White Star Line: 
Ounard Line: 
Austro Americana : 
The Austro Americana and Ctinnrd 
In its verms and conditions for their 



Crespi. 

FiLETI.' 

BlANCARDr. 
P&R0S10, ALfi£BTI. 



(Signed) 
(Signed) 
(Signed) 
(Signed) 
(Signed) 
(Signed) 
(Signed) 
(Signed) 
(Signed) 
(Signed) 
(aigned) 
(Signed) CosuLiCH. 

Line become party to this agreement 
western Italy, Slcfly trade. The per- 



Crespi. 

NiCHOLL. 

BoNNmiAniT. 
HoHRMAHir, Kn&mu 
Cruse. 
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COitRgee allotted to them are 14.42 per cent to Austro Americana and 7 per oeut 
to Cunaitl Lino, based uiwn the CHrryings of group I and II. Austro Americana 
and Cunard I^ine. To entitle them to this percentage Austro Americana shall 
effect a uiinlmnm of 40 sailings, which shall make 50 callings at ports, and 
Cunard Line 20 sailings, with reduction idmilar to the proTfsfon la article 11 
of the main agi-eement 



Genoa, December la, lUil. 






Italia: 


(Signed) 


CiiESPr. . 


La Veloce; 


f Signed ) 


FiLFrrr. 


Lloyd Italiano: 


(Signed) 


BlAKCAKDI. 


Lloyd Sabaudo : 


(Signed) 


PeROSIO. ALBEftTt. 


Navigazione Geiierale Itallana: 


( Sif;ueil) 


rRrsw, RBtmSLLT. 


Siculu Americana : 


( Si^,Mied) 


Cbespi. 


Anchor Line : 


(Signed) 


NiCHOLL. 


ITaniburg-Amerika Liule: 


(Signed) 


BONNEMANN. 


Xordfleutscher Lloyd: 


(Signed) 


Hoiibmank, KNtjPPEX. 


lYliite Star Line: 


(Signed) 


Cruse. 


Cunard Line: 


(Signed) 


Babb. 


Austro Americana : 


(Signed) 


GOBULtCH. 



Meditcbbanean Steerage-Tbaffic Aubeement of Febbuaby 8, 1900. 

Betwppn tlie l)elow-named groups of steamship companies engaged In the 
transport of steerage passengers from Italy to North America and (Canada and 
vice versa, riz'. 

Grouj) 1. Italiii. Tj\ Veloce, Lloyil If ,li,ino. Lloyd Sabaiido, Navigassione Gen- 
erale Italiaua, and Sicula Amerlcami, responsible Jointly and separately of the 
one part; and 

Group 2. Anchor Line. Fabre Line, Hamburg-Amerika LInie, Norddeiitscher 
Lloyd, and White Star Line, responsible jointly and separately, of the Other 
part, the following contract has this day been concluded: 

Abtiolb 1. 

The coQti*act covers: 

(a) Weetbotind: All steerage passengers <»rrled by the lines parties to tlils 

contrnct, who embark in Mediterranean ports and other pnrf - called at later 
for ports of North America and Canada, except for passengers from Marseille 
by the Pabre Line as otherwise provided for In article No. B. 

(h) Kastbonnd : All steerajre passen^'ors i trried by the linens i)artie.s to this 
contract, coming from ports of the United States and Canada and landing in 
Mediterranean ports and other ports called at before. 

It does not make any difTerence whether tlio abovenamed passengers be 
transported by steamers ownetl by the companies or by steamers leased or char- 
tered or in any way controlled by them. 

In case a party to this agreement chnrters a steamer from another party to 
this agreement, only the line in whose service the steamer is employed has to 
account for the passengers carried by such steanier. 

Abuclb 2. 

The participation of each of the groups named at the beginning of the entire 
trafflr fnllinir under this contract is fixed as follows: 
Westbound: Group 1, 19.13 per cent; group 2, 50.87 per cent. 
Eastbonnd: Gronp 1, 49.486 per c«it; group 2, 60.615 per cent. 

Artici.k 3. 

This participation is made under the assumption that each group, westbound 
as well as eastbound, will have at least 120 departures dnring the course of 
each 12 months. 

Except that the first period shall be from 1st June, 1909, to 30th June, 1910, 
subsequent periods to be from 1st July one year to 30th June the next year, and 
the last period from 1st July until tlie agreement terminates, if it continues 
nfter 80th June, 1911. The number of sailings to vary proportionately during 
fa ell completed period. 
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If westbound oue of Llie groups lias less tbau 120 departures, then the propor- 
tion westbound of this group will be reduced proportionately. This reduction 
to be divided between the two ??roups in proportion to the number of sailings 
of each. >:o sailings over 120 effected by either group to count in this division. 
Tbe same takes place in ttie eastbound proportion when one of fhe groups has 
less thnn 120 departures eastbound. 

Steamers carrying steerage passengers to and from Italian ports only to be 
counted. 

Abticus 4. 

All passenpcrs forwarded in any Intermediato cTfiss between steerage and 
cabin to be consklered steerage passengers aud to be accounted for in the 
pool accordin;: to article 2, also all cabin passengers westbound not having 
paid a cabin fare of at least 325 lires (oxceiit lit. 300 by Anchor Line) or east- 
bound a cabin fare of at least $G5 (except $60 by Anchor Line). 

The Anchor Line are accorded this privilege only for their present steamers. 

Persons belonprlng to the management, to the staff, or to the ships' crew of 
any one of the parties, when tra>e]ing free or at reduced rates, as also tJbeir 
tdves and families, shall not be accounted for under the pool. 

Bondnble passengers, 1. p., passengers Fent brn k by (he T'nitofl Folates Gf vprn- 
ment, shall be withdrawn only eastward. B^stbound passengers sent back by 
the nntboritles in Europe can be withdrawn westbound. Such passengers will 
be treated in the same way who westbound or eastbound are transported at 
the request of the Qovemment free or against indemnity for board. 

AsncLB 6. 

Settlements under this contract are to be made sei)arately for westbound and 
eastbound. Each 12 months shall form a distinct period in itself. The first 
period, however, to be from the 1st June. lOoo, to 30th June. 1010. nnrl subse- 
quent periods to be from the 1st July oue year until dOth June the next y^r 
nntll the agreem«it terminates. 

A group carrying during a calendar year a nnmher of steerage pn spongers 
exceeding its proportion as per articles 2 and 3 shall pay for each excess pas- 
senger to the group which forwards less than Us proportion a compensation of 
110 lires. 

The group 1 lines to have the right to carry up to 1.000 military passengers 
(conscripts) eastbound on the order of the Italian consul, for which they do not 
receive more than 85 Ures, for whom tbe compensation rate to be paid is fixed 

at 55 liroj3. 

The Fabrc Line to have the rl^ht to carry up to 1 per cent of the total per- 
centual allotment westbound of the group 2 lines by their steamers from 
Marseille (either direct or calling at a Spanish port) to North Anierirri with- 
out accounting for them to the pool ; any excess over 1 per cent to be pooled. 

Abticlb 6. 

Tt Is understood that tiie compensation rate fixed In article 6, also the statis- 
tics regarding the steerage traffic, are in all eases bn«ed npoii the number of 
- persons or souls, so tjiat children and infants always count as full passengers 
In the sense of this present contract. 

A&ticlb 7. 

Provisional accounts are to be prepared for each month by the secretary and 

to be sent by him to each of the interested sfenmship lines. The gronp which 
according to these accounts is in excess of its share must pay within a fortnight 
after re^pt of the secretary's notice the resalting compensation sum according 
to the secretary's dirrr ri >ns. Each group must give the secretary the name of 
a p«irty to conduct orders for payments, to receive payments, or to make same. 

Final ftettlements will be made at the end of each period as stipulated in 
article r> on the basis of a compensation account prepared by flie secretaiT 
comprising the whole period. Objections against this final account are to be 
made within four weeks, fnlllng which the accounts shall stand. Final accounts 
must be rendered within 12 months from the teriidnallon of each period. 

Objections to the correctness of the accounts form no release from the 
obligation to effect the provisional settlement prepared by the secretary. 
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Articlk 8. 

Each group uudertakcs to ;ur:in?e its sorvicos in such a manner that east 
bound and west bound the iiuuiher of Bteeragcs which it actually cjuries cor- 
reaponctfl as nearly as possible wltb the number allotted to It by this contract 

Article 9. 

For the purpose of the compilation of the monthly compensation nocouuts, 
all the lines have to furnish to the secretary every 7tli, 15th, 23d, and last day 
of a month their statistics of tlie steerages and also secondHSabin passengers 
carried by them in the week endinp with these respwtfve dates, mentioning the 
dates of sailing, the ports of departure, and tlie destination of the steamers. 

A fine of 100. llres will be Impoeed upon any line delaying tbe delivery of the 
statist !rs ff>i- more tlinn three days. 

Ttie secretary has to furnish to the lines weekly the statistics of the pns- 
lengers carried by each line and monthly a statement (art. 7) showing the 

position of the groups versus each otluT. Tlios-o monthly statenionts must be 
in tbe possession of the lines not later than the lOlh of tbe following month. 

Article 10. 

In case the statistics furnished by the secretary show that one of tlie two 
groups has exoeed€>d its proportion, this frronft is <>h!5<ro(l to adopt measures cal- 
culated to bring about a correct adjustment. Which steps are to be taken is 
left to the proup in question, but it Is necessary for the group to Inform the 

secretary of ila intentions two days before pulfint: s;ime into oyioration. 

Tho other jrronp has to await what result the measures taken produce. 
Should it turn out that they do not produce the desired result, both groups must 
come together and decide whst other suitable measures are to be adopted. 

Art I CLE n. 

No line has the right to alter its steerajre fares or Its steerage commission 
rates without having previously informed the secretary, who in his turn has to 
Wire same at once to the other lines. 

Akiiclf. 12. 

The commission for second cabin Sn Euro^ie must not exceed 28 lires per 
adult. Tbe subagents* commission for second cabin In America is fixed at |8. 
■ An extra f^ of |1 can be granted to general agents In Americs. 

Article 13. 

The maximum commission to subagents for west-bound steei passages is 
not to cTceed 15 Tires per adult, except for pool adjustment inuiioses. Eadi 
line shall he at lil^erty to appoint a general eniitrratlon apcnt at Naples. Oenoat 
and ralermo and one head agent in Greece and any other country of the 
Orient, to wliom an extra commission of 5 lires per adult and 2.50 lires per 
child may be paid both on cash and prepaid business handled by him. 

Article 11. 

The prepaid rates in America shall, as a rule, be equivalent to the highest 
gross cash rate charged by the respective line In Europe, except for pooU 
adjustment purposes (see art. 10). and these ; io he reckoned according to 
following 8cale» which is based in the parity lit. 5.20=$1: 



Lires. 


Equal. 


1 Lires. 


Equal. 


190 


123 
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130 


25 


200 
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140 


27 


210 


40 


150 
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220 
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160 


31 


230 
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33 


240 


40 
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250 
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lor ceituiu steamers e.si)ociatiy high cash rates are fixed by the Italian 
coinmlssloner of emigration, the line or linee in question shall be entitled to 
quote for the respective stejiiuers a prepaid rate corresponding to the cash rate 
of their regular steamers, such rate, however, miif^t not be lower than the 
highest prepaid rate of the steamers of the other group. The commission to 
be paid on preiiaicl tickets shall be fixed by the Mediterranean conference at 
New York, but shall not be more than $2 per adult or ^1 per child. An rxtra 
commission of not exceeding $1 for each adult or 50 cents for each child may 
be paid to the general aj^enls in America, and the names of all general agents 
receiving more than $2 commission shall be scheduled with the secretary of 
the Mediterranean conference in New York. 

No prepaids shall be sold unless for cash, and every ticket shall bear the date 
of sale, name of pa«!senp:er, number of adults, childron, and infants, and port 
of embarkation and debarkation. Frepaids on which the passenger's name has 
been replaced by another name are not to be honored. 

On the 7th, If^th. 23d, and 1 ist lay of each month the parties have to inform 
the secretary under this agreement of the number of prepaids issued for them 
during the respecting week. The secretary has to keep & statistic of these axid 
send same wedcly to all the lines parties to tills agreement. 

AancLi 15. 

All steerage fares nre from the Italian port of embarkation to the American 
port of debarkation of vice versa. I'asseagers booked through to or from other 
places hare to pay besides said fare the actual official tariff rate of the re> 
spectlve transi>ortat!on nndortaking by wliich the transportation takes place, 
and such fare must always be separately quoted and appear separately on 
the cash or prepaid ticket, except free transportation may be given between New 
York and Philadelphia and between New York and Boston as long as the Italian 
Government puts tliis obligation on any line. An exception to this is made in 
ttie case of passengers to and from Spain, the Azores, Greece, Africa, and 
Asia, for which special rates shall be fixed from time to time. 

Article 16. 

The commission to agents for American inland transx}ortation shall in no 
case exceed 5 per cent on the amount of same. The agents must retain the 
whole commission for themselves and uot give away the Whole or part of It 
to passengers or anyone else. 

All orders for inland transportation in America to be drawn on the repre* 
sentative at the respective port to debarkation of the Steamship company by 
which the transportation takes place. 

No commission is to be paid on European inland transportation. 

Article 17. 

The lines having direct ser\ ieos from Italy bind themselves not to attempt 
to book continental passengers west bound or east hound and specially not to 
quote special rates or commissions for such business. 

The indirect Continental lines and indirect British lines parties to this agi-ee- 
ment, except the American and White Stnr Lines and Cie Gle Trans- At iantique. 
Havre and Cherbourg services, undertake not to endeavor to book Italian steer- 
age passengers west bound or east bound by quoting special rates and (or) 
commission for su<'h business. The Fame obligation refers to the other lines 
of the Atlantic conference, except the (. unard Line. The parties to this agree- 
ment undertake not to give their consent to any q;>eclal rates being quoted for 
Italian business. 

Oriental passengers means passengers to or from Greece, Asia, and Africa. 

Abticlb 18. 

The lines belonging to the two groups undertake not to issue any dreulara 

or make any pnblicntions reflecting upon or Instituting comparisong In any 
way unfavorable to anotiier Hue rmrty to this contract, and no party hereto 
shall support any newspaper, by advertishig therein or by any other means, 
which systeiualically ntt/icks any conference line. 

Every line belonging to group 1 or 2 shall send to the secretary under this 
agreement any printed matter and drcnlars sent to agents In relation to the 
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Steerage or secoud-cibin busiiiesst as soou as they appear aud In so many copies 
fhat tbe secretary can send cue to eacb party. 

Abticle 19. 

Each Iln« is responsible for any Infraction of this contract on tbe part of 
their reprtsentatlves, employees, nnrl njronts. 

A fine will be inflicted on agents guilty of an iufractiou of this contract, and 
in case of a repetition the agent will be dfsqnalifled. 

The nirpnts of tho lines parties to this mTitnict shall neither book passengers 
for any ox'positioa line, nor shall they be interested in same. In case of con- 
travention, th^ will be disgnalified. The lines mentioned in article 31 with 
whicli spocini agreements exist are not looked upon as opposition lines in the 
spirit of this contract. 

AfiXiCLE 20. 

As a guarantee for tbe faithful i>erformance of the conditions of this contract 
each line of the two groups shall deposit with the secretary n bank ^arantee 
amounting to 125,000 lires. This guarantee may be given through the Banca 
Commereiale Italiana in Milan or any other bank recognized by the ifnea 
This guarantee is only paynblo on mi order of payment signed by the secretary 
and the umpire of the arbitrators who has pronounced the award. Unless 
claims for this guarantee bare been presaited to the secretary It becomes void 
at the €nd of six months after expiration of this present contract. 

Abticle 21. 

The bank guarantee of the single lines answers for the whole group to which 
the lines belong, so far as compensation payments are concerned. The total 
sum deposited by a line shall be considered the amount of liquidated damages, 
and thtis entirely forfeited if sncli lino nnduly withdraws from the present 
contract before its expiration, or i! such line resorts to actions which render 
the continuance of this present contnict impossible, and which ore therefore 
to bo considered equivalent to a with'lrnw.il from this present contract, as, for 
instance, refusal to pay compensation money or failure to replenish the deposit 
in due time, or assisting, directly or indirectly, an exlsthig or a new opposition 
line, or starting or assisting a line whereby the business as defined In article 1 
would be seriously interfered with. 

AmiCLE 22. ^ 

Penalties in case of contravention against or infraction of any stipulations 
of this contract shall be fixed by the arbitrator, but in no case ediall such pen* 
alties exceed the total amount depoj^ited by the line at fnnlt. 

The amount of the penalty to be in each case not less than 5,0(X) lires for each 
contravention or infraction, except as provided for in article 0. 

In ca«f» rif the o()iiti-a\ention or infraction l)ein,i< made willfully ami design- 
edly, especially in case of any willful or intentionally incorrect statement or 
declaration in respect to the statistics, the penalty shall not be less than 50,000 
Ures. 

Unless the penalty be paid to the secretary within eight days after the iiue 
conc^ned has received the relative award, the deposit will be drawn upon up to 
the amount of such penalty. 

Abtxclb 23. 

In the event of a deposit of a single line or of a group having been dealt with, 
the s:ime must within M days after the day on which It has been so dealt with 
be replenished up to its original amount without a f^iecial request from the 
secretary being necessary. 

Ahticle 24. 

Other lines can be admitted to this present contract and the terms and 'condi- 
tions of the latter can be altered and new terms and conditions can be ailded 
thereto, but only by the unanimous vote of all the lines in the contracting groups. 

All .ilterations and additions made in resix^-t of this present contract to be 
valid and binding upon the lines belonging to the groups parties to this present 
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contract only wbeu all the Hues have given their written consent to such altera- 
tloDB Bind, additions. 

Abtxolb 26. 

The execution and control of the fulfillment of the stipnlations of this present 

contract nre conflded to: 

(1) The secretary, (2) the delegates of the Unes, (3) the arbitrator. 

Abticlb 20. 

The secretary shall fulfill his duties in an nnbiased manner. The secretary 
shall be appointed by n mnjority of three-Quarters of the lines and shall be 
dismissed at the request of four lines. 

Mr. H. Peters In Jenn fs appointed secretary. 

Amongst his dutir- nro: 

1. To receive Hip statistical statenieuts, to examine the same as also the ac- 
counts, for which 1*111 pose the aeoretary sluUl have acceaa to the passenger offices 
c f the linos iind can tiiore <Ncaniine all books, correspondence, etc., as far as he 

may deem it necessnry. 

2. To communicate the statistics and accounts to all the lines concerned, and 
act as mediator in general In the transactions between the lines themselves, as '• 
far 08 such transactions nppertnin to ninttors relative to this contract. The 
secretary has also to control the steerage prices and commissious and to see that 
all lines receive regularly and simultaneously all necessary Information. 

.3. To collect the paynienf f the penalties. 

4. To call the meetings ot ihe lines and to keep the minutes of these meetings. 
6. To effect the compensation accounts. 

It shall be the duty of the secretary to use every ecertlon to settle difficultieR 
amicably. 

The secretary's salary, the expenses for conferences, and all others connected 
with the carrying out of this contract to be divided equally between the two 
groups parties to this contract. 

, Abticu: 27. 

Meetings to he hold If possible at least Once each ttfz months at dates and 

places to be agreed. 

Special meetings shall take place wl hln 21 days if the whole of one group 
demands same, within 4 weeks if demanded by several lines, and within 6 

weeks if demanded by not less than two lines. 

The subject or subjects to be dealt with in such meetings to be notified to 
the secretary, who shall inform all the parties concerned not less liian 10 days 
before tlie date on which the meeting is to tnke place. 

In such meetings the parties present shall form a quorum, irrespective of the 
number, but only as fSar as snbjects are concerned which had been duly 
notified to all (he lines by the secretnry. Resolutions on subjects which were 
not on the agenda only become valid when unanimously agreed to by all the 
lines. 

IJesolntinns on ?;nhjects transmitted by the secretary to the lines can also 
be taken by a vo'e given in writing, provided no line objects to such manner 
of voting. 

The deleg.Uf^s the llnoi^ to the conferences must have full power to make 
binding arrangements on behalf of their company and to sign for same. 

Decisions to be taken by a majority of two-thirds of the lines, except where 
otherwise provided for under this contract. 

Each line has a vote only on questions connected with the agreements to 
which it is pariy. 

Abticlb 28. 

No communications In regard to transactions or resolutions concerning tUs 

contract shall be made to tiu^ pr^^ss or any outside party without special and 
unanimous consent of all the lines. 

Abticlb 29. 

It is understood that no line has, in respect to this contract, the right to 

summon any other line before the judicial courts, but In case differences can 
not be settled amicably, each line has the right to call for an award of the 
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arbitrator. Such appeal must be siddresswl to the secret: ry by registered letter, 
and the secretary is bound to communicate it within tliree days to every line 
party to this contract and to reqnest the disputing parties each to name an 

arbitrator. 

The two arbitrators so apix)iuted sliail ciiose one of the below-named gentle- 
men as umpire,>lz: Dr. Jar. Hansen, Mr. Henry Wilding, Ck)mmendatore WelL 

In cnse they can not apree upon the umpire, then it shall be decided by lot. 

Siiouid either party fail to appoint an arbitrator within 14 days after notice 
bas been given* then tbe one arbitrator nominated by the otber party bas fall 
power to act as sole arbitrator nnd sball denl w5th tlie Ciife forthwith. 

The award of the arbitrators Is to be accompanied by a written argument, 
setting forth tbe gronnds npon wbicb tbe award bas been given, sncb award 
at the s.'inie time to doterniine the (juestion na to the costs of ihe arbitration. 

Before making the award, the arbitrators have to give both parties nn opjwr- 
timlty of being heard. Should either of the parties fail to appear or to tender 
the required evidence, the arbltrarors shall decide upon the evidence submitted, 
whether ex parte or otherwise. But the mnnner in whfeh they think proper to 
take the evidence of tlie parties and of the witnesses who may have to be heard, 
as also the modus which they adopt in ascertaining the facts of the matter at 
issue, are left entirely to their cont^ientions df ^ ision. and it is expressly under- 
stood that they are not bound to rhe observance of the rules in operation in 
ieq)ect of any legal procedure. 

The award of ilie arbltrntors takes the place and Is equivalent to a lesral 
judgment given by the highest instance of any law court, against which ail 
right of appeal Is ezbaasted, and it is expressly understood that all tbe parties 
to this contract relinquish all and every right to employ nirnr tlie award given 
any legal means of whatever name or description such legal means may be. 

Tbe arbitrators aball, notwithstanding they bave made and published an 
award, have power to re<)i»en jukI reconsider the same and fo hear further 
evidence and to make a fresh awitrd, provided cause be shown satisfactory to 
them within one week after the award is first made, of if the arbitrators see 
cause to extend the time, then within three weeks of the issue of tbe said 
award. 

Akticle 30. 

It is understood that iu all cases in which resolutions have to be taken in 
respect to existing differences of opinion as to the terms and conditions of this 
present contract, as also in the case of all decisions to be given by the arbi- 
trntors, not only the tenor but also more especially the £i>irit of this present 

contract has to be taken into consideration. 

ASTICLS 31. 

Special contrar-ts shall be made with the fnllowinir lines: 

(a) With the American Line and White Star Line (lOnglish Channel services), 
as also with tlie Compagnie G6n(^rale Transatlantique for the traffic iu Italian 
and Oriental steerage passengers with their steamers via Havre and Cher^ 
boui^ to ports of the TTnited Slates or Canada and vice versa : 

(b) With the Austro-Amerlcana for tiie steerage traffic with their steamers 
between ports of I nlted States or Canada and Mediterranean ports: 

(c) With the Compania Transatlantica Espaflola for their traffic from the 
United States or Canada to Italy and vice versa. 

Each of the two groups parties to this contract will bear Its percentnal share 
of tbe payments to be made or received under the contracts (a) to (c). 

AanCLi: S2. 

The withdrawal of any line from the present contract (see art. 21 ) releases 
the otber lines from all obligations except from the obligation to i)ay the < om- 
pensation aeemints incurred under this contract up to the date of such with- 
drawal, unless the latter agree amongst themselves to continue the present 
contract under tbe same or under altered terms and conditions. 

Abtfcle 33. 

The present contract has been conclnded for the icrlnd fmni June 1, 1000, 
to June 30, 19n. After this date it shall continue from year to year unless 
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notice be given by any line on or before the Ist January in any year to terml- 
nnto the apn oenioiit ou the snbseQueDt doth June; sucb notice can not be glTen 

before 1st January, 1911. 



Paris, Stb February, 1909. 
Hamburg-Amerlka Llnle: 

KordUeutseber Lloyd; 

Anchor Line: 

White Star Line : 

Cyp. Fabre & Co.: 

Navlgasione Generale Italiana, 
Italia. 

Lloyd Italia no, 
Slcula Americana : 

La Veloce. 
Lloyd Sabftudo: 



< Signed pr.) 

(Signed) 
(Signed) 
(Signed p.) 

(Siguetl ppo^j 

(Signed) 
(Signed) 



Dr. MuHKEir. 

Hetn^ekex. 

G. A. NiCHOLL. 

A. B. Caittt. 

Jules Guez. 



Pabatoee. 
D. Bbumelli. 



&EPOBI OF JAMES A. SMIIH, CONSUL 6£li£EAL AT GENOA, IXALY. 

'I'liat an agreement exists between the steamship lines engaged in 
the carrying trade between Italy and the United States there is no 
doubt. Apparently all the lines, with the excepluni of the Transat- 
lantica de l^arcclona and the Fabre Line, are parties to this agree- 
ment. Tlie tt'nns of the a«neenKnt between the lines are s»^cret, and 
this office has been unable to secure a copy of the same. Whether 
the earnings are pooled or not can not bo stated, but it is unlikely 
that there i'^ any definite agreement with tlie Italian railways as to 
the rates from interior ])oints, because the Italian railways are owned 
and managed by the Government and competition in railway rates 
ife eliminated. It is generally believed here that the agreement refers 
more especially to freight than to passengers, althougii an agreement 
relating to the latter i? probably also m fnvco. It is possible, also, 
that the steamship lines have agreements with American railways on 
through shipments to interior points in the United States, but 
whether or not rebates are granted by these railways can not be defi- 
nitely stated. While it has not been possible as yet to set u re a copy 
of the secret agreement, the consulate general has been able to learn 
the terms of the agreement entered into between the navigation lines 
and the shippers and forwarding agents. The lines interested have 
agreed upon a tariff of freight rates from Gtenoa to New York, Bofl- 
{on, and Philadelphia. To the published rates is added a 10 per cent 
primage (in Italian known as cappa Upon the exporter agree* 
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ing to ship his goods exclusively by the steamers of these companies, 
and the fulfilhiient of his obligation, he is granted a rebate of the 
primage. A translation of the obligations entered into by both par- 
tis is as follows, the agreement being in the form of a letter from 
the shippers and forwarding agents to the various lines: 

We hereby bind onndrea to Intrust exdnfllvoly to your compuuy, or to 
those mentioned below, all merchandise which we ship to the United States of 
America and Canada, or that shall be intrusted to ns for forwarding to those 
destinations. We tiBsimie, bosidee. the obligntion to not Interest ourselves 
fither directly or indirectly in the loading and embarkation o? merchandise 
ifiteiidcd for shipment to the United Stnt^p of Amcricn or Canada otherwise 
than by your steamers or those of \hi' (•onii^.inits iii«'uLioned below, as well as 
to not ship to other Euroi»eau ports any merchandise to be from there forwarded 
to the above mentioned destinations. 

Against the faithfai falftllment on our part of the above obligations It la 
understood that your company will rel>ate to ua the 10 per cent primage paid 
upon the r^lar frei^t charges <m the merchandise «nbarked upon your 
steamers. Such rebate will be payable at Intervals of si.x months, the 30th of 
Jnne nrul the 31st of December of each year. The fiif^t rebate f( r the i>eriod 
from Jiinuary 1. 1012. to June 30, 1912. will be paid on December 31, 1912. and 
the second, for tlie i>eriod closing December 31, 1912. on June HO, 1913. 

It Is understood that we will lose the right to Uiis rebate if. according to 
your exduslTe Judgment, we have not complied with the obligations above 
assumed. For the liquidation of the amount due us we wfll fumldi you with 
a written declaration setting forth that during the period lor which claim for 
rebate is made wc have made no shipments other than In accordance with 
the terms above indicated, accompanying siiid declaration with a list of ship- 
ments made and the amount of freight paid, upon which amount the rebate of 
the i)riiiiaj:e phall be made us after verification by the competent oftices. 

The present agreement shall go into effect the 1st of January, 1&12, and 
ranain in force until the 31st of December, 1912, it being understood, also, that 
it is renewed from year to year unless notice of a desire on your part or on 
our part to terminate It is sent by registered mall before the expiration of the 
agreement 

The tariff of freight rates on various articles of merchandise estab- 
lishes a minimum of 15 shillings for any one shipment, and further 
provides that the quoted rates, which are from Genoa to New York, 
shall be increased 2 shillings 6 pence per ton for shipments to Boston 
or Philadelphia, with a minirmti i of 20 shillings to these ports. 

1 he following navigation companies are parties to the above agree- 
ment : 

Italia, La Veloce. Llovd Italiano, Lloyd Sabaudo, Navigazione 
Generale Italiana, Siciila Americana, AMiite Star Line, Hamburg- 
American Line, Norddeutscher Lloyd, Austro-Americana, Cunard 
Liae, Peirce Line, Creole Line, Anchor Line. 

Jab. a. Smith, Oonsnl General. 

Genoa, Italt, Jme j?^, J91ii. 
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&EPOBI Of wnUAM W. SAHDLET, CONSUL AT HAPU8» HALT. 



As far as I ani able to ascertain from imofficial sources, there is ii 
private agreenioiit or pool existing between all the steamship com- 
panies, with the exception of one, regularly ptying between Naples 
and the United States, affecting both rate for steerage passengers 
and freight charges. 

The steamship companies who are a party to this pool are, I am 
informed, as follows: The Cunard Line, White Star Line, Hamburg- 
American Line, North German Lloyd, Italian Lloyd, Lloyd Sabaudo, 
Navigazione Generale Italiana, La Veloce Line, Italia Line, Sicula 
Americana, and Anchor Line. The above list of steamship com- 
panies comprises all the passenger and frei^t ships that regularly 
trade between Naples and the United States with the exception of 
the Fabre Line, which has refused to join the pool. 

It would appear that the object of this pool is to regulate and 
fix the rate for the cariying of all steerage passengers between 
Italian ports and the United States, to limit or regulate the number 
of sailings, and to systeniize and increase the freight rate. 

This agreement, I am informed, went into effect January 1, 1912, 
and is to extend for a period of five years as regards the steerage 
rate, but the new and advanced freight rates may be changed at the 
option of the directors of the pool. 

The pooling of all moneys received for third-class passages pre- 
vents competition and relieves the individual companies of consid- 
erable expense for soliciting this class of business, both at the sea- 
ports and in the interior. 

A comparative list of the principal articles exported from Naples 
(o the United States, with the old freight rate and the increased new 
tariff, showing the differ^ce, is given below, the rates being in 
shillings and pence, which is the basis on which most freight is 
calculated at Naples: 



Articles. 



Freights as Freighta as 

per old per new 
agreement. tariil. 



Beans In bags 

Cheese in barrels, tube, and ctMa.... 

•Canned goods in cases 

Liqnon m bottles, In casea 

Lianontai wood: 

Wme in glass, in cases 

MararonI in boxes of 10 kilos ne(.. . . 

Almonds, shelled 

Filberts 

Dry chPstnuts 

Fresh chcstn'its 

"Walnut? in cases of 70 kilos 

Walnuts in oases or barrds, SO Idloa, 



8. i. 

17 « 

20 0 



25 0 
22 6 
36 0 



20 0 



S. d. 

22 6 
27 

27 6 

30 0 





33 0 



95 0 
25 0 
35 0 
13 6 
t2 6 



•8 6 
• 2 8 



1 Eacki. 



tPluslOpercsnt. 
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FrciKlits ii-s Freights as 
I jwir olU per new 
I ftgnement. I tariff. 

I 

' .S. d. S. d. 

■J -i ■ 2 

i JO (I ' 27 ♦> 

^0 u 'i 

11) II 22 '> 

20 0 i7 <> 

2S 0 r i 

15 0 27 6 

17 B 20 0 

} 50 0 52 6 

From the new tariff in the ahoye table there is a rebate oi 10 per 

cent allowed to exporters who ship all their merchandise to the 
United States by one of the steamship companies comprising the 
pool, aiiJ in no case is a rebate granted to any sinpper who favors the 
Fabre Line or any other competitor not in the pool. These rebates 
are to be paid yearly. 

Copies of the agreement between the steamship cumpaiiies forming 
this pool are not to be obtained, and I am informed its provisions 
are kept quite private. 

I am not aware of any agreement between the steamship com- 
panies and the State railways of Italy whereby a different and more 
favorable through rate is given wlien shipments are made thereunder, 
but I have been informed that a project of this kind is being studied. 

The Italian State railways do not, to my knowledge, own or con- 
trol any steamship lines engaged in the foreign commerce between 
Naples and the United States. 

The eA'ect of this increased freight rate on exports to the United 
States from Naples, which consist largely of agricultural products, 
naturally falls on the American consumer, and therefore may be 
con side red as one of the many causes for the high cost of living in 
the United States. 

Wm» W. HaKdlby, Conmd, 

NafiiES, Italy, June 6^ 191^, 



^ ■' .y. - Articles. 



WdUtlilir^ bags of fib kDM 

OHr^ oil in bam■l^i. 

Olive oil in caaes 

Olive oil in boUles 

Dry pens in ba^s 

Pzcaerved fish m t&os 

PNMT^tMllllgbMU 

Pipe nimBAJf^pet cnltiB nutflr)..... 

Rwirt ba^. . . 

i'eppers, in Immpemaad bwdceta. 
Thyme, in hiiupera toA IwAets. . 



BEPOBT OF TAMES B. YOUNG, VICE GONBUX OENEBAI, IN CHABGE 

AT GENOA, ITALY. 

The tariffs of freight rates of practically all trans-Atlantic steam- 
ship lines from Italy to ports of the United States (New York, Bos- 
ton, and Philadelphia) are uniform, being controlled by an agree- 
ment among the yarious principal steamship companies engaged in 
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that trade. The new tariff of freiglit rates adopted by these com- 
panies for the transportation of goods from Italian ports to the 
United States was recently issued, copies of which are inclosed here- 
with ( marked " Exhihits A, B, and C "), whereby there was a general 
increase in the freight rates for the transportation of the various 
con^modities, an increase amounting in most cases to 5 shillings 
($1.22) ])er cubic meter (35.3 cubic feet) or per metric ton (2,204.6 
pounds), but in some cases more and in others less. This new tariff 
went into effect on November 1, 1912, and that for goods from Genoa 
to the United States (marked Exhibit A") applies to goods carried 
by the following lines: 

Hamburg- American Line, North German Lloyd, White Star Line, 
Creole Line, Navigazione Generale Italiana, La Veloce, Italia, Lloyd 
Italiano, Lloyd Sabaudo. 

As the Cunard Line and Anchor Line steamers do not embark 
cargo at Genoa for the United States when coming here, this tariff 
does not apply to those two lines. 

This tariff also applies to goods from Venice to the United States. 

Copies of the new tariffs of freight rates for the transportation of 
goods from Naples to ports of the United States (marked *^ Exhibit 
B'') and from Sicilian ports to ports of the United States (marked 
" Exhibit 0 ^) are inclosed herewith. These were also increased re- 
cently and went into effect on November 1, 1912. That for goods 
from Naples applies to all goods carried by the above nine lines and 
buch other lines which call at Naples and depart for ports in the 
United States. That for goods from Sicilian ports applies to all 
goods carried by such of the above list of steamship" lines which call 
at Sicilian ports and such other lines as call at Sicilian ports. 

Tlie lariils of freiglit rotes for the transportation of goods from 
Italian to South American ports are also uniform to a large degree, 
find c-opio of the current tariff of freight rates for the transportation 
(tf goods from Genoa to Jiuenos Aires are inclosed herewitli (marked 
" Exhibit D This is quoted in lires (Italian), wliereas tiie tariffs 
for goods destined for North American ports (Exhibits A. B. and 
C) are in shillings (British). The tariff for the transportation of 
gcfods from Genoa to Buenos Aires applies to all of the principal 
direct lines between Genoa and Buenos Aires, which are as follows: 

Navigazione Generale Italiana, Italia, La Veloce, TJoyd Italiano, 
Lloyd Sabaudo, Ligure Braziliana, Sicula Americana. 

This tariff of rates is issued monthly, the copies inclosed bein^ 
for the month of November, 1912. There is also inclosed a copy of 
the tariff for the month of September, 1912, showing that the rates 
for various products have been recently increased. 
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Indosed herewith (marked Exhibit E") is the tariff of rates 
for the transportation of goods from Gknoa to South American 
ports by the two lines 8oci6t6 G^n^ral des TranqK>rt« Maritiimes 
a Yapeur, of Marseille, and the Soci^t6 France-Amerique, which 
was obtained by this consulate general from the representatives in 
Genoa of the Compania General Transatlantica de Barcelona, who 
inform this consulate general that the latter line (Compania General 
Transatlantica) has discontinued Us service. 

Tills tariff (Exhibit E), which went into effect November 1, 1912, 
also contains the tariff for the transportation of iroods to Brazil on 
steamships of the Adria and the Austro- Americana Ijines and of a 
line belonging to Messrs. Marin i & Brichetto, of Genoa, It also in- 
cludes the tariff of freight rates from Venice to the River Plata ports 
by the A iistro- Americana Line. 

It will be jioticed tliat tlie freight rates from Genoa to Buenos 
Aires in tariff nsarked " Exlubit E " are practically the same as tha^ 
in tariff marked " Exhibit D." 

There are also inclosed copies of the tariff of rates I'c.i the trans- 
portation of goods from Genoa to various ports in South and Cen- 
tral America, Mexico, and San Francisco, Cal., by the Kosmos Line, 
of Hamburg, Germany (marked ** Exhibit F ") . This went into effect, 
on September 1, 1912. 

Inclosed herewith, marked " Exhibits G and I," are three tariffs of 
freight rates for the transportation of goods from Genoa by La 
Veloce Line steamships to ports in South and Central America, th^ 
West Indies, and other ports. These went into pffect May 1, 

There are also inclosed herewith three tariils of freight rates for 
the transportation of goods from Genoa to ports in South and Central 
America, the West Indies, and other ports, which were charged for 
.goods carried by the Compania Transatlantica de Barcelona. ^These 
are marked Exhibits J, K, and L.'' 

Exhibits M and N, inclosed herewith, are tariffis of freight rates, 
respectiydy, for goods from Genoa to north Brazilian ports and cen- 
tral and south Brazilian ports 'by the Hamburg-American Lone. 

Exhibit O is &e tariff of freight rates for. Korth American ports 
which preceded tariff marked Exhibit A.'' This tariff expired 
November 1, 1912. 

James B. Toung, 
Vice O&nmd CrmeraL in Charge. 
Genoa, Itai^t, November 4, 1912. 

88187—13 6 
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lETTEB OF L J. SXEITA, COliSUL AT FLOBEITCE, ITALY. 

Ambrzcan CoNSnitATS, 

Florence^ Italy ^ Fehruary JJ^, 

Subject: Increased Freight Rates to the United States, 

The Honorable 

The Secretaby of State, 

WashingtonM, 

Sir: 

I have the honor to inclose herewith a letter dated February 

21, 1918, from Mr. , an American manufacturer of 

in Florence, with its inclosure of a corrected freight tariff 

from Genoa and Venice to New York, Boston, and Philadelphia. 

The letter and its enclosure point out the yeiy strong increases in 
freight rates made during the past year, and as the observations are 
made by one vitally interested in export rates to America I believe 
that the letter and enclosure will be of interest and service to the 
Department 

I have the honor to be, sir^ 

Your obedient servant, 

L. J. Kbbna, American Consul, 

(Enclosing (1) letter from , dated February 21, 1913; (2) 

l ui iila Merci da Genova e Veiiezia.) 



Febbuabt 21, 1918. 

XiEO J. KjBBNA, £8<|*, 

United States Consul^ Florence, 

Dear Snt: Will yon be good enough to transmit to the Department 
of State, Washington, the indoeed documents relating to rates, etc, 
now in fdroe on shipments to the United States from Italy! 

I think that the information here given should be of interest to the 
Committee How investigating the North Atlantic Shipping Trust, as 
it shows what enormous and uncalled for advances in rates have been 
made since January 1, 1912, by combined agreement of the Mediter- 
ranean lines. 

A large number of producers and exporters here, suffering from 
the imposed burden of increase in rates varying from 50 to 400 
per cent above those in force prior to 1912, and believing in the 
probability of a further arbitrary increase by the combined lines at 
any moment (two having already been made during 1912), have al- 
ready made prott to the chambers of commerce and to the Italian 
Ministry of Commerce. I, an American, established here as a mann- 
iacturer and exporter, desire to bring these facts to the attention of 
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my home Govemment in the hope that they may receive some con- 
sideratioa. 

Prior to January, 1912, rates were not on a uniform basis, and I 
am only giving here rates on such articles as Florentine exporters 
were mostly interested in, and these are good average rates and not 
the lowest that were at times obtainable. On January 1, 1912, the 
combine made uniform official rates on a much higher scale, and these 
were subsequently advanced on November 1 and again for a few 
categories in December. I desire it to be especially taken note of that 
the cubic measure was reduced from 40 cubic feet, 1 cubic meter, 
and that in addition to the increase in rate a 10 per cent cappa was 
imp(.;sed, and, furthermore, an unreasonable tax, which amounted to 
positive extortion, was imposed of 1 per cent on value of some 
articles. 

As it would seem that the companies are more than amply paid for 
the transportation of merchandise, it is difficult to conceive any rea- 
son that justifies such an extra tax on certain articles of export. One 
understands, however, that they are in a position to enforce anything 
the\^ see fit, whether right or wrcmg. 

The form of agreement sent to shippers also affords interesting 
reading. The Austrian line gives much, lower rates to Austrian ex- 
porters from its ports of Trieste and Fiumei, but if Italian goods ai« 
sent io these ports for shipment they are refused acceptance. 

If further information is desired by the department, such as I may 
be able to give, I diall be glad to offer. 

Very truly, yours, , 

(Enclosed is tariff with translation into Engliish.) 



OF LLOYD £AYC£, AMEBICAN KUHSXEK TO THE ITEIH- 

T have the honor to report tliat on May 1st last I addressed a note 
to the Minister for Foreign Office of the Netherlands in regfard to 
question 3 of the interrogatories contained in the circular instruction, 
and am in receipt of a note from Jhr. van Swinderen, under date of 
May 30 last, stating that the Netherlands Government is not pro- 
prietor nor has it any financial interest in the merchant fleet trading 
with the United States of America, nor is there any navigation com- 
pany sailing to New York that enjoys a subsidy. He adds that there 
are, however, two navigation companies, namely, the Holland- 
America Line and the Royal West Indian Mail Service, which are 
compensated for the conveyance of the mails, and of these the latter 
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is only compensated for the carnage of the mail between the Nether- 
lands to the West Indies and elsewhere. 

For the information of the department I annex a translation of 
the agreement between the Netherlands Government and the Holland- 
America Line. 

LixJVD Bryce, 
American Minister, 

The Hague, Netheklamds. 



[Tninslatton.) 

— Between the Director General of the Postal and Telegraph Service, 
acting for the Netherlands, contractor on the one side, (in this agree- 
ment hereafter named the ^ State ") and the Netherlands- American 
Steamship Coiiipuny, HoUand-American Line, at Botterdam, repre- 
sented by its Director, Jonkheer Otto Beuchlin, contractor on the 
other side, (in this agreement hereafter named the Company ") it 
has been agreed, subject to the approval of the Siinister of Water- 
staat, as follows: 

Article 1. 

The Company undertakes to carrj^ mail on its mail steamships, 
plying between Kotterdam and New York and vice versa, that may 
, be entrusted to it by or in the name of the Postal authorities of the 
Netherlands or of the United States of N. America. 

# 

Article 2. 

The mail to be sent from the Netherlands, shall be delivered on 
board the steamers at Rotterdam or at any Netherlands harbour 
nearer the sea that the ship may touch at by the Postal authorities, 
at latest, half an hour before the tim^ fixed for departure. The 
exact time of departure shall be made known by or in the name of 
the (Company in due time to the Director of the Post Office at^ 
Rotterdam. 

In regard to the shipping of the mail at New York, the CSompany 
shall follow the prescriptions of the American Postal Authorities. 

On arrival in the port of destination the mails shall be discharged, 
first and brought to the postoffice under the care and at the cost of 
the company. 

On arrival at night that conveyance shall take place as early as 
possible tlie next morning. 

Abticle 3. 

The mails going from the Netherlands shall be accepted on board, 
the commander or his deputy giving a receipt therefor, or affixing 
his signature in a register provided for that purpose by the Postal 
authorities. 
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For mails brought to the Netherlands, the Director of the post- 
office where the discharging takes place shall give a receipt therefor 
to the commander. 

Article 4. 

Whenever in consequence of ice, fog or other properly proven over- 
ruling conditions, the steamers cannot reach Rotterdam, but have to 
put into another port in the Netherlands, the Company shall convey 
the mails to the nearest postoffice as speedily as possible. 

It shall immediately notify the Post-master at Rotterdam hereof, 
stating to whom and at what time the mails have been delivered. 

AfiTXCLE 5. 

If in case of mishap at sea or other conditions the steamers have 
had to put into another port and therehy a dehny of some days is 
anticipated, the Company shall despatch the mails, by the earliest 
possible occasion that presents itself in that port, to their destination. 

The cost of this transmission shall be borne by the Company, unless 
the delay is occasion by overruling conditions. 

Should the mail or a part thereof not be conveyed to its destina- 
tion by the steamer by which it was shipped, payment shall be made 
to the Company cmly in proportion to the distance of the whole 
journey traveled. 

Articub 6. 

The mails shall be kept on board in a separate, specially fitted 
up place, where they are preserved as safe as possible from damage 
from water, fire or similar injury and preserved from removal. 
That place shall be provided with good lock and key. 

Abticlb 7. 

In case of shipwreck, or any other accident, everything possible 
shall be done to save the mails. 

The Company undertakes to give the captains of the steamers 
special instructions in regard hereto and to commend the saving 
of the mails very earnestly to their care. 

Articu: 8. 

The Company shall enjoy compensation for the conveyance of the 
mails, as follows: 

a. for letters and postcards, the sum of two florins (f. 2. — ) per 
kilogram net weight; 

b. for ether matter the sum of twenty-five cents (f. 0.25) per kilo- 
gram net weight. 
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Abticle 9. 

The paynient of what is due to tlie Company in accordance with 
article 8 of this aojeement, shall be niado at the close of every cal- 
endar quarter by a draft on the Governnient Paymaster, upon re- 
ceipt at tliG Central Office of the Postal and Telegraph Service of a 
duplicate statement, one copy of which shall be on stamped paper^ 
sent through the Postmaster at Kotterdam. 

As basis for this declaration a statement shall be sent to the 
Company for every mail carried on its steamers from the Nether- 
lands to the United States of America and vice versa, setting forth 
the net weight in letters and postcards and of other matter con- 
veyed with each mail. 

Abtzclb 10. 

The conveyance of the boxes, trunks or bags, serving or having 
served for sending of the mails and returned empty by the postal 
authorities to each other, shall be free of charge. 

AxncuB 11. 

Conveyance by the Company or by the crew of its steamers of let- 
ters (inclusive of postcards also) beyond the mails, is strictly 
forbidden. 

AicncuL 12. 

The Company shall give indemnity for the loss, that the Postal 
authorities may have to pay to the senders or the addressed of letters 

or other matter, for damage, theft or loss, during the conveyance 

on its steamers or in the em- or disembarkation. 

A^Hiatevor becomes due from the Conjpuiiy in virtue of this Arti- 
cle, shall be deducted from the sum, which, in consequence of Article 
9 of this agreement should be paid to it. 

Article 13. 

Differences respecting the explanation and application of the 
provisions of tliis agreement shall in the last resort be decided by 
three arbitrators appointed by the parties, who as men of good repute 
judfJTc fairly. 

In the case of no agreement between the parties within six weeks 
respecting: the appointment of these arbitrators, after one of the 
parties has desired to have an arbitral decision, in that case they 
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shall be appointed at the demand of the most ready party, in ac- 
cordance with Art. 624 of the Civii Code respecting Civil Claims. 
The arbitrators shall hold their sessions at The Hague. 

AsncLB 14. 

This agreement shall be regarded as goinj? into operation on the 
first of January 11>09, and is concluded for a period of twelve months, 
and no objection being raised to continue for a like period, provided 
neither of the two parties notifies the other party by registered letter> 
at least six months before the termination of the period, of the ter- 
mination thereof . 

This agreement supersedes the one, which under date of the 18th 
of July, 1874, was concluded between the then Postmaster of Rotter- 
dam and the Netherlands American Steamship Company esti^blished 
at Rotterdam. 

AXTICLB 15. 

The cost of seal, fees and registration of this agreement and the 
pa3rments consequent thereon are to be borne by the Company. 
Thus agreed, drawn up in duplicate and signed at: 
Rotterdam, February 27, 1909. 

The Netherlands-Aicebican Stbahship 

CoHPAi^r. 
Holland-Amebican Line. 
(Signed) Reuchuk. 
The Hague, February 27, 1909. 

The Directob Genehai^ of the Postai* & 
Telegraph Service. 
(Signed) G. J. C. A. Pop. 

Approved, The Hague, March 9, 1900. 
For the Minister, the Secretary General. 

(Signed) Salvtrda de Grave. 

In duplicate. 

Registered at The Hague, the tenth of March nineteen hundred 
and nine. vol. 155, folio 74, right space 5, three pages, no reference. 
Received for dues One florin and twenty cents, savmg additional 
charge of 3.4 of the amount annually paid, 
f. 1.20. 

The Collegtor (actino) of Gemeral Accounts, 

(Signed) W. Vriesenoort. 

Issued for a correct copy. 

The Secretary General of the Mimistrt of 
Waterstaat, 

(Signed) Salihsrda de Grate. 
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BEPOBT OF SOBEV MBTOE , C0J8 U1 QSHERAL AT SOTIESDAM, 

M M TU KH.T.A M IWl 

METHODS AND FSACTIGES OF STEAMSHIP LINES ENGAGED IN CABBTING 
TBADE BETWEEN THE NETHERLANDS AND THE TTNITBD STATES. 

It is very difficult to write an intelligent report on the workings 
of any steamship combination or so-called pool ^' which may exist 
among steamship lines operating between Dutch harbors and the 
United States, for the reason that, while a combination is generally 
known to exist between, for instance, the Holland -American Line— 
the leading steamship line at the port of Rotterdam — and the Ger- 
man and some British lines, no one seems to know anything definite 
abont the rules and relations governing such supposed combine 
This office has interviewed opposition steamship lines, leading ship- 
. pars and importers of American goods, and while some of these 
parties have a vague, general idea that the agreements between 
certain steanudiip lines may to some extent affect shipping rates, no 
one seems to know just how much or in what manner, and no one 
has any specific compLtint to make. 

The regular steamship lines running to the ports of the Nether- 
lands and engaged in the foreign carrying trade of the United States 
comprise the HolLind- America Line, the Uranium Steamship Co., 
and the Russian- Amerioan Line. The fiist two companies maintain 
regular services between Holland and ilie United States, whereas 
the Russian-American Line steamers only call at Rotterdam on their 
"Way from America to Russia. No agreement^ whatsoever exist be- 
tween the first two lines, but, if 1 am correctly informed, some traffic 
arrangement is in existence between the first and last named com- 
panies. None of the three companies has formed agreements with 
the railroads of this country whereby it enjoys special privileges 
or advantages, and none is therefore placed in a position to give more 
favorable through rates tlian any other line or steamer. 

Neither the Holland-America Line or the Uranium Steamship Co. 
enjoy any shipbuilding bounties, subventions, or bounties of any 
kind. I have not been able to ascertain whether or not the Kussian- 
American Line enjoys any subsidy from the Russian Government. 

The Dutch Government does not own or in any manner subsidize 
any vessels engaged in the foreign commerce of the United States. 

The Uranium Steamship Co. is reported to be owned and controlled 
by the Canadian Northern Uailway. It carries on a fortnightly pas- 
senger and freight service to New York via Halifax, at which latter 
port it lands passenerors and discharges cargo for Canada before pro- 
ceeding to New York. 

It is impossible for this consulate general to expi t ss any opinion 
as to whether or not the practices of the steamship companies engaged 



Digitized by Google 



HBTHODS OF STEAMSHIP LINES CAERYINO F0BEI6K TRADE. 89 

in carrying trade from the port of Rotterdam to the United States 
are in contravention of the commercial treaties of the United States 
or in violation of its laws, as no definite information is obtainable 
regarding the agreements and operations of the lines which are sup- 
posed to belong to a combination or the so-called pool." 

Shippers and importers here deny that the rates charged by the 
various steamship lines are detrimental to commerce or trade rela- 
tions with America, and even the ^ an opposition line to the 

Holland- America Line — ^which latter is supposed to belong to the 
'^pool "—declines to say that any undue competition or discrimina- 
tion in rates is practiced by tlie pool" lines, except in a certain 
instance, as stated below. 

I beg here to quote some expressions obtained from the of 

the forementioned and from certain shippers and importers, 

who have been interviewed by this office : 

=- , of the — — — , upon being requested by the writer 

testate any grievance or complaint which h(t mi<rht have against the 
so-called "pool " lines forming the steamship combmation plying be- 
tween Europe and the United States, replied that he had no definite 
charges to make, except as follows : 

The Co., not being a member of the North Atlantic Conference, can 

not bring passengers tlirontrli any part of the Germnn Empire. Russian pas- 
sengers, whether from the uorth or south, have to be routed over Krakau 
(Austriau-Iiussiau frontier) ; and thence to Vienna — liasel, iswiLi-ierlaud — Delle, 
Swiss French frontier— Nancy and Belfort, France— Antwerp, Belgium— and 
finally to Botterdam. Austrlans and others are all rented by way of Vienna, 
and then the route already shown is followed. This long, circuitous nmte not 
only inflicts consid^ble hardship on the passengers, but is a great source of 
expense to the company — our rate must absorb the difference between trav^ing 
by way of Germany and the route prescribed herein. 

Some time ago complained bitterly at tiiis ofRce about the 

treatment a certain " runner ^ (passenger solicitor) of His line had 
received at the hands of h colleague from tlie Holland-American 
line at a railway staticm in Rotterdam, and desired this consulate 
general to write the American GoTemment and .request it to take 
unmediate action against the trusts and pools.** The gentleman in 
question seemed very disappointed when this office was obliged to 
inform him that it was really not the province of an American con- 
sulate or the American Government to take up private quarrels 
between a couple of steamship " runners." 

When the instruction to furnish a report re the " Methods and 
Practices of Steamship Lines, etc." was received from the Department 

of State, the writer went at once to the aforementioned of 

the Line and invited him to make any statement or any com- 
plaint he might desire regarding the actions, discriminations, and 
general methods of any steamship combination or " pool," which he 
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might know to exist, but the foregoing statement was all he conlfl 

be induced to make. was asked specilically to stat,e 

whether or not the Lino had ever tried to ]jrevent h'un 

from getting passengers or freight at this port, or had offered lower 

rates, in order to get traffic away from the Line, but these 

questions were answered in the negative. As previously stated : 
Everyone seems to know or have an idea that a steamship " pool," 
which is supposed to be a bad thing for the public, exists, but no one 
has any clear idea regarding the methods of such a " pool " or is able 
to give any definite information or make any specific charges against 
any steamship combination or " pool " which may exist. 
^ a leading shipping firm in this city, writes as follows: 

We beg herewith to comply with your leqtieet to fornldi a atateiiieiit describ- 
ing the terms on which we ship goods to tlie United States. 

The standard line for such shipments is the Holland-American Line, whose 

Intest f^ailinc: list wo inclose heiowifh, showing the east coast Aniertcau ports 
servod by tlieir stoaiiiois, in admits n to whifh they also openite the Canada 
Line to Moiitro.il luuler an airreement with the Hamburg- American Line, the 
North neruijin Lloyd, ;tnd the Canadian Pacific Railway Co., by which line they 
also carry traffic destined for commercial colters in the North and Northwest 
of the United States at fixed through rates. 

The steamers of thia Canada Line start from Hamburg, and snbssQuently 
call at Bremen and Rotterdam for cargo. In weelcs when there are no snllings, 
pfvoiis can be «pnf fiom here via Antwerp without increase of freights from 
Rotterdam to interior points of the Ignited States via Montreal, by the Cana- 
dian Pacific steamers from Antwerp and their connections; e. g., to Chicago aud 
Cleveland. 

Apart from the aforenamed lines to the United States, we can ship, when 
reqnired by our senders, without any restriction or prejudice to them or to 

ourselves, by the steamers of the British steamship company called the 
I'raniuni Line. Tlioir freights to New York (Brooklyn) are somewhat lower 
(lian by tho Iloll.uid American Line steamers which are earryinp the mail ;ind 
passengers, first, second, and third class, together with general cargo, to 
New York (Hoboken). 

The Holland-American Line lias an agreement with the principal Belgian^ 
English, Canadian, and German steamship companies, constltnting the NorUi 
Atlantic pool or steamship conference on the understanding of mutual support 
and uniform oce;in freights, and their method under this agreement is to imb- 
Hsh n tariff of froiirlifs froni Kuropeaii to Ameriran T'^rts on equal basis, 
whetlier payable at tlio jiorts of shipment or of desriniition. but they are grant- 
ing special lower freights on s<ame basis of payment to those contracting ship- 
pers or consignees who for tlie running year or season promise in writing, 
tliat they will ship all their goods, or will have these shipped, by the steamers 
of the conference lines. No rebates are allowed to anyone. Contracting firms 
win be at Hborly to use nonconference steamers, when American consignees, 
paying the freijxlit. wish them to do so, and in the latter case such shipments 
will not he deemed a devi.ition from tlic (-ontract. and snoh «?hi]>p<Ms will con- 
tinually enjoy for the time named the lower freights stipulated therein. 

It may Interest you to know that competition exists internally among the 
**poor* llnea German wines, for instance, destined for Chicago and which 
ought to be Bhi|>ped from Rotterdam to New Torlc, and thence by an American 
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Railwa}' to the dtsliiuitiou iueiitionejl. are generally 8blpi)e(l from bere to 
Antwerp, und from tbere by Cauadiau Pacific steamerSf xiA Montreal, tu 
Chicago. The reason for this method Is that the Canadian Pacific Hallway Go. 
offers a rate 40 per cent lower than the regular ** pool *' rates, and is enabletl 
to do 80 by classifying wines as ** liquors.'* 

a leading Eotterdam importing firm of various classes of 

American goods, and which among other wares annually imports 
thousands of dollars worth of American machines and machine tools. 

declines to furnish any details as to shipi)ing rates, except by stating: 

We only he^' to say, that tlio rates wbicb we .ne paying for the goods we 
receive from the United States are to our satisfactioo. 

of the — — — Co., an American firm, states that he does not 

any detrimental effect from the steamship combination or 
pool rates in his business, but adds : 

It is possil>le — ^If "pooling'* arrangements cause higher freight rates— that 
tiie head ofiGU*e of our company in New Yorlc must take cognisance thereof in 
tusking contracts. This fact* however, can only be ascertained from our home 
ofllee. 

8. LisiOE) Consul General, 

ROTTEBDAM, NETHERLANDS, June 8, 1912, 



EniTon's Kote. — Mr. Listoe reports tl^nt ihv TTolland-ATnericnn 
Line maintains a regular service between Holland and the United 
Slates, while the Russian East Asiatic Line's steamers only call at 
Kotterdam on their way from America to Russia, and that he has 
been informed that some traffic arrangement exists between the 
two lines. 

The details of this arrangement are described by Mr. Paul Gottheil 
in his testimony before the Committee on the Merchant Marine and 
Fisheries (s<^c p. :'1<> r>f t]?e hearinofs in tho investigation of the so- 
called shipping combine). The understanding contemplates that 
ihe Kussian East Asiatic Steamship Co. intends to run to Russian 
ports only, but occasionally, when cargo is lacking, this line is 
obliged to call elsewhere, and has selected Rotterdam as the port. 
Rather than have a competitive war with the established service of 
the Holland-American Lme the Russian East Asiatic Co. agrees to 
maintain the rates of the Holland-American Line whenever it finds it 
necessary to call for freight at the port of Rotterdam. 



BEFOBT OF FBAHK W. MAHIN, CONSUL AT AMSTEBDAtf, 

mHEBIANDS. 

STEAMSHIP FREIGHT BATES FROM AMSTERDAM TO AMERICAN FORTS. 

No regular steamship lines i)ly between Amsterdam and nny port 
in the United States. Only at rare intervals, scarcely once a year, 
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a steamer may go hence to the United States with a cargo of some 
specific article, and it hafi no definite schedule of freight charges. 
Howeyer, steamers ply regularly between Amsterdam and South 
American ports, whose present freight charges for the principal 
articles which they carry are as follows per 1,000 kilograms (2,204^6 
X^ounds) or per 40 cubic feet— the steamship company deciding 
whether the charge shall be for weight or space : 



Printing paper 

Strawboard 

Cbeese 

Gin 

Cotton goods 

Wine 

Herring 

PoiiTxir 

Tunic oils 

Co I lie at 

II;iriiw;ire 

Empty bottles 

iron tubes, up to 4 inches 

Paints 

Candles - 

Machioeryi up to) toDi.. 

Cigars 

Condensed milk.......... 

Earthenware 

Wiia 



These rates are subject to change, dependent upon the state of 
the freight market, but within a short, period of time the change 
would ordinarily be slight. 

The steamship companies trading with Brazil are mainly in a 
trust. They add 10 per cent to the above-quoted rates to Santos 
and Rio de Janeiro, which is refunded to the shipper at the end of 
a year in case he has made no shipments by a nontrust line. 

Frank W. Mahin, Consul, 

AiiSTEKDA.M, ^SEiiitKLA.NUS, October 15^ 1912. 



Monte- 
video and 
Buenos 
Aires. 



4.87 
7.W 

7.M 
12.16 

14.58 
7.29 

12.77 
9.11 
6.08 
6.08 
4.R7 
6.fi9 
7.90 

(;. m 

7.29 
14..iS 
10.95 
0.08 
7.29 



Riode 



Saatoe. 



t9.7a 

ll.fiS 
17.4B 
12.76 

1«.«L 

16w41 

21.29 
15.20 
9.11 
1.3.98 
9.11 
9.11 

):i.98 
12. 7« 
15.20 
] 0. :« 
10.94 

*ia33 



S7.W 

ift.ao 

10. S5 
14.68 
9.73 
14. fig 

18.25 
13.38 

r.. 69 

1 2. 1 G 
7.1>9 
7.90 
12.16 
12.16 
12.16 
13.38 
8.51 
9.11 
&S1 



KEPOET or LAUEITS S. SWENSON, AMERICAN MINISTEE TO 

NOEWAY. 

X have the honor to report as follows: 

1. There is at present only one Norwegian steamship line between 
this country and the United States, namely, the Norway-Mexico 
Gulf Line, which runs to Newport News and some of our Gulf ports. 
This line has entered into no special contracts with railway companies 
in Norway, nor in the United States, as far as known. Paragraph 
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12 of the coDtract between the company and the Norwe^an Govern- 
ment (see answer No. 3) provides that all contracts entered into 
with railway or steamship lines shall on demand be submitted to 
the appropriate dcj^artment. and that no contracts shall be entered 
into Willi foreign States without the department's approval. 

The above-named line is a member of the Sonth Atlantic West 
India and Pacific Conference, but has steadily refused to join the 
North Atlantic pool or the Baltic pool. It will ha\ e a traffic and 
sailing agreement with the newly organized Swedish- American Mex- 
ico Line, which has recently been voted an nnnual subsidy of 50,000 
kroner per ship, not exceeding a total of 150,000 kroner, by the 
Swedish Riksdag. Its ships will touch Norwegian ports, the sail- 
ings to begin about September 15th next. It will be a member of only 
such pools and combinations as the Norway Mexico Gulf Line has 
joined, the two being banded together for mutual profit and pro- 
tection. 

The United Steamship Co., of Copenhagen, which is also engaged 
in the carrying trade between the United States and Norway, has no 
special contracts with Norwegian railways. The line is a member of 
the North Atlantic pool and of its branch, the Baltic pool. 

A new company, the Norwegian American Line, expects to have 
ships running between Christiania, Bergen, and New York by next 
year. The management has declared that it will not join the North 
Atlantic or the Baltic pool, but an effort is being made to effect an 
agreement with the Norway-Mexico Gulf Line and the Swedish- 
American Mexico Line. 

2. No such method obtains. As to subsidies, see answer No. 3. 

3. The Norway-Mexico Gulf Line receives an annual subsidy of 
100,000 kroner from the Norwegian Government, which allowance 
expires in September, lOKl 

The new Norwe^an American Line has been voted a subsidy of 
1,000,000 kroner, to be paid between its inauguration next year and 
June 30. 1915. 

4. No buch ownership or control exists. 
5-6. Covered by the above answers. 

Laubits S. Swenson, 

Afnerican Minister, . 

Chbistunia, Nobway, June ^6^ 1912, 



Editor's Note. — Various witnesses in their testimouy before the 
Committee on the Merchant Marine and Fisheries testified to the ex- 
istence of a so-called " Baltic Pool." According to information tar- 
nished to the committee in response to a request for the same from 
representatives of the steamship lines, it appears that the several lines 
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engaged in the trade from American ports to the Baltic (viz, Det 
forenede Danipakibs-Selskab, Hamburg- American Line, Wilson Line, 
and North Germnn fJoyd) arc now pnrties to an agreement, consist- 
ing of various rules and resolutions agreed to at various meetings 
lield during the veal's 1905-1912. Briefly sununarized, these rules 
and resolutions provided for the following : 

(1) The formation of 2 separate pools as regards 19 commodities 
coming under the head of " provisions," each pool referring to a par- 
ticular group of commodities. For each of these two pools relative 
basis rates are established for the ports of Baltimore, Newport News, 
Norfolk, Montreal, Philadelphia, New York, nnd Boston, subject to 
Kiich changes as the adjustment of tonnage may from time to time 
make necessary. As regards each pool the four lines subnutted their 
carryings for three years, and in accordance with this data the per- 
centage allotted to each line was agreed upon. The results of each 
pool are divided in accordance with the percentages agreed upon, 
and an adjustment is effected every six months during the currency 
of the agreement, which is to continiio from year to year. !i!id the line 
or lines shown to be overcarried must pay in cash to tliose short- 
carried aiiv difference then sho\vn. It is also aorpeed that all lines 
accept the enumerated articles only on through bills of ladint^, and 
that where optional bills of lading are issued to the discharging port 
of the Atlantic steamer, with privilege to be forwarded to a Baltic 
port, such shipments are to be included in. the pool, provided the priv- 
ilege is availed of. 

Tf the agreement operates un fairly or disadvantageously upon any 
service it is arranged that a readjustment shall be promptly effected 
between the owners of the lines, so as to make the disposition of the 
business fair and equitable. Disputes are referred to the decision of 
two arbitrators representing the respective interests to the disputes, 
who in turn are empowered to appoint an umpire, and the decision 
of the arbitrators and umpire is final and binding upon all the 
parties. 

(2) The establishment of a pool between the aforementioned four 
lines as regards shipments of certain articles classed as " agricul- 
turals " from Kew York, Boston, Philadelphia, Baltimore, and New* 
port News to Russian and Grerman ports on the Baltic, as well as to 
ports of Denmark, Norway, and Sweden. Shipments, as in the pre- 
vious eases, are divided among the lines on the basis of agreed per- 
centages. 

The other arrangements governing this pool are similar in char- 
acter to those described under the first class of this description. It 
is provided, however, that American agents be instructed to see that 
articles coming under this pool be shipped by the lines which can 
earn the largest net sea freights by arranging not only their engage- 
ments but, when possible, through exchange of cargo, the lines honor- 
ing each other's through bills of lading. 

(3) The formation of another pool by the aforeinentioiied four 
lines as regards the shipment of 18 other articles of export from and 
to the same ports enumerated under the second section of this note. 

• In the main the detailed arrangements gov^ing this pool are simi- 
lar in character to those adopted for the regulation of the other pools. 
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It should be stated that the several pools described ;iV) ne run for 

different p(^riods of time, and thnt the lines np-ee to forward their 
manifests and statements of fr^^itrlit to the acting secretary by t1ie 
end of every month for the preceding month, and that the statistics 
must be completed by the acting secretary by the 15th day of the 
next month. 



BEPOBT OF HAAXOir E. BAHB, JB., VIOS AHD DEFVTY COHSUL 

GEHERAX, GHBISTIANIA, NOEWAY. 

1. There exist no pools, rebates, or other agreements between any 
of the lines from Korway to the United States. Neither do the 
steamship lines have any agreements with the railroads^ thereby get- 
ting a different or more favorable through rate. All the principal 

lailroads belonging to the Norwegian State, and thus under official 

control, snch an agreement would be absolutely impossible. 

2. It niay here be stated tliat some of our steamship lines have a 
yearly subsidy from the Government foi- doing some special services. 
Of these I will mention that the Otto Thoresens Line has a yearly 
subsidy of 30,000 kroner for keeping up a regular route between Xor- 
WRY, Spain, Portugal, and Italy. The Mexico Gidf Line has a yearly 
subsidy of 100,000 kroner for keeping a regular route between Nor- 
wny, Cuba, Mexico, and the United States harbors by the Mexican 
Gulf. The new Norwegian- America Line, which is supposed to start 
in the sprmg of 1913, to begin with two steamers of 12,000 tons, 
which already are being built in England, have just received from 
the Norwegian Storting (Parliament) 1,000,000 kroner, to be paid in 
equally large amounts for three years, for keeping up a regular 
route between Norway and New York. These subsidies are granted 
by the Norwegian Storting (Parliament) for from 1 to 10 years at 
the time. When the time expires the company or person may apply 
again, and perhaps get the same amount again or perhaps a smaller 
subsidy. 

4. None of the Norwegian steamship companies are owned or 
controlled by the railroads. 

As explained in 1, 2, and 4, none of the Norwegian steamship 
tines appear to he in contravention of the commercial treaties of the 
dnited States or in violation of tiie laws of the United States. 

Raakok E. Dahb, Jr.f 
- Vice and Deputy Consul Creneral. 

Kkistiania, /Pij9. 
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S£FOET OF OYEITS £. WOODS, AM££ICAif MINISI££ 10 POBIITGAL. 

I have the honor to report that, in compliance with the instruc- 
tions contained in your fiJe No. 800.88/1, I have investigated the 
methods and practices of steamship lines engaged in the foreign 
carrying trade of the Ignited States with Portngah 

I learn that this country does not liave a merchant marine, and 
tliat tliere is but oi»e line regularly and directly engaged in the carry- 
ing trade between this port and the United States. That is the 
Fabre Line, and its boats stop here en route to Marseille. 

My information is that it has no combination with the railroads 
of the country for the purpose of fixing rates and tariffs or of 
giving rebates, special rates, or other special privileges or advantages 
to either shippers or railroads. 

'My information also is that the railroads of this country have no 
interest in the line, and that the Portuguese Government, in order 
to have the line make Lisbon a port of call, pays it $1,000 per trip. 

The conduct or practice of the line, in so far as this country is 
concerned, does not seem to me to be in contravention of any commer- 
cial treaty of the United States or in violation of the laws of the 
United States. 

Oyhus £. Woods, Ameriean MimUUr. 
Lisbon, Pobtuoal, June 191iS. 



BEPOET OF WILLIAM E. DOTT, COmUI. AT BIGA, BITSSIA. 

The steamship companies regularly engaged in the foreign-carry- 
ing trade of the Russian ports on the Baltic Sea have, for some con- 
siderable time, formed a combination to regulate ocean traffic from 
northern Russian to northern European and trans- Atlantic ports. 

The combine is officially known as the Northern Intematioxial 
Transoceanic Traffic Association, and consists of the following steam* 
ship companies: The United Steamship Co., of Copenhagen; Thomas 
Wilson Sons & Co., of Hull ; the Russian Asiatic Steamship Co., of 
Libau; Neptune Line, of Bremen, and others. A complete list of 
these lines is given as an appendix, marked **A.'' 

Representatives of these lines meet at stated intervals the dele- 
gates of the Russian State trunk railroads, with which tiie combine 
has agreements relative to tariffs, to decide upon the future policy 
of the combine and to settle rates of fraight 

At its last conference, which was held at Wiesbaden, Germany, 
on October 5, 1912 — the twenty-third conference of the combine^ — 
the following resolutions were passed according to a notice in the 



Digitized by Google 



METHODS OF STEAMSHIP LINES CAIIBYING FOfiEIGN TBADB. 97 

Riga Boersenblatt, the official organ of the Higa Chamber of Com- 
m^ce, dated October IC, 1912, taken from the Allgemeine Schif- 
fahrts Zeitung : 

(1) Stpamshlp companies enjrap:e<l In tlie Xorthern TnternntioTml Transocennlc 
Tratlic sLouUl keep regular s;iiling dates and should notify tli(« railroads, when 
ill place of the regular liner, a substitute steamer has been laid on. At the 
end of the navigation senaon shipping companies will be requested to forward 
to tlie railroads n scbedule of their sailing dates in order that, In the event of 
any dispute arising, it may be settled by mntnal agreements. 

(2) Relative to a new lino to be estabUahed by the United Steamship Go. of 
Coppnlmgen, from Spnnlsli, Porttifrnese, Itnlfan. and French ports to St. Peters- 
burg, the conference Mssents to an agreement being entered into with the above- 
mentioned steamship company, subject to a statement of the ports of call, the 
number of sailings, and tiie rates of freight. 

(3) Tbe steamship line from Liban to New York of the Russian Airiatic 
Steamship Co. is permitted to trade between New York and Llbau, Riga, and 
Windau, on the following conditions: The company will be required wltbln 
four weeks to notify the manajring director of the Northern International Trans- 
oceanic Traffic Association of M*^ mtos of freffrht. who will thereupon communi- 
cate them to the other interested stpiiniship conip.uiies. If no protests are 
raised by these companies within eight weeks after receipt of the commuuica- 
tlOQ the admission of the Busslan Blast Asiatic Co. to the trade will be con- 
sidered as approved. 

(4) Tbe conference agrees to an Increase in the freight on road rollers 
shipped from Hull to Reval, Riga, LIbau, and Windau to $9.61 per ton. 

(5) Tbe next conference will be held in 1913 at Hamburg; probably in Sep- 
tember or October. 

The association is supported in its policy by the action of the 
Russian State railroads, which allow merchandise to remain in the 
cars for a certain nnmbfer of days prior to shipment, provided this 
is effected by a vessel belonging to the combine or by an occasional 
vessel flying the Bnssian flag. 

The time thus allowed amounts to 14 days in the case of goods 
transported to Baltic ports and to 80 days for consignments to ports 
on the North Sea and elsewhere. On the other hand an inland 
meichant shipping by a vessel not belonging to the combine or not 
tmder the Russian flag who fails to remove his goods from th« cars 
immediately on arrival would be charged demurrage according to 
the following rates of the ordinary Russian railroad tariff : For a 
poiod of 1 to 5 days, one-fifth kope(± per pood (36 pounds) ; for 
a period of 6 to 8 days, two-fifths kopeck per pood ; for a period of 
^ to 11 days, three-fifths kopeck per pood ; for a period of 12 to 14 
days, four-fifths kopeck per pood ; for a period of 16 to 80 days, 1 
kopeck per pood; and thereafter, for each period of 16 days, 5 
kopecks per pood. 

Furthermore, there is in force a special tariff which differentiates 

from the ordiuaiy railroad tariff in favor of certain classes of goods 

88187—13 7 
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when cxportL'J from Kussiun Tialtic p(.rts and which lilvewi^e applies 
«nly to mercliiiiidise shii)i)('(l by vessels of the combine or by those 
sailing iiiulor the Russian ihg. 

This tariff, which is issued with the authorization of the official 
manager for the international traffic of KiiPsian railroads, is entitled 
"Taritf of the Northern International Transoceanic Export Traffic 
for the transport by slow freight of merchandise from Russia," and is 
dated 1/14 October, 1907. It substitutes Tariff No. 7159 and has 
the following supplements: No. 1, dated 1/14 January, 1908; No, 2, 
dated 15/28 July, 1908; No. 3, dated 1/14 July, 1909; No. 4, dated 
1/14 March, 1911: and circulars of 1/14 August, 1912; of October, 
1912. and November, 1912. 

It must be stated, however, that the tendency of the supplements 
to this tariff is to an equalization of the difference in the rates 
beween the ordinary tariff and the special export tariff, as appears 
irom the example shown in appendix marked " C." 

From the forcing it thus appears that the existence of an inter- ^ 
^national shipping combine for handling exports from Russian Baltic 
seaports to north European and American ports is officially estab* 
lished and that the Bussian State railroads have entered into agree< 
ments with the shipping companies forming the combine which tend 
to favor these lines at the expense of independent firms. 

The result of this combination and agreement between the rail- 
roads and shipping lines has been that for some years ocean freights 
from these ports have shown little fluctuation, and only since the 
last year has there been a considerable rise in the rates charged, with 
a further small increase during the current year. 

This is shown by the annexed comparatiye table (marked B 
of freight rates for the years 1908-1918 and that for 1901 on car- 
tain leading articles of export from Biga to the United States, which 
has been taken from the Annual Statistical Abstract published by 
the Ki^a Chamber of Commerce. The rate for 1913 has been ob- 
tained pri\ately. 

A copy of the agreement Iwtween the shipping firms forming the 
combine can not be obtained here, for the reason that these firms, 
with the exception of the Russian Asiatic Steamship Co., are only 
repret^ented in Riga by agents, the head office being situated in other 
countries. It has likewise not been possible to procure the official 
Russian export tariff, published at St. Petersburg, as, on requisition, 
it was stated that the edition was out of print. 

To sum up it may be confidently asserted that the policy hitherto 
pursued by the association does not coincide with the interests of 
American importers, who are in the large majority of cases also owners 
of the merchandise shipped from the Russian seap'v/ts to the United 
States. There is a disinclination on the part of the lines forming the 
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combine to lay on additional steamers at the ports of transsliipuieiit — 
London, Hamburg, Copi'iiluigen, Hull — when trade is brisk and ex- 
ports are bea\y, with the consequence that gouds remain for a con- 
sidernhle len^ifth of time on the docks, exposed to all the inclemency 
of the weather. The loss to tlie importer through such a delay must 
be (julte lieavy, and could well be avoided were these competing lines 
or tiie shipping line of the combine more attentive to the interests of 
the trade community. Quite recently goods shipped thither in 
trnnsit to Boston lay for fully six weeks before being forwarded to 
their final destination. The agent of one of the leading members of 
the combine has stated to this consulate that he would prefer to see 
the association dissolve rather than that the agreement be continued 
in its present form, but that the lines interested are averse lo a 
change. 

W. F. DOTT, CofMuf. 

Btqa, Russia, Febvuoery 11^ 1913* 



AmRDEC A. 

Li%t of $hipfiing lines forming the combine at deeignated fiorln. 

At St Fetembarg: 

(1) Tbe Royal Netherlands Steamship Co., of AJDSterdam. • 

(2) The United Steamship Co., of Copenhagen. 

(3) Sreanishli^ Co. Argo. of Bremen. 

(4) SleaiHship Co. A. KIrksten, of Hamburg. 

(5) Steamship Co. Thomas Wilson Sons & Co., of Hull. 

(0) Steamship Co. W. G. Stott & Co., of Liverpool. 
(7) Steamship Go. A. Cocker &.Oo^ of LtTerpool 
(S) Northern SteuDflihlp Gb., of St. PeterBibarg. 

(9) Hansa Steamship Co., of Luobeck. 

(10) Steamship To. J. & P. Hutchison, of Glasgow. 

(11) New Steamship Co., of Stettin. 

At Beval: The aboTe-moitloned steamahlp conqiHinlM. 
AtElga: 

(1) The United Steamship OOt Copenhagen. 

(2) Steamship Oo. Neptune, of Bremen. 

(3) StenmshTp Co. Thomas Wilson Sons & Co., of Hull. 

(4) Steamship Co. James Cormack, of Leith. 

(5) Riga Steamship Co., of Riga. 

(6) Northern Steamship Co.; of St. ]?etenlbarg. 

(7) Rlga-LuebeclE Steamship Co., of Luebeck. 

(8) Riga-Stettin Steamship Co., of Stettin. 

(9) Baltic Steamship Co., of Stettin. 
At Libau : 

(1) United Steamship Co.. of CopeuhaKen. 

(2) Hamburg-America Line, of Hamburg. 

(3) Steamship Oo. L. F. Matls & Co., of Hamburg: 

(4) Libau-Liiebeck Steamship Co., of Luebeck. 

(5) Steamship Co. Courltind, of Stettin. 

" " ^\ /"* 
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At Wlndnn : 

(1) Uutted 8teaiu6biii Co., of Copeuhagen. 

(2) SteamBlilp Oo. Keptime» of Bremen. 
(8) Steamebip Co, Argo, of Bremeo. 

(4) Steamship Go. A. Klrsten, of Hiimburg. 

(5) Stenmship Co. Thos. Wilson Sons & Co., of Huli. 
(G) StennisMp Co.. Janios Cormrtck & Co., of LeitU. 

(7) Kign 8teaiiisl)ip C^., of Kif-M. 

(8) Hansa Steani^iliip Co., of I>uebeclc. 



Appenois li. 



Cimparative tabic showing the ocean rates jsrr fun of freight on certain leading 
articles of export from Riga, Ruaniu, to the United States* 





1908 


1909 


1910 


1911 


1912 


1913 » 




6.07 
4.25 
7.W 


?9.11 
0.07 
4. :.i 

7.90 


$9. 11 
6. 07 
4. ?S 
7.90 


19.11 

(3.07 
4. -JS 
7.90 


$12. 15 
6.tt8 
(i.07 
7.90 


$13.38 
7.29 
«.C8 
8.61 



» PIt'* 5 per cent. 



Statement ahowing the differvnvc in the railroad freight rates on butter shipped 
from Kurgan, a station on the Trans-Silterian Baiiroad^ to the port of Riga. 

Kope cks [)i r pood 



(30 pounds I. 

(1) Freight by ordinary railroad tariff 00.20 

Freight by special export tariff of Oct 1/14, 1007 88.85 

Difference in favor of exiwrt tariff 35. 83 

(2) Freight by ordinary railroad tariff 09. 20 

Freight by supplenieDt of Jaiy 1/14, 1900, to export Mrlff 09. 20 

Difference tn favor of export tariff . None; 



EEFORT OF HEIIBY H. HOSOAN, QOVSUL WSEBAL AT BABCE- 

LOHA, SPAIV. 

Thero arc only two lines, both Spanish, maintaining a regular 
through freight service, i. e., without transshipment, between Spain 
and the United States proper. These are the Oompanla Trasatlfintica, 
maintaining a direct service from Barcelona, Valencia, Malaga, and 
Cadiz to Hew York, with sailings about once a month, and Pinillos, 
Izquierdo Co., with sailings from Barcelona, Alicante, Malaga, and 
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Cadiz, via the Canary Islands, Porto Rico, and Cuba to New Or- 
leans or (jralvoston (usually the former port), ai iui^rvals of about 
15 or 20 days. Both of these lines maintain a direct service between 
Spain and Porto Kico, and the Compani'a Trasatlantica has also a 
reirnlar serv-ice to the Phili])[)iiios. 

(i()()(ls passing between tiie United States and Spain are. however, 
handled by other non- Spanish lines, transshipping at Hamburg, 
Mai-seilles, or other ports, and Austrian and French boats, passing 

I from Trieste and Marseilles, respectively, for New York or Phila- 
delphia, occasionally stop at Barcelona en route. Another Spanish 
company, Sota & Aznar, also has sailings at irregular intervals from 
Sagunto with cargoes of iron ore bound for Philadelphia, or, occa- 
Monaily, New York. Practically, however, the traffic may be divided 
into two classes, (1) through service by Spamsh lines to the United 

I States, and (2) transhipments by foreign lines. 

I am informed that about eight years ago an agreement was formed 

I between the Compaiifa Trasatl&ntica, Linea Piniilos, and the Com* 
pama de Navigaci6n TrasatUntica to put an end to the former sys- 
tem of cutting rates between these companies, and a schedule of rates 

f to be charged by each of these companies for freight and passengers 
was agreed upon. Allowance was made in fixing these rates for the 

t larger boats and more rapid service of the Compafifa Tiasallantica. 

j Kates were to remain in the same proportionate scale or be changed 
by mutual consent us long as this arrangement remained in force, and, 
nccording to my information, it still exists and is binding upon the 
Piniilos and TrasatlantiVn companies. About three years ago the 
third company to the agreement, the Compania de Navigacion Trans- 
atlantica ceased to exist. 

Although this agreement I am informed is of documentary charac- 
ter, it is regarded as strictly secret, and is in the possessimi of the 

j heads of the respective companies only, so that it has been impossible 
to obtain a copy or even an inspection of the agreement to substan- 

I ttate the statements made to me. I may add that not only the local 
clearing agent of the Trasatl6ntica Co. but also the main office of that 
company deny any knowledge of such an agreement as the above. 
My opinion, however, is decidedly in favor of the existence of the 

, agreement. 

The effect of this agreement, according to my informant, was to 
stimulate foreign lines clearing at Spanish ports, to divert Spanish 
! commerce to their respective lines by cutting rates, more frequent 

sailings, etc. For a time this effort was to some extent successful, 
but latterly the Spanish lines have gained all t'lat they had formerly 
lost, due (1) to the natural ])reference of Spanish manufacturers for 
Spanish lines, and (2) to national subsidies; so that now the Spanish 
lines carry a larger percentage than ever of Spanish commerce. 
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Further, as a result of the subsidies received from the Spanish 
GoTemment, further details in regard to which are given in the 
report of the minister, all proposed changes in freight rates must be 
submitted to the Government at Madrid for approval before being 
put in force, the company being rtMjuii-cd to show that such change 
in rates AviJl not i)iit any unnecessary burden on Spanish commerce 
and industry. This requirement, however, applies only to the Com- 
panfa Trasatldntica, as it is the only one of the companies concerned 
receiving a national subsidy. 

As far as T am able to learn no system of rebating or pooling of 
earnings exists, and freight rates are only for deliA ery at coast ports, 
the rates paid the steamship companies never incUulin<j: transporta- 
tion from coast poits to the interior. All information received 
agrees that tlie railroads and steanisliip companies are distinct or- 
ganizations, not controlled by tlie same capital, and no combinations 
exist between them as to rates. So far as can be ascertained the 
foreign lines, which divide among themselves the commerce with the 
United States not handled by the Spanish lines, generally transship- 
ping at some foreign port, hasre no combinations or understandings 
inter se or with the railroads in regard to rates. 

There are no commercial treaties between the United States and 
Spain which would be contravened by any arrangement for the 
fixing of rates, nor do I know of any law of the United States which 
such an agreement is a violation of, unless the Sherman antitrust 
law be construed as applying to foreign steamship lines plying be- 
tween American and foreign ports. While the agreement, as has been 
mentioned, is kept as secret as possible, there has probably been no 
occasion to make any positive efforts to prevent publication of it in. 
the United States. 

It is difficult to see how the existence of the agreement mentioned 
can have any deleterious effect upon the commerce of the United 
States proper, at least under present conditions. The Oompaufa 
Trasatlfintica and the Linea Pinillos, maintaining as they do the 
only through freight services between Spain and the United States, 
have to a certain extent a control of the situation up to the limit at 
which a cheaper rate charged by a foreign company may be sufficiently 
lower to overcome the disinclination of the shipper to submit to 
delay and inconvenience resulting from transshipment. Further- 
more, the two Spanish companies, reaching as they do entirely dif- 
ferent sections of the United States, can hardly be regarded as com- 
petitois inter se. As it is to the interest of the companies to obtain 
as much freight as possible, this monopoly of through service must be 
exercised in a reasonable manner, and the rates charged by the 
Trasatlantica and the Linea Pinilh)s do not seem to be excessive 
or tlie bubject of complaint from American shippers. 



Digitized by Google 



METHODS OF STEAMSHIP LINES CARBYING FOBEIGN TRADE. 103 

The situation is also somewhat complicated by the fact that the 
commerce from the United States to Spain is considerably in excess 
of the commerce from Spain to the United States, and I understand 
that it is at times impossible to obtain space on the boats of the 
Trasatl&ntica when they arrive at Kew York from Habana, their 
first point of clearance, bound, via New York, for Spain. This, 
however, has not been the case merely with the Spanish line, but the 
boats of many foreign companies bound from the United States for 
various European countries have been unable to accommodate the 
demand for space, and hence is to a considerable extent, if not 
mainly, a general rather than a local condition, which has been 
particularly evident during the. past year. 

Of course the subventions paid the Trasatl&ntica would to such 
an extent be a handicap operating against any proposed competing 
unsiibfiidized lines, thou^li most European lines are also subsidized, 
frequently more heavily than the Companfa Trasatlantica. 

Henry II. Morgan, 
American Consul General. 

Barcelona J Spain, Ma^/ 29^ 1912, 



K£f OBI OF aUSIAVE SGEOLLE, GHAEGl; D'AFFAIEES AT liASEID. 

(a) bounties on general navigation. 

No direct system of bounties and subventions to Spanish shippini? 
existed before the year 1909, and the system now obtaining will be 
best explained by the followin": summary of the law of June 14th 
of that year, known as the " Ley para el fomento de las industrias y 
comunicaciones maritimas nacionaies " (law for the development of 
national maritime industries and communications). 1. National 
steamships engaged in high seas and coastwise trade receive navi- 
gation bounties amounting in the first case to 40 centimos, and in 
the second case to 50 centimes per ton gross and per 1,000 miles 
navigated. In order, however, to gain a right to the above-mentioned 
bounties, ships must fulfill certain conditions of which the most 
important are: (a) That the entire crew shall be Spanish; (h) that 
Spanish mails shall be carried free of charge; and (c) that the 
average amount of cargo carried through the year shall not be 1^ 
than 50 per cent of the ship's maximum capacity, and that of this 
50 per cent 30 per cent shall consist exclusively of natural products 
earned in the export trade. No one ship shall receive during any 
one year boimties for more than 20,000 miles navigated in the coast- 
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wise trade, nor for more than 30.000 miles na\ igated on the high 
* seas. The total liability of tlie novernnient under the heading in 
limited to 2,000,OU() pesetas (approxnnately $580,000). 

(c) The bounty is raised to 1 peseta per ton and per 1,000 miles 
navigated in the case of vessels whose average speed is 13 knots, 
and which maintain a monthly service between ports on the north 
or northeast coast of Spain and New York and Habana. The total 
liability of the Government under this heading is limited to 950,000 
pesetas. The same conditions with regard to the nationality of the 
crew and the carriage of the mails, as were under section 1, must be 
complied with by ships claiming the above bounties. They are also 
required to maintain throughout the year an average of Spanish 
exports amounting to 40 per cent o) their maximum capacity and 
of imports to Spain amounting to 33 per cent of their maximum 
capacity. The figures are reduced to 33 per cent and 25 per cent, 
respectively, in the case of steamship) lines ihat have been in existence 
less than two yeai-s. 

The total annual liability of the Govemnient in respect to navirra- 
tioii bounties of the two above classes (*omi)ined is limited to '2.1)00.000 
pesetas. No statistics are, however, available with regard to tlie 
bounties actually paid by the Govermiient during 1910. 

I (b) SLBVE^'TIONS FOR SPECIAL SERVICES. 

♦ 

Under the laws of June 14th, 1901), regulations were introduced for 
the establishment of regular services by the Spanish mercantile ma- 
rine between Spain and various parts of the world. The lines 
engaged in such services hold Government contracts and enjoy sub- 
ventions, calculated according to the average speed and the number 
of miles navigated. All ships so engaged must fulfill certain condi- 
tions, of which the following are the most important : (a) Free car- 
riage of mails and of the precious metals destined for conversion into 
comage. (&) Carriage at special rates of official passengers and 
cargo, {c) Liability to serve as auxiliary cruisers in case of war. 
(d) Ships fitted to engage in the emigrant traffic must compete with 
their foreign rival lines and must give special facilities for the trans- 
port of emigrants to llie Spanish })ossessions in Africa and to Mo- 
rocco, (e) A scale of fares '30 per cent lower than the ordinary tariff 
must be established for ooniniercial agents and offieial commissions 
sent abroad by the Goveniment to attend exhibitions, etc. Ten free 
pns'^nges must be granted to America annually to the minister of 
public instruction, who will allot them to com mis,si oners sent abroad 
on missions of natural utility. (/) Preference must be given to 
Spanish over foreign merchandise at all the ports of embarkation. 
{g) All freight tariffs must be approved by the Government before 
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being put in foire. (h) Froe carriagfe of patterns, samples, and ob- 
jects destined eitlier for bpanisli commercial museums or for exhibi- 
lif)ns held abroad. (/) All vessels receiving a subvention must be 
Ihe property of Spanish citizens, must fly the Spanish flag, and l>e 
registered in Spain. (;) Crews must be entirely Spanish, {k) Ships, 
provisions and stores must be embarked, in so far as possible, in 
Spain, and shall consist of Spanish products. When coaling in 
Spanish ports at least two-thirds of the coal embarked must be 
Sparii-li. 

The following complete list of subventioned services, showing 
route, number of sailings, oontract speed, amount of subvention, ton- 
nage, and number of vessels to be engaged, is annexed to the law of 
June 14, 1909 : 



Mediterranean 
ports to New 
York, Cuba, 




Do. 




Route. 



Any port ou the ca-t i o:x.'<t 
ol Sjjairi to Cridiz, New 
Yoric, Hal)aiia. \crfi 
Crij/,: f :)ii!>cctions be- 
tween Uabanaand N>\v 
Orlciias. 

Cotinwtions bclwecn Ua- 
bana, Savannah, rhtirins- 
town. Ocori;olown. Mai- 
timore, and I'liiladd- 
pha; ounno'iioMs be- 
tween Now Yiii!-, Uor- 

• Xaa, Qtiebec, and iitxk' i 

tceaL I 

Anv j>ort on the east coast 
o\ Spain to CaUii, t^na- 
rtes^ Pona Rtc6, HabAr 
tta, Gotoo WDtt returning : 
vl«PoMaBfCO. 
Any iiort <m the north 
cosm of Spain to I'ori 
Rniil, Suez, Siiif;aj>ore, 
Manila. 
Conibine<l servire with 
Jyivcrpool. Christianiii, 
Co|>cnhaf,'cn, Mai mo, 
I/ibau, Hijra, Stix k- 
ho\m, Uelmsfonl, and 

1 4»iiiHLH.tJoii ui-lween I'ort 
Said orAdon and Sydney: 
oonnef lion belwecu Adeui 
or Colombo and KattH 
chcc-Hombay. ' 
Connoction bptweon ' o- 
lomKtand alcutta;c'jit- 
I ix-twocn Adcti 
iiiho and Zanzibar 
/ iiTil'itinp: con- 
iKBclioii lielween Mo/,am- 
bl<iue an<l < apeto\v!i; 
connection between Sin- 
gapore, Sar^on, Hong- 
kong, Shanghai , I TioRo and 
Yokohama: ooiinocti'm 
between Sbanjchai and 
Port Arthur: oonnpctlon 
between Shanghai, Nas;- 
asaki, nn(! Vladivosrok; ) 
connection between Sin- 
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The Spanish steamship lines at present in receipt of subTention:^ 
for special services are the following: Compania Transatlantlca, 
services between America, and Spain, and the Philippines. 

None of the above companies are prepared to furnish information 
as to the amount of bounty which they actually receive from the 
Government 

(C) BOUKTY ON SHIPBUILDIKG. 

Spanish shipbuilders pay the full customs duties on material 
imported, but receive the following bounties: (1) Per ton gross ^of 
all wooden ships constructed to navigate without motive power of 
their own, 80 pesetas. (2) Per gross ton of wooden ships with 
motive power, 100 pesetas. (3) Per gross ton of iron or steel ships 
without motive power (dredgers, floating cranes, hoppers, etc.), 120 
pesetas. (4) Per gross ton of iron or steel cargo boats, 160 pesetas. 
Th(^ same bounty is paid on tlie fishing boats constructed of iron or 
steel. (5) Per gross ton of iron or steel vessels constructed to carry 
both cargo and passengers, 170 pesetas. (6) Per ton irross of iron 
or steel vessels constructed for passenger servic^i, 185 pesetas. An 
additional 10' per cent will be paid on every knot in excess of 1-1 
attained in trials undergone by the vessel when carrying half her 
I'ja.ximuni cargo. 

The above scale of bounties having been established in 1909, the 
f 1 lowing year was the first in which payments were made to ship 
builders. They amounted in that year to a toin] of 788.432 pesetas. 

GUSTAVE SCHOLLE, 

American Charge Affaires, 

Madbid, May 2Syim, 



REPOBI OP EBNESI S. HARRIS, CONSUL GENERAL AT STOCKHOLM, 

SWEDEN. 

T have the honor to state: 

1. In reply to this (juo^tion. the only arrangement of this nature is 
the one which exists bet\\ fcn the State railroads and the East-A^intir 
Steamship Co., to the ellect that goods may bo shipped and freight 
rates quoted from any inland city or town in Sweden to the Far Easr. 

2. None. 

3. At present the Swedish line running to Argentina is subsidizecj. 
There is also at present a bill before the Parliament to subsidize the 
Swedish-Australian Line and the newly formed one running to 
Mexican ports. This will be decided within the next few weel^. 

4-6. None. ^ 
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* 

I may add that there is no direct Swedish steamship line riinnin** 
to the United States. I have the honor to be, sir, 
Your obedient servant, 

Ernbst L. HARIttS, 

Consul General. 

Stockholm, Sweden, May 1912. 



EEPOM OF GABKIEL BIE EAVHDAL, CONSUL GENEEAL AT 

CONSTANTINOPLE, TTJEKEY. 

SIBAUSHIP IJNE8 CASRYINO AMERICAN PRODUCTS TO FORTS IN THE 

i;evant. 

In order that this report shall include complete and satisfactory 
answers, so far as practicable, to the interrogatories concerning 
which the department requests a report, I have deemed it advisable 
to consider it from two standpoints, i. e., the steamship lines which 
cany American products, either direct or by transshipment, from 
the United States to the Levant ports, and the lines which operate 
between the Levant and United States ports. 

Up to the present time the only direct line which operates be- 
tween New York and the Ijevant is the America Levant Line; offices 
care of McAndrews & Forbes Co., Camden, N. J. This line at present 
only operates as far as Smyrna, stopping at several intermediate 
points, but arrangements are now under way whereby the company's 
steamers will run to Constantinople and certain Black Sea ports. 

The following lines, operating out of New York, accept goods for 
the Levant with transshipment at intermediate points: 

British : 

The Cunard Liue, I.iveii)oo], Trieste, Fiunie. 
The White Star Line, Liverpool and Naples. 
German : 

The Hnmburs-American Line, Hamburg and Naple& 

The Norddeutiseher Lloyd, Bremen and Naples. 

The Austro-Anien'cnim T-ino, Trieste and Pntrns. 
Greek: Tlie Natioiinl Steiim .Navigation Co. ot Greece, Piraeus. 
French, via Marseilles and Havre: 

The Fabre Line. 

La CoDipagnie Transatlantlque. 
Italian, Tla Naples and Genoa : 

The Italian General Navlgatlou Co. 

Sicula Anioricaua. 

I-Ioyd Sabaudo. 

La \>lnre. 

Lloyd Italia no. 
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The lines whicli carry goods from the above-mentioned transship* 
inent ports to the Levant are given in the second part of this report 

I am informed by several local steamship agents that there is an 
agreement between all of the lines accepting goods at Kew York, 
Boston, and Philadelphia for Levant ports, with the exception of 
the Fabre Line and the National Steam Navigation Go. of Greece, 
for the purpose of regulating and controlling freight rates. I am 
not able to state whether Or not the America-Levant Line is in- 
cluded within this agreement, but as this line has informed me that 
they adopt the same tarilT from the Levant to United "States ports 
as do the lines in the " Liveipool agreement," it would appear that 
they follow the same pruclice in regard to rates on freight shipped 
from United States purld lu tlie Levant. 

I inclose lierewilh a copy of a tariff of freight rates entitled 
" Freight rates from Atlantic ports to Levant and Bhuk Sea," which 
took effect in April, 1912, and which is subject to change without 
notice. Tlie fact that identical copies of this tariff of freight rates 
were handed to me by several local steamship agents is further proof 
that such an agreement exists. Freight rates were increased in De- 
cember, 1011, and again in April, 1912, on afvonnt of the Italo- 
Turkish War and of the high price of coal and fuel, as well as the 
general expansion of the trade of the world. It is believed by local 
agents that this agreement exists primarily in order to put into effect 
uniforin freight tariffs, and that it is not for the purpose of pooling 
or dividing the earnings of the several lines which operate inde- 
pendently of each other in this respect. No rebates are given by local 
Steamship agents on goods shipped to this market from United States 
ports. 

I am not in a ])o.sition to say whether or not there are agreements 
or understandings between the railroads in the United States and the 
steanisliip companies rarrying goods to this market by which a more 
favorable througli rate is given when shipment is made thereunder, 
than under the through rates not made in conformity thereto. 
Through rates from interior points in the United States to ports in 
the Levant and the Bhick Sea are quoted l)y forwarding agents and 
express companies in the United States and the agents of the steam- 
ship lines who are located in the interior cities, such as Chicago, St. 
Paul, St Louis, Kansas City, etc. In the local offices of the Austro- 
Americana Line I was shown through bills of lading for goods 
shipped from Montreal to Constantinople via the Grand Trunk 
Bailroad from Chicago to Constantinople, via the New York Central 
Hailroad, etc. 

Practically all the French, German, Austrian, Italian, and British 
lines which carry goods to the Levant have agreements or under- 
standings with the railroads operating in their respective countries 
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whereby through rates are given to Levant and Black Sea ports. As 
a case in point, tlie Imperial Saxon and the Tmperial Prussian Rail- 
roads maintain such an agreement with the Deutsche Levant Linie, 
^Yhich carries goods to this district \la Hamburg. The merchant 
in Leipzig or Mannheim who wishes to ship goods to Trebizond can 
thus secure a through rate on his shipment by making application 
to the railroad a«ient in his city, who will furnish him with a through 
bill of lading to Trebizond at reduced exjiort rates. 

There is no agreement between the railroads in Turkey and the 
steamship lines touching at Levant ports whereby through rates are 
given to interior points in Turkey. That is to say, the merchant in 
Chicago who wishes to ship goods to his customer in Konia, an inte- 
rior city of Asia Minor located on the Anatolian Railway, could only 
secure a through rate as far as Constantinople. The reasons for this 
lack of an agreement between the steamship lines and the railroads 
are that very few direct shipments are made to the interior, and that 
such shipments are required by the customs to have new bills of 
lading, which are issued at the port of entry. At the present time 
large consignments are made from abroad to port towns in Turkey, 
where they are kept in stock and distributed in small lots among the 
interior towns. The steamship lines do not, therefore, consider it 
worth while to cooperate with the railroads until the interior import 
trade of Turkey develops to an appreciable extent. 

STEAMSHIP LIMES 0PERAT1>;(J HY TRANSSHIPMEIsT BliTWKEJs THE LEVAKT 

AKD UJilTEI) STATES POKTS. 

As was stated, the American Levant Line operates directly between 
Smyrna and New York. Although there are as yet no direct steam- 
ship connections between Constantinople and the United States, the 
following lines accept goods from the former port destined to New 
York, Boston, and Philadelphia, with transshipment at the various 
ports named: The Cunard, Moss, Pappayanni, and Ellerman Lines, 
with transshipment at Liverpool ; the Messageries Maritimes and the 
Paqnet Lines at Marseille; the Achaia branch services, flying the 
Greek flag, with transshipment at Patras; the Austrian Lloyd, which 
transships at Trieste; the Deutsche Levant Linie at Hamburg, con- 
necting with the Hamburg- American Line; the (jreek coasting steam- 
ers, with transshipment at Piraeus; and the two Italia ii lines, Florio 
Rubatino and the Italian General Navigation Co., with transshipment 
at Naples and (ienoa, respectively. 

From Liverpool goods are carried on to the United States by the 
Cunard and the Wliite Star Lines; from Marseilles by the Fnbre 
Line and Jjn Compagnie Generale Transatiantiqne: from Hamburor 
by the Hamburg-American Line; from Bremen bv the Norddent- 
scher Lloyd; from Naples by the White Star Line and the Cunard 
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Line, the Sicula Americana, the Anchor Line, the Norddeutscber 
Lloyd, the Hamburg- American, and the various Italian companies; 
from Trieste goods are carried on to New York by the Cunard and 
Austro- American Lines ; from Patras by the Austro- Americana ; and 
from Piraeus by the Greek Transatlantic Line and the National 
Steam Navigation Co. of Greece. 

The lines known locally as the ^ Liverpool lines," which are com- 
posed of the four steami^ip companies — ^the Cunard, the Moss, the 
Ellerman, and the Pappayanni Lines— have formed an agreement for 
the purpose of controlling the freight rates upon goods shipped to 
America with transshipment at Liverpool, and an examination of the 
inclosed printed freight tariflF proves that the rates on all commod- 
ities are identical over all of the " Liverpool lines.'* 

Until recently the Liverpool skani-lnp companies, in their en- 
deavor to force local exporters to ship goods exclusively over their 
lines to America, gave rebates to shippers averaging 2s. 6d., or 61 
cents, per ton on all their shipments. These rebates, which were 
given annually for shipments made during the preceding year, were 
only refunded on condition that the shippers had not given any of 
their business to competinfr lines. Tf it came to the attention of the 
Liverpool combination tb;it i local exporter had made a single ship- 
ment over a rival line durmg a certain year without having received 
permission to do so from any one of the lines in the agreement, his 
entire rebate for that year was withheld and other penalties were 
imposed. This ^stem of giving rebates to shippers, which was in 
operation for a period extending over 10 years, was put into effect 
by the Liverpool companies. In this connection I append to the 
present report a statement by the late Maj. Carson, of the Depart- 
ment of Commerce and Labor, regarding cotton shipments from 
Eg3rpt. (Levant Trade Review, Vol. I, No. 1.) This practice is not 
now in effect, having been discontinued a short time ag?o hy the 
Liverpool lines, and several steamship agemtp and proipinent local 
exporters to America are authority for the statement that at the 
present time no rebates on freight rates are given to local shippers 
by any of the lines operating out of Constantinople. 

Although there is no pooF or formal agreement among the lines 
traversing the southern or Mediterranean route, the majority of these 
lines follow more or less the standard of freight rates set by the 
four companies in the Liverpool agreement The southern lines are 
not, however, in any way obliged to follow the Liverpool standard of 
rates, and local agents occasionally cut their own rates from 10 to 
20 per cent in order to secure an especially large shipment of goods, 
or if they are in need of cargo for their vessels. The National Steam 
"Navigation Co. of Greece, which operates directly between New 
York and Pirfieus, and which lately absorbed the Hellenic Trans- 
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Atlantic Line, maintains a standard of rates which is from 20 to 25 
per cent lower than the rates adhered to by the other lines. The 
reasons for this rate cutting are that the National Steam Navigation 
Co. of Greece is very anxious to secure more cargo because the Greek 
ports do not afford sufficient traffic for tlie United States, and further- 
more b<'('ansG tliey are able to operate their steamers on a much 
cheaper basis tiian do the oiiier lines. The American-Levant Line, 
a company recently organized and which has just put into effect a 
schedule of direct sailings between New York and Smyrna, has not 
jet perfected its tariff of freight rates and for the present is accept- 
ing goods for shipment to America at the same rate as do the Liyer< 
pool lines. 

Copies of the agreement between the Liverpool lines, or of any 
rule or regulation showing such practices to exist, are not obtainable. 
None of the steamship companies operating out of Oonstantinopio 
publish a printed list of freight rates for distribution among local 
exporters and shippers. If the latter wish to know the rate on a cer- 
tain commodity, it is necessary for them to make personal inquiries 
at the different steamship offices as to the best rate obtainable. Even 
the printed rates of freiglit of tlic Liverpool steamship companies, 
copy of which is herewith inclosed, are not given out lo shippers, and 
are, as will be noted, marked " Private. For use of Liners' agents 
only^ 

In order that h)cal exporters may always have an opj^ortunity of 
shipping their goods over one of the "Liverpool lines,*' and in order 
to prevent undue competition for cargo among the vessels of the 
respective lines, the companies in the " Liverpool agreement " control 
the movement of their vessels to the end that there is always in the 
port of Constantinople one cargo steamei- belonging to one of the 
four lines. In this mnnner the steamers of the respective lines leave 
and enter the port of Constantinople in rotation — that is, as soon as 
an Ellerman Line cargo boat has loaded and sailed a steamer of the 
Moss Line or of the Cunard or the Pappayanni Line is due to arrive 
in port By this arrangement the Liverpool lines have a great advan- 
tage over competing lines in the matter of facility in loading and 
unloading cargoes, owing to the fact that this work is controlled by a 
local corporation — La Societe Anonyme Ottomane des Qua is, Docks 
et Entrepots de Constantinople — ^which has the concession from the 
Ottoman Government for the embarkment and discharge of all car- 
goes by means of a fleet of lighters. The vessels in the Liverpool 
agreement are always able to accept ^oods as noon as they are loaded, 
aboard the lighters, whereas, on the other hand, cargo boats of com- 
petiug lines, having no such agreement, are often .several (.lays late 
ill their schedules, and in this manner goods aboard the lighters ready 
for embarkmeiit on overdue cargo boats not only run the risk of 
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being duinaged through exposnre to the elements but also sustain 
very lieavy demurrage charge^-. There arc at present no bonded 
stores or adequate customhouse depots where goods may be stored 
pending the arrival of the steamer by which they are to be shipped. 
• There are no agreements of any kind between the steamship lines 
operating out of Constantinople and the railroads which enter this 
city. On the other hand, however, practically all of the above-men- 
tioned steamship lines have agreements with the railroads of the 
country where- the former are chartered, which permit them to quote 
through rates from Constantinople to interior points in their respec- 
tive countries. For instance, the Liverpool companies quote two sets 
of through rates from Constantinople to London via Liverpool, one 
of which is by rail from Liverpool to London and the other of which 
is by water. An examination of the inclosed Constantinople home- 
ward tariff " of the Liverpool lines will show that whereas the rates 
from Constantinople to New York, Boston, and Philadelphia are from 
10 to 100 per cent more than from Constantinople to Liverpool 
direct, the rates on commodities shipped to America in large quanti- 
ties, such a puer, roans, rubber, skins, tobacco, otto of roses, giits, 
gum tragacanth, carpets, etc*, between Constantinople and New 
York, are either the same as or from 10 to 25 per cent cheaper than 
the rates on the same commodities between Constantinople and Lon- 
don. These rates to America on the above-mentioned products are 
maintained in order to compete with the lines which carry the same 
commodities over the shorter southern routes. 

In the same manner the German line (Deutsche levant Linie) 
will quote through rates to local shippers from Constantinople. Black 
Sen, and Marmora ports to any interior city in (Tennany, according 
to agreements wliich they maintain with the Lniierial Prussian and 
the Tntperial Saxon State Railroads. The French, Austrian, and 
Italian lines also quote through rates to interior points in France, 
Austria, and Italy, wlierever there are connecting lines. The Mes- 
sageries Maritimes, for instance, quotes throuL''h rates from Con- 
stantinople, to Bradford, England, via Martrtilies. and in this manner 
competes with the "Liverpool lines." Theie is no regular tariff of 
freight rates between Levant ports and interior points in the United 
States, but local steamship agents will, on request, furnish merchants 
on this side with through rates to any point in the United States, 
which must, however, be first obtained from the New York agents of 
these steamship companies. For instance, several of the local steam- 
'ship agents now quote to interested shippers through rates on wool 
and mohair from Constantinople to interior points in Massachusetts, 
where formerly they only quoted to New York and Boston. 

The " Liverpool agreement " was formed primarily to control the 
freight rates via Liverpool and to prevent competition between the 
four lines,, which) so far as I am able to ascertain, are operated inde- 
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pendently of each other, and a combine for the pooling or dividing 
of their eRrnings does not exist. The "Liverpool limes" do not give 
out to tlie public their "homeward freight tariff." 

The Italian and Austrian lines receive ship subsidies from their 
respective Governments, and Les Messageries Maritime? and the 
Paquet Line also receive shipbuilding bounties from the French 
Government which give them a certain advantage in competing with 
ships and steamship lines which do not receive such subsidies and 
shipbuilding bounties. The Austro-Americana Line, formerly the 
Barber Line, receives a subsid}' from the Austrian Government. 
The Italian lines receive subsidies from the Italian Government 
icoording to the new ship-subsidy laws passed recently in Italy, and- 
the particulars of which will doubtless be furnished by the American 
consulates in Italy. 

Fttmunent local merchants are authority i6r the statement that 
at the present time freight rates to and from the United States are 
higher than they ever were before, and that these high freight ratea 
have the effect of discouraging commerce between the United States 
and Turkey. Between November, 1911, and April, 1912, rates on 
all conmiodities shipped from New York and other Atlantic ports 
ov^ the lines in the ^'agreement" advanced from 20 to 40 per 
cent, and the rates on goods shipped from the Levant to Atlantic^ 
ports have advanced accordingly. Although these advances were due 
partly to war risks and the increase in the cost of coal, had there- 
been no agreements and had these lines been in open competition 
against each other it is likely that the existing inward and outward 
freight tariffs would not have experienced such sharp advances. It 
is furthermore believed by merchants and exporters that the forma- 
tion of cheaper working direct lines between United States and 
Levant ports would have a highly beneficial effect on Ottoman - 
American trade by establishing a schedule of through rates winch 
would be absolutely free and independent of the rates set by the 
steamship lines operating under the agreements of which mention 
is made in this report. It will be interesting to note the course of 
action taken in this connection by the America-Levant Line in its 
schedule of inward and outward freight tariffs. 

G. BlE E.AVKDAL, 

Comvl General, 

CoKSTANTiKOFiiE, TuBKET, Jmuary 191$, 

Exhibit. 

[Extract from Levant Trade Hevlew, Vol. I, No. 1, p. 84.1 

* * * This agreement provides that shippers of cotton from 
Egypt to ports of the United Kingdom and the Continent must in 
88187—13 8 
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funi a<ri'eG %vilu ihe steamship companies that, in consideration of a 
bpi'cific rate of 25 cents per hundredweight (112 pounds), cotton 
consigned to the United States shall be shipped via European ports 
by the m s-ds of the parties to the agreement, and shippers are 
obliged to Sign a contract to that eifecl, which contract covers a 
period of two years, at the end of which time it is renewed. 

Violation of the contra subjects the delinquent to the enforcement 
of a penalty which would prove embarracsing if not disastrous to his 
business, as the carrying companies may decline to handle any cot Ion 
whatever for the otiending exporter, or may fix a rate on his consi«2^n- 
ments to Europe which would make shipments impracticable. Ves- 
sels of several of the steamship companies who are parties to this 
combination are regularly and profitably employed in carrying mer- 
chandise between American and European ports. Whether this com- 
bination extends to products other than cotton has not been disclosed. 
Exporters of that commodity to America criticize this pohcy on the 
part of the steamship companies, and some of them &fe prepared to 
send cotton purchased for American consimiption direct to American 
ports if a direct line be established. 



EEPOET or WILLIAM P. CRESSON, SECOND SECRETARY OF 

EMBASSY, LONDON. 

In order to avoid duplication, after consultation with Consul 
Creneral Griffiths, it was decided to request the consuls at the home 

poi-ts of the steamship lines engaged in the American trade to report 
as fully as possible on the subjects contained in questions 1, 2, and 1. 
More general answers and the opinions of tlmse officers were also 
required on the subjects treated in questions 5 and 6. 

The section of this report dealing with question 3 of the depart- 
ment's circular has been prepared by this embassy after consultation 
with officials of the board of trade and Capt. Simpson, the naval 
sittnch^. Attached to this ^^ectioii of the report will be found a col- 
lection of official papers, contracts, etc, having a general bearing on 
the entire question. 

Qiifytion S. — The question as to what extent and in what manner 
Great Britain has subsidized and may own vessels enjiraged in foreign 
commerce has on several occasions eno:ap:ed the attention of Parlia- 
ment, and notably during the years 1901-2, when a select committee, 
after an exhaustive examination, published a series of reports on 

Steamship subsidies " (see inclosures Kos. 1 and 2) which enihody 



■ 
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the point of view still very generally adopted by Parliament and 
Government officials toward this question. 

The keynote of this iiiquiry appears to have been whether the ex- 
isting subsidies were for services renHored " or were based on the 
Raiiie economic reasons that underlie continental subsidies avowedly 
intended to develop trade relations. The general conclusion arrived 
at was: " That a general system of subsidies other than for services 
rendered is costly and inexpedient." (See p. XXV of inclosure No. 
2.) Following these conclusions " His Majesty's Government does 
Rot pay any subsidies to British merchant vessels except in payment 
for services rendered in the carriage of mails." (See inclosure No. 
5, letter from H. Llewellyn Smith, of the board of trade, to the 
embassy.)* 

The subsidies paid by the Post Office Department to lines engaged 
in the American trade are shown in the following table. (See also 
indosare No. 5, Appendix D, p. 56, Report of the Postmaster Genera] 
for 1911.) 



CkmtxBcts. 



Commeuco- 
DMat. 




New Y« 
muda. 



Aug. 7,1902 
Aug. 1,18'»<» 



An. 1,18N 



TermlnatUm. 



Nov. 16, 1887 

On 12 momfha* 



On 0 months' no- 
tice. 



Deduo» 
ttomsfor 



Payment"! 
during I 
the year 
1910-11. 



£OS.nrio 

» 73, 58."> 
* 20.286 

4 2,100 



Amount 
received 

by sea 
postage 
for mails 

dis- 
patched 
D^' colo- 
nies iwd 

Icnei^n 
eouotriMu 



Cost 
bonne In 
rwpeotof 
mails dbh 
ratdied 
from the 
United 
Kingdom. 



£31,338 I £130,633 

i? 



3,100 



' In addition to the payments given in detail above, letters, etc., uro cunvcyod abroad by private ships 
at rates of one-fourth penny per article for a dlstatu^ not e\oec<ling 3(X) mile.s und one-llalfpeiimy perartfOM 

Over that distance. The total amount 8o paid at present Ls sihoiit £.i,000 a year, 
'lucluding payment for sea-surting accommodation. 

» The pavraents in these cases depend Upon the weight of mails conveyed by the pockets. 

* This .sum re presents tiM Imperial sbara of tiMcoai Of the serrioe. 

* Colonial contract. 



^ BOAUD ov Tradb, Wiutkmall Oaburks, 8. W., 

Mmreh 6, mi. 

Dbab Stn: With reference to jrour letter of the 24th of February on the anhjeet of 

shlppfn*: suDsidli s T indosc for ymir fnfnrrr.ntion copies of the ncrrccinonts botwri-n TTis 
Majesty's Government und the Cunnrd Steara.ship Co. and the Intt>rnatlonnt Mercantile 
Marine Co. Tt will probably be a anfBclent anawer to your queatlona to aay that, apart 
from tlio sums p:ud to tlic Tunard Co., TTis Majesty's Govomment docB not pny any 
subsidies to British merchant vcissels except in pas'ment for aerviccs rendered in the 
carriage of mafia. Full Information as to the amonnta paid for carrying malla trltl be 
found in the anniinl reports of t!ic Postmaster Oencrfil to Parlinment. 

The inclosed copies of the reports in 1901 and 1902 of the Select Committee of Parlla- 
neot that considered the question of shipping subsidies contain a (;ood deal of Informa- 
tton which may be of interest to you. 

Yours, faithfully, H. LLIWBLlxn Smith. 

William Pbillips, Esq. 
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As wili be noted, the policy adopted regarding tliese mail subsidies 
is that mail subsidies are a price paid for certain specific advantages 
to the post office compensating for specific disadvantages to the re- 
cipient of the subsidy. The market price is determined by making 
contracts for a moderate term of jears and inviting tenders as to old 
c ontracts run out. 

Tbe post office alius ut bavini; tbe stefimera always reiidy at an appointed 
time, which is fixed g^erally by weekly or monthly periods (iu one case dally 

I>eriod8), hMvinj: stenniors re.uly to put to sea at the .ippointetl time, and con- 
vey the ninils tn the vnrious ports laid down in tlie schenio — whatever th:»t 
scheme may 1)0 within n si)eciried i»eriod, and thnt .liis sliall l»e conducted sdl 
the year round quire indepeuJently of commerciui tluctu.-itious. (Evitlence 
laken before the Select Cfnumitfee. House of Commons, on Steamship Subsidies, 
1901.) 

In letting post-offico contracts it- must be noted that the only excep- 
tion to the policy that "trade interests are not considered, except so 
far a-^ mail services follow the lines of great connnercial traffic is 
tlie agreement with the KUler Denij>sier Line (see inclosnre No. C) 
for steamship service between Jamaica and the United lungdom. 
(Compare contracts inclosed :) 

(7) Contract between tlie Crown ;ii:erits for the colonies and the "Roynl Mnil 
Steam Packet Co. for intercolonial steamshii) services between certain colonies 
In the W est Indies. 

(8) Agreements between the Canadian Government and Messrs. Plckford and 
Black for a steamsblp service between Caunda and tlie West Indies. 

(9) CSopy "of contract, dated the 12th day of October, 1908, between His 
Majesty's FoFtmnster Geneitil and the Giuntlian Pacific Railway Co. for the 
convpyMncp of mails between Liverpool and U<Mi£r1cnnfr, to^rofher with a Copy 
of the Treasury Minute thereon, dated the <iriy of October, 190S.*' 

This contract contains clauses (Nos. 7, 8, 9, 10, and 12) for the 
regulation of the fruit-carrying trade, in addition to the regular 
provisions for the carrying of mails. 

As regards Admiralty subventions or subsidies turning on questions 
of naval policy, the one example of this system is the agreement made 
in 1003 (subsequent to the parliamentary inquiry) between the Ad- 
miralty, the Board of Trade, and the Postmaster General on the one 
hand, and the Cunard Steamship Line (Ltd.) . (See indosure No. 3.) 
Under the terms of this agreement (and a preliminary agreement 
made October 24, 1902) in return for financial aid by the Govern* 
ment for ^ the building of two steamships (the Mauretania and Lust- 
tania), having a speed of 24 to 25 knots per hour, the Admiralty 
reserves the right to modify the plans and specifications within one 
month of the date of submission "to meet the reasonable require- 
ments of the Admiralty," i. e., regarding their availability for use as 
"scout cruisers" or "commerce destroyers" in time of war. 

I am iiiforiiied by Mr. G. E. Baker, of the Board of Trade, that this 
arrangement was entered into largely from questions of political 
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expediency, in view of the outcry in the public press following the 
formation of the International Mercantile Marine Co. and the sup- 
posed "Americanization" of the White Star and other EnglisJi 
Tines. In this connection I would also refer to the report of Capt. 
Simpson, naval attach^ of this embassy, to the Navy Department, 
dated January 21, 1910, and its inclosures, copies of which, when* 
ever obtainable, have been annexed to this report. (See Nos. 6, 7, 8, 
and 9). Capt. Simpson, in his report, says: 

As is seen on pages 4 and 5 of fhe Cimard steamship agreement provision was 
made tor modifying fhe plana and specifications of these resaels before huUding 
to meet the "reasonable requirements" of the Admiralty, and a system of 
Inspect loti to insure the incorporation of such features was provided for. On 
pa{?e 6 Is also found provision for the care and installnfion of armament* and on 
page T periodical Inspections of the vessels are arranged for. 

No established rules exist in England setting forth In general terms — 

1. The special features of design and structure sobstdlzed vessels of various 
tjpes are jequired to possess. 

2. The syst'em and methods followed to insuie the incorporation of such fea* 
tures in the Tes9eif?. 

Such points would be covered in each rnntrnct the Admiralty might make with 
ouners of sh\]^^ Fiihsfdi^f^l or subventioned in time of peace, or which might be 
taken into service in time of war or need. 

It will be noted that while these A rlmiralty subyentions have been 
mnde to cover the entire fleet of the Cunard Line, no such agreement 
has been extended to or at present exists as a matter of public knowl- 
edge with any other line of steamers; so that the inference can readily 
be drawn that as a matter of Admiralty policy the subvention of mer- 
chant vessels for Admiralty purposes does not seem to meet with much 
favor in naval circles. 

Wm. Penk Cresson, 

Second Secretary of Embassy, 

London, May 30^ 1912. 

Editor's Note. — The above report was accompanied by 12 exhibits, 

nil of which, with the exception of inclosure 5, which has been incor- 
poratp<^1 in tlie rt^port, may be found in the British Government pub- 
lications. Tliese exhiltit?; com]n'ise the followine-: 

1. Eeport from the Select Committee on Steamship Subsidies, to- 
gether with the proceedings of the committee, and minutes of evidence. 
3901. (214.) 

2. Beport from the select committee on steamship subsidies, to- 
gether with the proceedings of the committee, and minutes of evi- 
dence. 1002. (385.) 

3. Copy of an a^jreement ])etween the Admiralty, tlie board of 
trade, and the postmaster general, and the Cunard Steamship Co. 
(Ltd.) (DatiHl 30th Jidy, \\m^ (Cd., 1703.) 

4. Fi£L^ -seventh Report of the Postmaster General on the Post 
Office. 1911. (Cd., 5868.) 

5. Letter from Llewellyn Smith to Mr. Philippe, March 6, 1911. 
(This letter has been incorporated in the report.) 
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6. Contract between the Crown agents for the colonies and Messrs. 
Elder, Dempster & Co. for a steamship service between Jamaica and 
the United Kingdom, dated 19th April, 1900. May, 1900. (Cd., 175.) 

7. Contract between the Crown agents for the colonies and the 
fioyal Mail Steam- Packet Co. for intercolonial steamship services 
between certain colonies in the West Indies. August, 1906. (Cd. 
8097.) 

8. Agreements between the Canadian Government and Messrs. 
Pickford & Black for a steamship service between Canada and the 
West Indies. August, 190G. (Cd. 3096.) 

9. Cop^ of contract, dated the 12th day of October, 1908, be- 
tween His Majesty's postmaster general and the Canadian Pacific 
Railway Co. for the conveyance of mails between Liverpool and 
Hongkong, together with a copv of the treasure minute (hereon^ 
dated the 23d day of October, 1908." November,^ 1908. (314.) 

10. Copy of an agreement (dated Aug. 1. 100^^) between the Ad- 
miralty and the Board of Trade and the International Mercantile 
Marine Co. and the Oceanic Steam Navigation Co. (Ltd.), Frederick 
Leyland & Co. (1900), (Ltd.), the British & North Atlantic Steam 
Navigation Co. (Ltd.), the Mississippi & Dominion Steamship Co« 
(LtdT), the Atlantic Transport Co. (Ltd.), and the International 
Navigation Co. (Ltd.). 

11. Annual statement of the navigation and shipping of the 
United Kingdom for ilie year 1910, with comparative tables for the 
yea i-s 1906 to 1910. 1911. (Cd. 5840.) 

12. Tables showing the pro^^rress of merchant shipping in the 
United Kingdom and the principal maritime countries. (In con- 
tinuation of Parliamentary Paper, No. 167, of session 1^10.) (Cd. 
6180.) 



BEPOEI OE JOHN L. GBIiTITHS, CONSUL OENEEAL AT LONDON, 

ENGLAND. 

There is only one steamship line — the Atlantic Transport Co. 
(Ltd.) — which sails regularly from London (Tilbury Docks) to any 
Aiiierican port and whicli carries passengers, and this company only 
carries first-class passengers. 

The principal English ports for North Atlantic triivel are Liver- 
pool (head offices of the Cunard Steamship Co. and the White Star 
I^ine) and Southampton (head offices of the American Line), and 
It is at these ports, in my jiidgnicnt, that the fullest information 
can be obtained concei'ning the matters inquired of in the depart^ 
ment's instruction. 

A royal commission on shipping rings was appointed in 1906. 
The evidence wliich was introduced before the commission estab- 
lished the fact, which is otherwise abundantly verified, that both pas- 
senger and freight rates for the various areas or zones of travel, 
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including the North Atlantic, are fixed by conferences and are rigidly 

maintained. 

It has been impossible to obtain specific information from any 
of the shipping companies, but the literature which is issued and 
newspaper publications from time to time prove, or at least tend to 
prove, that the important shipping companies of the United King- 
dom are members of pools or conferences which revise, determine, 
and enforce rates, distribute or equalize business, and make successr 
ful competition exceedingly difficult, if not impossible. 

Steamship conferences in the United Kingdom cover lines oper- 
ating between the United Kingdom and the United States and 
Canada, Australia, New Zealand, South Africa, West Africa, the 
River Plata, West Coast of South Africa, and India. There are three 
or four conferences for the Indian trude. Separate conferences have 
been formed in most instances to deal with the outgoing and liome 
trade. The conference trade ai^reements are confined to parti iilar 
trade routes, and the conditions which are formulated a{)ply only to 
certain ports or areas. The agreements and routes whicli are de- 
cided upon are not pul)lislied. The conference lines meet tlie com- 
petition of (lilt side comj)aiii' < by a system of uniform freight rates. 

An eemiDmic distribut i( ii of tonnage is secured by a careful 
j'rrangement of sailing (hites fri each line in the confcronce. and con- 
tracts arc made with particular trades as to freight rates which are 
open to all merchants in such tradc'^. 

It is customary for the companies which are members of the con- 
ference to allow deferred rebates to shippers who have sent their 
floods exclusively by the conference lines. The lebate is usually 5 
or 10 per cent of the net freight (freight without primage), and is 
paid by each line and not by the conference as a whole. If a ship- 
per does not confine his shipments exclusively to the lines which are 
represented in tlie cnnference, he forfeits his rebates. No coercive 
methods, as far as T have been able to ascertain, are employed by the. 
conference, but it is indisputable that where the leading shipping 
companies which control the sailings to certain countries have 
formed a combination or pool, they practically compel patronage of 
their lines. 

The rebates to which I have referred do not apply to coal, and 
shippers are free to forward this commodity by tramp steamers or 
in any way they see fit. 

The rebate system is most effective in the outward trade of the 
countiy and does not seem to be applicable to most of the homeward 
trade routes. The system fails when the shipper does not require 
regular sailings, or when tramp steamei*s may be advantageously 
used. The rebate system would, therefore, seem to secure to the con- 
ference a limited monopoly of the trade in certain trade routes. Its 
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udvocates claim that shippers are directly benefited because they 
secure steamers of high class and speed, regular sailing dates, and 
Ktable freight rates, which are uniform alike for the large and small 
shippers. In the case of certain commodities each line pays part of 
the freight into a pool, which is divided in certain proportions 
among the members of the conference. The proportion of the 
freight on rice in the China and Japan homeward trade, and tea in 
the Calcutta homeward trade, is thus pooled and divided among the 
members* 

In the hearings before the Boyal Commission on Shipping Kings it 
was stated by one of the witnesses, and I believe uncontradicted, 
that ^ there are in particular two great trades in which the deferred 
rebate is not employed, namely, the coasting trade of the United 
Kingdom and the trans-Atlantic trade. 

With regard to the coasting trade, two points require notice. 
First, the vessels engaged in it are to some extent exposed to the 
competition not only of railways, but also, in some cases, of railways 
owning steamships, and this competition s*'ts a limit upon the rates 
which can be charged. Secondly, the service in general rather 
resembles the work of land carriers ami dispatch companies, depond- 
inL^ for its custom very largely upon the s:o<k\ will of local traders. 
It is not a trade in which casual and sporadic competition would 
constitute a serious opposition. 

The case of the Xorth Atlantic trade is widely different. In this 
trade, though no rebate .system exists, the sailings are regular, the 
Ijoats of the highest class, and the rates uniform and fairly stable. 
The explanation of this exception is to be found in the dominant 
importance of the passenger traffic. Not only do the requirements 
of this traffic render necessary the supply of vessels of the highest 
class and greatest regularity of sailing, but the number and tonnage 
of such vessels required to cope with the passenger traffic alone is 
so great that the room availal)le for cargo is out of all proportion 
to the freight coming forward. As a result of the great competition 
for this freight, rates arc exceptionally low, and the lowness of the 
rates combined with the large amount of tonnage supplied by the 
passenger lines renders the trade so little attractive to tramp tonnage 
that the imposition of a rebate tie would be superfluous and un- 
necessary. Moreover, in view of the value of cargo to the passenger 
lines for purposes of loading and of its disproportion to the amount 
of space available, the imposition of such a tie would be impracti- 
cable. 

It will be noticed from the foregoing quotation thai the rebate 
system does not seem to be enforced in the case of the North Atlantic 
traffic 
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The passenger rates fixed by the North Atlantic Passenger Confer* 
enoe are based principally on the speed of the vessels and minimum 
rates specified. A copy of the agreement between the North Atlantic 
steamship companies is on file, I am told, in the Federal district court 
in the State of New York. 

There is an agreement among the steam^p companies constitut- 
ing a conference as to the apportionment of steerage traffic, and 
should one line carry more than its share there is an automatic rise 
in the rates of that company so that the traffic will be diverted to the 
companies which have not been receiving their full quota. There is 
also an agreement, I am informed, with the German lines that they 
will not call at British ports for steerage passengerri. There appears 
to be a discrimination in connection with the tariil for emigrant 
tickets. Emigrant tickets over the American railways are only sold 
abroad to persons traveling by a direct steamer to a North Athintic 
port. Tn a oirciihu', a copy of which transmitted herewith, dated 
August 15, 1910, issued to the British and Irish agents of shipping 
companies which were members of the North Atlantic Passenger 
Conference, it was stated that " no agent is to issue tickets, book pas- 
sengers, nor cause them to be booked directly or indirectly, nor per- 
mit any person in his employ or on his premises to book, for any 
steamship line sailing from any port in Europe to any port in tlie 
United States or Canada except those forming this conference. Any 
agent for a conference line found holding an agency or booking 
liassengers for any nonconference line will be immediately dis- 
qualified. 

No agent is permitted to issue inland tickets, nor in any way to 
book or quote inland rates to passengers nor to cause them to be 
booked inland, nor to receive commission for their being so booked, 
from the port of debarkation to their place of destination in America, 

except through the steamship company for which the ocean tickets 
are issued; and no agent is permitted to issue tickets to phices not 
mentioned in the current tanil.-. supplied by the conference company 
he represents. This rule applies only to inland booking at third 
class (emigrant or colonist) and second or mixed class rates. In 
collecting inland fares, agents must be ciueful to char<ze (he inland 
tariff rate from the American or Canadian port at which passengers 
land from the Atlantic steamer. It is not pcrmipsihle to use the 
inland tariff rate from any otiier port than the port of landing. 

^Agents are strictly prohibited from making any reduction in 
the ocean or railway fares, or returning any portion of their com- 
mission, or granting any allowance or drawback in any shape or 
form, directly or indirectly, either to passengers, other ngents, or 
any person whatever. The agent's commission includes all postages, 
telegraphic expenses of agents for securing berths, etc., and no 
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refund or allowance can be made for them. The cost of bankers' 
drafts, postal or post-office orders, may be deducted from the remit- 
tance, but under no circumstances can any charge be allowed for 
remittance by private check, which latter form of remittance is 
only permitted if previously arranged with the company. 

^'No circular or publication of any kind reflecting upon or insti- 
tuting any comparison unfavorable to any conference line or its 
agents is to be issued or made use of by any agent, nor shall any 
agent or his cniployecs makp or u(ter any statement coiicerning any 
c'onferenct^ line or its a<rents. or commit any act that cnn injuriously 
affect such line's or its ajz^Mits' business. Extravagauily worded 
advertisements issued b\' agents aie to be deprecated. 

"When an agent advertises a rate for passage to the United States 
or Canada he must distinctly name the line by which such rate is 
available, and see that the rate inserted in the advertisement is the 
correct one charged by the line. 

"In order to regulate the connection between Liverpool city agents 
and agents in the country and other towns, and to prevent the one 
interfering with the functions of the other, as is frequently the rnse 
to t)ie detriment of all concerned: and further, to prevent indirect 
breaches of conference regidations it has been agreed between the 
several conference companies as follows: 

"(a) That the charge per night for lodgings at the house of any 
Liverpool agent, not including anything else but attendance, be not 
less than 1 shilling (24 cents) per adult, or 1 shilling and 6 pence 
(36 cents) for two persons sleeping in one bed, for all British pas- 
sengers, except those only just arrived from Ireland, for which 
passengers the lowest charge for lodgings shall be 6 pence (12 cents) 
per night. 

^(b) That the lowest charge for a plain meal be 6 pence (12 
cents) ; and for a meal with meat, 1 shilling (24 cents). 

^{c) That the payment of commission on the board or lodging of 
passengers be strictly prohibited. Agents found paying or receiving 
such to be at once disqualified. 

That agents outside of Liverpool be prohibited from making 
use of or supplying passengers with any baggage labels except those 
issued by the steamship companies. 

" No agent shall be justified in allowing commission or committing 
nny breach of the conference rules because some other agent may be 
suspected of doing so. It shall be the duty of every agent to adhere 
8tri< tlY to the rides and to report any violation thereof that may 
come to his knowledge to the conference secretary and to the steam- 
ship company he represents." 
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rRBlOHT TRAFFIC. 

With reference to freight for the United States bo through rates 
are quoted in London saye on the basis of the authorized railway 
tariffs, the quotation being the total of the ocean and railway charges. 
Ocean freight rates from London are governed by the Westbound 
North Atlantic Freight Association. The rates to Boston, Balti- 
more, Philadelphia, and New York are, in most cases, I am informed, 
higher than the rates for goods consigned to interior points. The 
explanation offered is that the steamship companies feel that they 
will have this freight under any circumstances and charge accord* 
ingly. The rates to inland points, it is stated, are the same where 
the goods are shipped through American or Onadian ports. For 
Canadian points there is a special tariff governed by the Canadian 
North Athmtic Westbound Freight Conference. Whether the goods 
are sliipped through American or Canadian ports the rates are the 
same and through rates are quoted. The members of the Canadian 
conference are the Allan Line. Cnnadian Pacific Railway Co., 
White Star Dominion Line, Donaldson Line, Manchester Line, 
Royal Line, and Thompson Line, and probably other lines which 
carry Canadian traffic from Boston. 

The names of the members of the Westbound North Atlantic 
Freight Association are not stated in their tariff. It is probable 
that most, if not all, of the members of the Canadian conference are 
members also of the Westbound North Atlantic Freight Association, 
and to this number should be added the Canard, White Star, An- 
chor and other steamship lines, controlled by the International Mer- 
cantile Marine Co. 

Bepresentatives of the shipping companies which constitute the 
conference meet periodically in London to pass upon questions of 
violation of the regulations of the conference and, indeed, upon all 
matters connected with the administration of its affairs. 

% In answer to the second question, an agent connected with trans- 
portation in the United Kingdom said to me, " I do not know that 
my particular steps are taken by steamship lines over here to pre^ 
vent publication of their methods and practices in the United 
States, other than holding their conferences in private, and allow- 
ing them to be attended only by duly authorized representatives of 
each company, who for mutual interests would not be likely to dis- 
close the business of the conference. They naturally confer together 
with the object of keeping out competition and maintaining rates.'' 

The proceedings of the conference are conducted in secret. There 
is no discrimination, however, as far as I can ascertain, exercised 
against the United States. I mean by this that there is no informa- 
tion denied to the United States which is given publicitj^ in ihe 
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United Kingdom or any other country. An illustration of the secret 
methods of the conference is the fact that any request for informs* 
tion from an American consular officer in the United Eangd(»n ia 
courteoudy but inyariably and finally denied. 

The latter portion of question 2 I interpret as referring to favors 
shown to steamship companies other than regular subsidies for 
carrying the mails. In the Shipping World Yearbook for 1911, it 
is stated that the annual subsidy paid to the Cunard Steamship 
Co. out of the navy votes is £150,000 ($729,975), viz, £75,000 
($364j987) each in respect of the Mauretania and Lusitania. In 
consideration of this payment the company is bound during the term 
of the agreement to hold all their vessels at the disj^osal of His 
Majesty's Government, to be hired or purchased upon certain con- 
ditions. The agreement is for 20 years from November 16, 1907, 

In addition, I have been informed that the British Government 
made a loan to the Cunard Steamship Co. (Ltd.) at the time of the 
building of the Manretania and Lvsit<mia at a low rate of interest 
and for a long term of years. 

3. The third question, I understand, is to be answered by the 
American ambassador in London. 

4. None of the English railway companies own any interest in the 
trans- Atlantic or other steamship companies. All ocean-carried 
freight when it reaches an Knglish port and has to be transferred to 
the interior, is charged for from the place of arrival to the place of 
ultimate destination in the United Kingdom at the same rate which 
would be charged for wholly inland-carried traffic. With the 
through charge for freight from Chicago to London the English 
railway company would ordinarily not be concerned, for whatever 
that charge might be, the railroad in the United Kingdom, when it 
received the merchandise, would charge its ordinary and regularly 
prescribed tariff. In the instance just mentioned, if the goods were 
delivered at Idverpool to be conveyed to London, the same rate would 
be imposed as would be charged for the same quantity and classifica- 
tion of goods sent by a Liverpool manufacturer to a London customer. 
The only exception to this rule, which has been brought to my atten- 
tion, is that mentioned in the report of the consul at Southampton 
iji reference to the transportation of goods from New York to Nine 
Ehns, tlie Ix)ndon central goods station of the London & South 
Western Railway Co. 

There is no system of rebates or allowances or drawbacks, as far 
as I have been able to ascertain, between the ship])iiig companies and 
the English railway companies. Some of tlie English railroads own 
steamers to fill up gaps in their system. The London & North 
Western Kaihvay Co., for example, maintains a steamship service be- 
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tween Holyhead and Kingstown (London and Dublin service, but 
this is simply to complete its mileage and is a part of its own system. 

The Canadian Pacific Railway owns. T am infonned, its own trans- 
Atlantic steamers, and the Grand Trunk Hail way either does so or 
has a working arrangement with the Allan Line. There is, how- 
ever, no such ownership on the part of any English railway of any 
steamship line running from English ports to any port in the 
United States. Men who own stock in English railways may, and 
doubtless do, own stock in English steamship companies operating 
between English and North American ports, but if they do so it is 
simply a matter of individual investment The English railroads, 
as such, do not own stock in the trans-Atlantic shipping companies 
or other shipping companies, and neither do the English companies, 
as such, own stock in any of the English railroads. 

The English railroads are required by law to carry freight at the 
same price for all shippers under similar conditions. The usual 
standard is a 3-ton rate, and the general manager of one of the 
principal English railways stated to me that his company, and he 
throught this was true of all tlie English railways, would charge the 
i:ame rate per ton for 3,000 tons as for 3 tons for the carriage of 
the same commodity, the same distance, under tlie same conditions. 

Amonff the railways themselves there is a tendency in the United 
Kingdom to amalgamation or to the iiuikmg of wcjiking arrange- 
ments, but in either case parliamentary authority has to be in- 
voked, as the railroads can not accomplish either object of their own 
initiative, 

John L. Gkiffith, 

Oomul General. 

LiONDON, England, May 30^ 1912. 

[ IiK-lo.sur«. J 

Important to British iind Irish nceuts. 

Thk Nobth Atlantic Passbnobr CSokferencb — RjmriSED Heqitla- 

TioNS roB Agsnts. 

CondiHom of gramimg and accepting licenses, — ^The attention of 
agents is specially called to the following revised conference regu- 
Jations, and it must be clearly understood that a license to act as 
agent for any conference line is granted only on the following con- 
ditions, and the acceptance or retention of such license is considered 
as an agreement on the part of the agent that the regulations herein 
contained will be strictly adhered to. 
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ProliUntiim agamBt hoohtng for any nmeonference line, — 1. No 
H<?eiit is to issue tickets, book passengers, nor cause them to be 
booked directly or indirectly, nor permit any person in his employ 
or on his premises to book, for any Fteamship line sailing from any 
port in Europe to any port in the United States or Canada except 
tli( se forming this conference. Any agent for a confciciice line 
found holding an agency or booking passengers for any noncon- 
ference line will be immediately disqualified. 

The nam-es of the conference lines. — The names of the North 
Atlantic Passenger Conference Companies are : 

Allan Line Vllnii Bros. & Co. U. K. 

(Ltd.) 

American Line, Southampton to New York \ . 

American Une, Liverpool to Pliiladelplila / 

Anchor Une Anchor Line (Hender- 
son Bim (Ltd.). 

GftnadlanPaciflc Railway Ck). (Atlantic SteamabipLinifB). Canadian Padilc Ball- 
way Go. 

Cuuurd Line The Cunard Steamship 

Oo. (Ltd.). 

Dominion Line Dominion Line. 

Donaldson Line . DoDaldaon Bvoi. 

Boyal LiiMt ^ Oanadian Northeni 

Steamshipa (Ijtd.)« 

White Star Line, Liverpool to New York and Boston—. 

White Star Line, Soutlmmpton to New Yorls 

White Star-Dominion — Oanadian eenrlce 



Ismay, Imrie Go. 



Agents not to hook passengers^ or represent themselves as agents 
for any line from whom they do not hold a license^ or appoint sub- 
agents. — 2. No agent is pennitted to represent himself in or by any 
printed matter or in any other way as a passenger agent, or to book 
passengers for any conference steamship company from whom he 
does not hold a license; or to obtain tickets directly or indirectly 
through or by any other agent or person. Agents are also pro- 
hibited from appointing subagents. 

AmowU aeiuaUy received to he entered in the ticket. The 
amount actually received as deposit for passages, as well as the total 
passage money, and balance due, is in all cases to be entered on the 
ocean contract ticket 

Inland hookinge of eecond elassy emigrant or colonist^ or mdsoed 
classy must take place through the eteamahip company only, and only 
to places mentioned in the tariff. — 4. No agent is permitted to issue 
inland tickets, nor in any way to book or quote inland rates to pas- 
sengers nor to cause them to be booked inland, nor to receive com- 
mission for their being so booked, from the port of debarkation to 
their place of destination in America, except through the steamship 
company for which the ocean tickets are issued; and no agent is per- 
mitted to issue tickets to places not mentioned in ih.e current tariffi 
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supplied by the conference company he represents. This rule nj)])lies 
only tu inland booking at third cluas (emigrant of colonist) and 
second or mixed class rates. In collecting inland faros agents must 
be careful to charge the inland tariff rate from the American or 
Canadian port at which passengers land from the Atlantic steamer. 
It is not permissible to use the inland tariff rate from any other 
port than the port of landing. 

No retiiTm or nllotcance to he made to passengers or other prrsons: 
clso particulars of charges to he allowed, or otherwise. — 5. Agents 
are strictly prohibited from making any reduction in the ocean or 
railway fares, or returning any portion of their commission, or 
grantinir any allowance or drawback in any shape or form, directly 
or indirectly, either to passengers, other agents, or any person what- 
ever. The agent's commission includes all postages, telegraphic ex- 
penses of agents for securing berths, etc., and no refund or allowance 
can be made for them. The cost of bankers' drafts, postal or post- 
office orders, may be deducted from the remittance, but under no 
circumstances can any charge be allowed for r^nittance by private 
check, which latter form of remittance is only permitted if pre- 
viously arranged with the company. 

Bin posting and advertising, — 6. No charge is allowed to be made 
by agents for bill posting or advertising. 

Remittances, — 7. Any agent reported by any member of the con- 
ference for irregularity in remittances becomes at once disqualified 
for acting for any conference company. Other infractions or irregu- 
lar conduct may be dealt with by fine or disqualification as decided 
by conference. 

Injuriow pubUeattans or staUmenta eoncendng any conference 
Une or its agents forbidden^ also extravaganUy worded advertise' 
ments. — 8. No xnrcular or publication of any kind refleciing upon or 
instituting any comparison unfavorable to any conference line or its 
agents is to be issued or made use of by any agent, nor shall any 
agent or his employees make or utter any statement concerning any 
conference line or its agents, or commit any act that can injuriously 
affect such line's or its agents* business. Extravagantly worded ad- 
vertisements issued by agents are to be deprecated. 

Advertising rates of passage. — 9. When an agent advertises a rate 
for passage to the United States or Canada he must distinctly name 
the line by which such rate is availal)le, and see that the rate inserted 
in the advertisement is the correct one (. liaiged i>v tiie line. 

Connection between Liverpool city agents and agents outside 
Liverpool.— \0. In order to regulate the connecticn between Liver- 
pool city agents and agents in the country and other towns, and to 
pi*pvent the one interfering with the functions of the other, as is 
frequently the case to the detriment of all concerned, and, further, 
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to prevent indirt'ct breaches of conference regulati<)n<, it has been 
agreed between the se\eral ('(inference companies as foUows: 

Charge for lodginas in Liverpool. — (a) That the charfre per night 
for lodgings at the hcuse of any Liverpool agent. !!ot inchiding any- 
thing else but attendance, be not less than Is. per adult or Is. Gd. 
for two per.-.ons sleeping in one bed, for all I^riiish passengers, except 
those only just arrived from Ireland, for which passengers the lowest 
charge for lodgings shall be 6d. per night. 

(b) That the lowest charge for a plain meal be 6d.; and for a meal 
with meat, Is. 

Commission on board or lodging, — (c) That tlie payment of com- 
mission on the board or lodging of passengers be strictly prohibited. 
Agents found paying or receiving such to be at once disqualified. 

Baggage labels. — (d) That agents outside of Liverpool be prohib- 
ited from making use of or supplying passengers with any baggage 
labels except those issued by the steamship companies. 

AUcirrng conunission and breach of rules. — 11. No agent shall be 
justified in allowing commission or committing any breach of the 
conference rules because some other agent may be suspected of doing 
so. It shall be the duty of every agent to adhere strictly to the rules 
and to report any violation thereof that may come to his knowledge 
to the conference secretary and to the steamship company be rep- 
resents. 

Allan Bros. & Co. U. K. (Ltd.) Allan Line. 

American Line American Line, Stonthampton to New 

York; Liverpool to PhlladelpUa. 
Anchor Line (Henderson Brofl.)( Ltd.) ^ Andior Llncii 
Cnnadinn Pacific Railway OD.(Atlantic Otinadliin Paciflc lUillway Co. 
Ste.-iiiisbip Lines). 

The Cunnrd Steamship Co. (Ltd.) Cunard l ine. 

Ijouiinion Line Dominion Line. 

Etonaldflon Biofl Donaldson Line. 

Canadian Nortbem SteamalilpB (Ltd.) _ Bn/ynl Line. 

WMte Blar Une, IJverpool to New York 

and Boston. 
Southampton to New York. 
Wliite Star-Dominion — Canadian service. 

August 15, 1910. 

Editor's Note. — Tn connection with Mr. Griffith's account of the 
Westbound North Atlantic P'reight Association, the reader is referred 
to the te^tinioiiy uf Mr. P. A. S. Franklin, vice president of the Tnter- 
national Mercantile Marine Co., before the Coiniiiitiee on the Mer- 
i'hant Marine and Fisheries. (See pp. 577 and 578 of the hearings.) 
Mr. Franklin testified that the west-bound freiffht situation from 
Europe is divided into four classes, each govemea by its own confer- 
ences, viz, the Mediterranean section, the northern continental section, 
the T.ondon section, nnd the Liverprw^! section. The London and Liv- 
erpool conferences, while very similar in their workings, are neverthe- 
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less distinct, and no one agreement covers Ijoth trades. It was his 
understanding that all the companies operating from London to the 
United States are members of the London conference and meet with 
a view (1) to discussing all matters that pertain to bills of lading, 
receipts, documents, and matters of general concern, and (2) to dis- 
cuss and settle upon minimum rates. The minimum rates agreed 
upon, however, ;ire the actual rate?, according to Mr. Franklin, be- 
cause the steamers in the west bound business are never full, lie was 
unable to state whether the London conference was governed by 
written rules. 

In the east-bound trade the lines also have a minimum rate agree- 
ment on high-priced freight, not including, however, the great mass 
of bulk freight, such as grain. Hour, oil cake, cotton, and other bulky 
commodities. For a fuller statement of this agreement see page 144 
of this volume. i 



EEPOET OF HORACE LEE WASHINGTON, CONSUL AT LIVERPOOL, 

ENGLAND. 

I have the honor to report as follows: 

1. In reply to question 1 : There is such an n^reement, and that 
ogreement provides for pooling the earnings of a certain description. 
That the parties to this conference attempt and do control or influence 
or coerce lines other than the conference lines, and have made favor- 
able or punitive rates at will, will Inter he shown by indirect evidence. 
The only direct evidence of such prnetices obtainable in Liverjiool 
would be a statement from an oiiicial of a line party to the ao^rec- 
mcnt or conference, and such a statement, or in fact any information 
of any value, is not forthcoming from the otlicials liei'o. 

Upon the receipt of the departments instruction to investigate 
and make a report for tlie committee, I called upon the White Star 
Line officials (the firm of Messrs. Tsmay, Imrie & Co. representing 
that line) and the management of the Dominion and American Lines, 
and on the chairman of the Cunard Sieamslnp Co., e.xplaining in 
detail fully that the inquiry was made through official instructions 
that were issued by reason of a resolution of the House of Repre- 
sentatives, and copies of interrogatories one and two were left with 
these officials. They were' not disposed to discuss the information 
desired, and while courteous were noninforming in regard to the 
agreement other than that the chairman of the Cunard Co. stated 
briefly, confirmed in writing, that a copy of the agreement between the 
various north Atlantic steamship companies is now in possession 
of the Federal district court in the State of New York, and this reply 
was cabled to the department May 11. 
88187—18 ^0 
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It may here be mentioned that an office is maintained, separate 
and apart from any of the steamship offices in Liverpool, at No. 18 
James Street, in the building of the Mersey Bailway, for the use of 
the North Atlantic Passenger Conference, and it is understood that 
this office is maintained as a general meeting place. 

In reply to direct questions the answer was, '^I have nothing to 
say"; and the copies of the interrogatories were then left, as above 
stated. 

That an agreement existed was now established, and also that a 
eopy of it was accessible to the committee and it then became 
necessary to obtain from other sources information that should show 
the practical workings under this agreement now and in the past, 
and the columns of certain papers, believed to be exceptionally 
accurately informed, were searched in the belief that the statements 
thus obtained would be more informing and accurate than through 
any other method at the disposition of the consulate, and there fol- 
low articles that set forth the employment of coercion ; that indicate 
that such a "pool," as the agreement provides, has been known t<> 
ttxist in business and shipping circles for some years; and a state- 
ment that purports to ^ive tlii' existinjof agreement for '■'pool'' rates, 
divisions, and payments, and uthei aiiicles bearing upon the history 
and practices of this combination : 

UEADINQS OF ARTICLES. 

(A) Furnished becauae of the reported terms of agreement of tJie various 
steamship lines forniiag the North Atlantic conterenee and showing the per* 

centages allotted to each line. 

(B) Furnished because of tiie publicly reported functions Jind workirif; of 
the North Atlantic confereuce, which include the pooling of the tailings deriveil 
by the various lines from steerage passengers. 

(C) Furnished because of qtecific statement made that the North Atlantic 
eonference fixes the minimum rates on the various lines forming the conference. 

(D) Furnished as showing the frank wbj in which the press speaks of a 
shipping agreement and belief that snch agreement will renewed with cer- 
tain modifications?. 

(E) Furnished as sbowiuK slateiaent made tliat rate catting is adopted to 
compel inclusion of certain lines in Atlantic confereuce. 

(F) Furnished as indicating control exercised by the ''pool** over a Hue 
that Is forced to Join. 

(G) Furnished as showing reported payment by Gunard Co. to the Gennnn 
lines In accordance with terms of eonference agreement. 

(H) Furnished as indicatin<; ns?reement between two leading companies and 
€onscKiuent cxinvted intern.-itiona 1 understanding', and also by reason of the use 
In the press of the words "Atlantic shipping pool." 

(I) Furnished as Indicating " pool ** methods of apportioning earnings. 

It is believed tiiat tlio stateineiits will be found worthy of cfodonrp. 
»nd that, while not constituting actual proof, they will show that 
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not only does an ajjreemont exi.st, ^vlu(•ll is atlniitted by the line?, 
but that the parties iheruto have u&t'd tliis coiiibiiiation in restric- 
tion of trade by forcing, through })ressnre exerted by influencing 
rates, both freight and passeiisier, other organizationh to do liieir 
biddiniGT, or to asiiociate tlienxseives with the combination. The 
statements follow. 

(A) Copied because of the reported terms of agreement of the 
various steamship lines forming the North Atlantic conference, and 
showing the percentages allotted to each line. 

[Liverpool DttUy I^Mt ft&d ICerenry, Jan. 5, 1911.] 
ATLANTIC STEEBAOE BUSINESS. 

Terms of an alleged agreement entt rt tl intu <>n Fel»riiary 5, 1908. in Louduu, 
apportioning the steerage pasiieiij^er tratiic aud proviUiug for a system of tines 
In case of the percentage thus uiiportfoned being exceeded. — ^Renter. 

It ip said the agreement provided for a fine of £4 ($1^.46) for 
every steerage i)assenger carried in excess of allotment, the sum thus 
raised to be distributed between the lines failing to carry the allotted 
share. Each subscriber had to deposit a promissory note for a sub- 
stantial sum, which was liable to forfeiture in the case of withdrawal 
from the contract without permission from all the other parties, or 
of failure to pay the £4 ($19.46) fine described above. Whenever 
the monthly accounts showed that any line had exceeded the agreed 
percentage, it should immediately raise the steerage rates so that the 
number of passengers carried would decrease to the allotted number. 
Conversely, provision was made for a reduction in rates, but it was 
expressly stated that preference was to be given for an increase of 
rates. 

It is alleged that afterwards the parties to the contract met and 
authorized the appointment of a committee for the purpose of de- 
stroying competition in steerage transportation by selecting steamers, 
known as " fighting steamers," to sail at the same time and between 
the same ports as steamers oti independent competing lines, but to 
carry steerage passeiiizers far below iho^e advertised by competing 
lines. The expenses and loss incidental to this operation were to 
be borne pro rata by all members of the association, and it is declared 
that the adni)iion of these iuetiH.KLs resulted in drawing out the Rus- 
sian Volunteer Fleet from the business, and v/ould have so driven out 
the Russian- American Line but that it sought and obtained member- 
ship in the association. 

It is alleged the same practices are now being pursued in regard 
to the Uranium Steamship Co. 
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"the PiiRCKJsTAGE AGREE ME2iT.'' 



The following are the percentages of steeragr traffic the defendant 
lines are alleged to have agreed to distribute among thenif^elves: 

For the toeit-lUMtud tragic. 



Allan Line- 0.62 

Ciinard Line 13.75 

Huniburg-Auiericiin 19. 01 

Holland-Americaa 6. 63 

Anchor Line 3.40 



North German Lloyd 20. 53 

Red Star Line-- 0.71 

White Star Line 8.00 

American Line 0.08 

Dominion Line G.47 



For the fattt'hound tragic. 



North Clernijui Lloyd 


lai© 


Hoil Star Line., 


8.56 


White Star Lme— _ 


15. 49 


American Line 


a 72 




1. BO 




4.49 



All.tn Line , « 4. 95 

Anchor Line. 3. 93 

Cuuard Line 12. 77 

CunaM Fiume-TrieBte Line 2. SB 

Hamburg- American 12. 86 

Uolland-Anierican 6. 10 



(B) Copied because of the publicly reported functions and work- 
ing of the North Atlantic conference, which include the pooling of 
the takings derived hy the various lines from steerage passengersu 

ILiverpool Daily Post and Mercury, Jan. 6, 191L] 

All the great trans- Atlantip lines, both British and continental, are 
members of the North Atlantic passenger conference, which has now 
been in existence for many 3'ears. '1 he conference, by niiitiial agree- 
ment of tlie luenibers, regulates third-class rates, which are fixed at 
a certain minimum according to the class of steamers. AVhilst thcj 
must not go below a fixed figure, the companies are allowed to charge 
a higher rate should they consider it advisable to do so. 

The steera<^e rates are higher on the lirst-das-. swift mail steamers, 
feuch as the Lusifdiiin, M (nirctmrHi. Adriatic^ Oceanic^ Kaiser WUhelm 
II y etc., than on the slower and intermediate vessels. 

FOOUNG AGREEMEirrS. 

Under an agreement arrived at by the conference three years ago, 
an arrangement was come to whereby the takings derived by the 
various lines from steerage passengers were pooled. A proportion 
was fixed for each company. Should more third-class passengers be 
carried by a company than allowed under the agreement — and this 
had occurred in several cases — a certain amount of the takings was 
given to the other companies which might not have carried the per- 
centage of passengers allotted to them, in order to equalize matters* 
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Owing to the great increase in the emigrant traffic this year, com- 
bined with the increased demand for accommodations, the third-class 
rates were advanced on a number of first-class steamer^ toward th^ 
end of the season. 

CONTINENTAL PRACTICE. 

Oil tlie Coiiiinent. if a line gets a preponderance of third-class pas- 
scnirers tl^e f';ir»vs ure raised automatically in order that the other lines 
may secure tlieir fair portion of the traffic. The rates, however, do 
not (TO below a certain agreed minimum, and they constantly fluctuate 
tbove the fixed figure, according to the demand for accommodation. 

Since the conference agreement had been entered into throe years 
ago very large steamers, including such leviathans as the Mauretania 
and Lusitama^ have been placed on the Atlantic service. These big 
liners have undoubtedly drawn passengers from the continental 
lines. The new White Star Olympic^ the largest vessel in the world, 
will sail this year and will be followed by the TUamc^ and they will 
no doubt secure a good deal of continental traffic. We understand 
that arrangements are now being made to renew the Korth Atlantic 
passenger agreement, which will shortly expire. Many of the con- 
tinental lines are asking for certain concessions, owing to the advent 
of these new and big steamers, before they sign a renewed agreement 
with regard to rates. 

(C) Copied because of specific statement made that the North 
Atlantic conference fixes the minimum rates on the various lines 
forming the conference. 

(Liverpool Dallj Poet and Mercury, Oct. 17, 1011.] 

ATLANTIC FASSENGEK TRAFFIC — IMFORTAKT CONFEKKNCE IN PAKIS. 

The first day's sitting of the North Atlantic passenger conference 
was held yesterday in Paris, the proceedings being private. Repre- 
sentatives were present from all the great Atlantic lines in Great 
Britain, including tlie (^unard, Allan, American, and Anelior, and the 
Caiiaiiian Pacific iuulroad Co. All the loading continental lines 
were also represented, delegates being in attendance from the Ham- 
burg-American Line, the North German Lloyd, the Holland- Amerika, 
and French lines. 

As is well known, the conference fixes the minimum passenger rates 
on the various lines forming the conference, the companies being at 
liberty to increase them above the minimum should they deem it 
necessary to do so. The conference has been in existence for a series 
of years, and the agreements eiitci < d into have been of general benefit. 

About 12 months ago the ruling agreements expired after running 
a few years. A conference was held to bring about their renewal, but 
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owing to the new type of steamers introduced into the Atlantic trade, 
and to the flow of emigration setting more and more every year into 
Canada, the agreements were only renewed for some months. xVt the 
expiration of the latter period the conference met again, and it was 
then decided that they should run on until after tlie present Paris 
meeting. 

It is understood in shipping circles that the En^rlish lines are in 
thorough agreement and are willing, with certain modifications, to 
consent to a renewal of agreements for a reasonable period. On the 
other hand, it is said that the German lines insist on their renewal 
for a longer period than the British lines are willing to concede. It 
is also known that the fast type of intermediate boats carrying 
second-class passengers only — cabin and saloon — wdiich have in re- 
cent Yonrs been introduced into the Atlantic trade, has led to some 
friction. Many of these boats are very popular with travelers, and 
are as fine as several boats carrying mails and first-class passengers, 
as well as second-cabin and third-class, and on which much higher 
fares are paid than on the intermediate steamers. The difficulty is 
one, however, which can be adjusted, and any cause of friction in this 
respect can be easily overcome by the conference. The pooling of 
the third-class passengers presents some difficulties, and it is thought 
much deliberation will take place with a view to arriving at what may 
be considered a reasonable percentage satisfactory to all the lines 
forming the conference. 

Owing to the industrial conditions in the United States not being 
satisfactory this year, there has been for several months a decline in 
the number of emigrants going out from Great Britain and the Con- 
tinent. To Canada, however, more emigrants were taken by the 
Canadian lines than in previous years. The Canadian lines, it is 
said, will now form a more important factor in the North Atlantic 
passenger conference than hitherto. The conference will meet in 
Paris again this morning. 

(D) Copied as showing frank way in which press speaks of a 
shipping agreement, and belief that such agreement will be renewed 
with certain modifications. * 

rLlT«rpool Dully Post and Mercury. Oct. 12, 1011.] 

>()RTH ATLANTIC PASSENGBH CONFERENCE. 

The North Atlantic passenger conference, which comprises all 
the i^assengcr lines in Great Britum and the Continent, will meet, in 
Paris next week. Representatives will bo present from the Atlantic 
steamship companies in lji\'erpool. The ari-anirements entered into 
by the various lines forming the conference will expire shortly, and 
it is believed will be renewed with certain modifications. 
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[Liverpool Journal of Commercp, April 27, 1911.] 

rKOFOSEU RE>£WAIi OF THE NORTH AFLAXnC CONFERENCE SHIPPINO 

POOL — CONFERENCE IN BERLIN. 

A U'legraiii Jated Berlin, Wednesday, says: 

Ttppivsontntlvejs of tho North Ornuin Lloyd, tlie Holland Americjin, and 
the Ued Star Lines li;i\ o been lioliling a conference in Berlin. The participants 
declined to make statements as tp the ohjivis of the conference, but the 
Koelnlscbe Zeftung's Berlin correspondent telegraphed last night as follows: 

** The conference reference for tlie present Is only to preliminary n^otiations 
for the renewal of the North Atlantic * pool,* the inclusion of the Cunard Line 
therein, and the question of the flourishing trade service to Canada. The con- 
ference is now confined to continentol linos. Enplish mnipanios not y*>t pnr- 
ticiii.i riiiir 'IMie prosi>ecta of the prolonpitiun of tlie iiool are vieweil with 
confidence, but a definite deeigion is not expected before the late summer 
returns." 

(E) Copied as showing statement made tliat rate cutting is 
adopted to compel inclusion o£ certain lines in Atlantic conference. 

[Liverpool Joumftl of Commerce, Sept. 4, 1D07.1 
THE ATLANTIC KATB CT7TTIK6 — ^BBITIfiH LINES CONFERRINO. 

Beliind the severnl explnnntions findii^c: tlieir way into the ])ress 
to the origin of the ))ros(Mit Atlantic rate cutting, those familiar 
w ith the real circumstances say without hesitation that it is to be 
found in German ambition to secure supremacy or at any rate to 
maintain what they have secured. 

The opinion in shipping circles is firmly held that Herr Ballin 
and his colleagues have originated the east-bound " cut " as a means 
to bringing together the various companies engaged in the trade^ 
and to get them to enter with the German companies in a conference 
agreement. Such an agreement the Germans think oould not be 
complete w ithout the Cunard Line, which with its L'usUmia and 
Mavretarda becomes the most formidable factor in the Atlantic. The 
Cunard has stood aloof from the conference for some years. Whether 
the directors may reconsider the question is a matter upon which 
they decline to make known their views. Meantime they have 
responded to the German east-bound ^*cut*' by arranging also to 
reduce their rates, following upon an announcement to the same 
effect by the International Mercantile Marine Co. This step involves 
now a consideration of their position by the Canadian lines, and a 
Journal of Commerce repres^tative ascertained fr<»n a reliable 
source yesterday that negotiaticms are going forward between British 
companies as to their possible attitude, not only in regard to east- 
bound rates but also concerning west-bound rates, after October should 
the Ocrmnn lin*^* continue their present policy. There is reason 
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to bolieve that a general conference, however^ may be presently 
arranged in London, but meantime it is highly probable that Cana- 
dian lines will follow the example of the Cunard and of the Whita 
Star Lines. 

(F) Copied as indicating control exercised by the "pool" over a 
line that is forced to join. 

[Liverpool Journal of Comaioroc, Sept. 11, 1908.] 
ATLANTIC FA88EN0EH GONEBBBNCB — BUSSIAN OOKPANT JOINS THE POOL. 

A Keuter's telegram, dated Thursday, Rotterdam, says : 

It is stated tlmt tbe Buastan Bast Asiatic Steamship Co. has been admitted 
to tbe North Atlantic " pool ** on condition that it withdraws from the outward 
tiaiBc 1)etwe^ Rotterdam and New Tork, 

(G) Copied as showing reported payment by Cunard Co. to the 
Clerman lines in accordance with terms of conference agreement. 

[Liverpool JouriMl of Commerce, Nov. 28, 1908.] 
ATLANTIC RATE CO.N KEREN CE. 

We understand that during the past few days the British and 
continental representatives of the Atlantic passenger conference have 
met at Berlin. The business transaction related to tlie adjustment of 
the pooling arrangements on the past season in connection with 
which the Cunard Co., owing to a splendidly successful year, is pay- 
ing some £00,000 ($201,900) to the German lines to maintain their 
proportion of profits, in accordance with the terms of the conference 
agreement. The question of the position of the Italian companies, 
who are working on a temporary agreement, was again considered, 
and tlierc appears to be some hope that the lines in question will 
presently enter into a full agrccmr id. 

(H) Copied as indicating agreement between two learliuo- com. 
panies and consequent expected international understanding. And 
also, by reason of the use in the press of the words Atlantic ship- 
ping pool." 

(T.tverpool Dully Post and Mercury, Sept, 25, 1911.1 
ATLANTIC SHIPPING POOL — INTERNATIONAI^ UNDEBSTANDINO FORECASTED,. 

The Berlin correspondent of the Daily Telegraph wires: 

A Hamburg telegram s;iys that the meeting of Ilerr Ballin, of the ITaniburg 
American Co.. and Herr lleiiieken, of the Norfldoutscher Lloyd, resulted in a 
complete agreement between the two principal German fhip-owniug companies 
wbtch Iiave been so much dlsensaed ot lata The cooperation of the two com- 
panles Is therefore aemired for the future. 
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The Koelnisclic ZeiluiiK learns that tiie agreement refers isot uiereiy t<) the 
queetiou of the South Auiericau pool, but also to the North Athuitic trust, aud 
sa^ that " its form is such tliat It win call forth no difficulties from foreign 
sbipowners." Consequently **hR International understanding on the shipping 
Question may be confidently expected/' 

(I) Copied as indicating "pool" methods of apportioning 
eamings. 

[Liverpool Jouniai of Commerce, Sept. 27, 1911.1 
SHlFPnrO POOLS AW CONFERENCES. 

Recent happenings have shown that there is at ti lue^ anything 
but unanimity in the ranks of shipping lines which rried to come 
to an understanding to rates of freight, the difficulties in the way 
of adjusting earnings according to tonnage and business often giving 
rise to disputes and bickerings of a more or less acrimonious char- 
acter. Modern pooling arrangements have found the companies con- 
cerned at loggerheads in the law courts; the North Atlantic lines 
were a year or two ago engaged in a bitter struggle, in which all of 
them sustained heavy losses, and now the newspapers are full of 
threats by the German shipping lines to "fight it out to a finish" 
in the River Plate steerage passenger trade. The North German 
Idoyd are the first to begin the quarrel^ alleging that their allotment 
in the "pool" is altogether out of proportion to the number of 
passengers they carry, an argument which, if supported by the facts, 
would appear to be conclusive as regards the need for revising the 
sdieme. There can be no combination of any kind without the sine 
qua non of agreement, and unless each of the parties obtains a fair 
and equitable share of the profits based on the services performed, the 
initial requirement must perforce be wanting. But no one who 
understands this branch of the shipping trade will venture to say 
that the reasons which led to the formation of the River Plate 
steerage passenger conference have disappeared, so that the efforts 
to break up the understanding altogether seem to be unjustified. 

Some figures have recently Ijeen published doalini]: with the allot- 
nieiitb of the various members of the "pool" and tlie actual number 
of passengers carried. The following table shows the number of 



points given to each line out of a total of 123: 

Hamburg South AJiiericaii Line 20 

Pacific Steam Navigation Co — 14 

Koyai Mall Steam racket Co 12 

North German Lloyd Line : 11 

Nelson line 10 

Caiargeurs Heunis — 7i 

Hamburg American Lino , « — 7i 

Koninklijko Hollaudsche Lloyd 7| 

Companla Transatlautica ■ B 
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Houlder Line. 

Houston Line. 



5 
5 

5 
5 

4J 
8 



Lamport & Holt (Ltd.). 
Argentine Cargo Line.. 
Messsigeries .Ma ri times- 
Pinlllos Iziqulerdo & Co 



Manifestly such an agreement must be based on past results, and it 
is therefore not surprising to find that the actual work done by each 
company does not fit in with the estimate. Taking the returns for 
the first six months ending March 31, 1911, it is seen that the follow- 
ing lines have carried more passengers than is provided for by their 
allotments, the figures representing the overplus in each case: 

Hamburg South American Line 1 453 

Oompania Transatlantlca 397 

Pinlllos Iziquierdo Co_ 389 

Koi-th Gorman T.loyd Line 381 

Hoyal Mail Stoaiii Parkpt Co 275 

Pacific Steam Navigaiion Co - - 214 

On the other hand, the following lines have largely gained by the 
arrangements, each company having carried a considerable number 
less than its proper quota : 

Honlder Line 455 

Houston Line 385 

Argentine Cargo Line 323 

Messageries Marltimefl . ^ 316 

Ciiargeurs Reunis 241 

In three cases — ^the Koninklijke HoUandsche Lloyd, Lamport & 
Holt, and the Hamburg- American Line— the numbers carried were 
approximate to the allotments. 

It is surely not impossible for the talented men of business con- 
nected with this strong combination to make such alterations as will 
wipe out many of the manifest inequalities here shown, the object 
of the arrangement not being so much that of dividing the profits of 
the trade as to prevent such undue competition as would cause such 
profits to vanish altogether. Herr Ballin, the director general of the 
Hamburg- American Line, is credited with an expression of opinion 
throwing cold water on all shipping pools of freight agreements of 
any kind whatsoever, a remarkable view to be held bv one who, as 
the Hamburger Froiiideiihlatt remarks, has himself been chiefly re- 
sponsible for most of the shipping pools that huvc ever l)cen created. 
In these purely business arrangements outsiders have no ri<2rht what- 
ever to interfere, but as the matter has been made the subject of uni- 
versal comment in the press we venture to express the opinion lliat 
just a slight shade of bluff" is recognizable in TIerr Ballin's state- 
ment. As a general principle, with the director general of the Ham- 
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burg- American Line shipping conferences are an absolute necessity 
of the business situation, and the only effect of the chaos whidi would 
result from the companies requiring what Herr Ballin euphemistically 
terms ** freedom of action " would be incidentally to fire a signal for 
a still stricter and more binding arrangement than ever. 

2. In reply to question 2: The absence of full or any replies in 
some cases indicates that an opportunity to discuss frankly, or pre- 
sent to the committee the information called for, is not desired. 

At the time of writing, which is nearly the limit set by the 
ambassador for the receipt of this report, nothing has been heard 
from Messrs. Ismay, Imrie & Co. regarding the lines they represent. 
This is reported as bearing on that portion of the question having 
regard to publicity. 

It is not general knowledge here that any line, other than the 
Ounard Co. (Ltd.), receives or received any special benefit or bounty 
irnd^ a law, and while a copy was not tendered, although the re- 
quest was made, as for a copy of the agreement as by instructicms, 
the chairman stated that " the terms of the agreement between His 
Majesty's Government and the Cunard Steamship Co. were pub- 
lished in Mr. Chamberlain's report of October 17, 1903, to the 
Hon. George B. Cortelyou, Secretary of Commerce and Labor." 

3. Question 3 omitted by instruction of ambassador. 

4. In reply to question 4: Nothinor can be ascertained that iiuli- 
cates ownership or control of any Liverpool steamship line in the 
foreign commerce of the United States by a railway company in 
this country. 

The reported ownership of the White Star Line by an American 
corporation chartered under the laws of the State of New Jersey 
is referred to here in this connection of possible railway owner- 
ship or influence, and the following statements are taisen from The 
Daily Mail of May 4, 1912. 

Tn view of the inquiry now proceedinpr liefore the wrcclc com- 
mission into the Titanic catastrophe, and of the pecuniary issues 
depending on that inquir3% the ownership of the vessel is a matter 
of great moment. The position of the Wiite Star T^ine is peculiar. 
The ships fly the British flag, and receive a subvention from the 
British Government for the carriage of mails. All their officers and 
a large proportion of their crews are members of the I^ritisli lioyai 
Navy Keserve. The vessels are nominallj^ owned by a British 
company, but actually all the shares of that company aie held by 
an American combination — tlie International Mercantile Marine Co., 
commonly known as the " Shipping Trust" 

Down to 1902 the White Star Line was owned by a purely British 
company — the Oceanic Steam Navigation Co. — and was managed 
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by Messrs. Isiiiay, Imrie & Co., iiie -hares all being held in this coiin- 
trv. But on February 4, 11)02, an agreeincMit was corlclutled between 
Mr. J. Pieri)()nt Morgan, the famous American financier and ihe 
organizer of the Shipping Trust, for the purchase of the Oceanic 
shares. The ba>is of the agret^ment was that the sliarcholdeis of the 
Oceanic Co. should receive cash or securities representing 10 times 
the net profits of that company in 1900 less a deduction representing 
6 per cent on the book value of the fleet of steamers for depreciation. 

HOW THE 1SU8T WAS FORKED. 

The terms of the agreement were published in the Daily Mail of 
May 9 and October 31, 1902. Each holder of a share of £1,000 
($4,866.50) in the Oceanic Co. received the sum oi U;m ($20,419) 
and £6,000 ($29,ld9) in preferred and common shares of the trust. 
Messrs. Ismay, Imrie ft Co. also reeeiyed 10 times their profits of 
the year 1900, and undertook for 14 years not to associate themselves 
with any other shipping enterprise trading to ports which the White 
Star Line had used. Other British lines and shipping businesses 
puTChased and absorbed by the trust and the prices paid about the 
same date in 1901-2 were : 

The Dominion Line, 10 times the profits of 1900. 

Messrs. Richards, Mills & Co., 10 times the profits of 1900. 

Leyland Line, £2JM7,000 ($11,421, 07.5) cash. 

AVhile the American, Red Star, and Atlantic Transport lines, which 
were acquired earlier and formed the nucleus of the iru<{. were taken 
over for a payment of £6,831,000 ($33,243,001) almost entirely in 
trust shares. 

The trust created tli*» following capital: 

Common-stock dividend, limited to 10 
per cent (till 4^ per cent debentures 

paid off) £9, 980, 000 ($48, 567, 670) 

Preferred stock, cumulative interest at 6 

per c^t 10, 340, 000 ($50, 319, 610) 

4i per cent debentures 10,550,000 ($51,341,575) 

5 per cent debentures : 3,740,000 ($18,200,710) 

^4, 610, 000 ($168,429,565) 

In addition there are £1,376,000 ($6,696,304) of deb^tures in the 
companies constituting the trust. The limitation of the interest on 
the common stock to 10 per cent is quite superfluous in view of the 
fact that no dividend has yet been paid on either the preferred or 
the common stock, and the former, with a nominal value of $100, 
stands at only 20J. 
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« 

The International Mercantile ^farine Co. is re^stered in the 
American State of New Jersey, the home of trusts. All but a small 
amount of the stocks are held by a voting trust, the members of 
wliich are Me^rs. J. Pierpont Morgan. C. Steele, J. Bruce Ismay, 
P. A. B. Widener, and Lord Pirrie. This is the real power behind 
Uie throne. The cliaimian of the company is Mr, Griscom, of Phihi* 
delphia ; its vice presidents are Mr. J. Bruce Ismay for England and 
Mr. Franklin for New York. 

WHITE STAR PROFITS. 

The best asset of the tm^t has always been the Oceanic Co., owning 
the White Star Line. This company earned in 1910, according to 
the Times^ a net profit of £540.000* ($2,627,910), on a capital of 
£750,000 ($3,649,875), after writing off £370,016 ($1,800,682) for 
depreciation. A dividend of 80 per cent was paid and the balance 
was carried forward or placed to various reserves, among which an 
msurance fund was started by setting apart £100,000 ($486,650), in 
view oi the increase of the fleet and of the introduction of a larger 
class of tonnage." In 1908 the dividend was 10 per cent, and in 1909, 
20 per cent. 

Necessarily, the piircJiuse by .xu AiiK'nciin trust of so many Biitish 
ships belonging to famous lines aiouj-tul sluiip criticism in this coun- 
try. The sul)ject ^vas frequently dealt witli in the Daily Mail dur- 
ing 1902. Avlicn the grave objections to a state of aifairs in ^vhich 
vessels nominally British were controlled by a foreign corporation 
were })ointed out. It was also shown that British law forbade a 
British ship to be owned by a foreign company. In view of this 
criticism special agreements were concluded between the Balfour 
government and thfc trust, and a promise was given by the trust that 
the AVhite Star vessels should be controlled by a committee of Briti^ 
subjects. 

Thus, the Titanic was a British ship owned by a British company, 
the shares of which were owned by an American trust, and she was 
managed by a British committee, so that her position was compli* 
cated to the last degree. 

Since the completion of the above report, the following reply has 
been received from Messrs. Ismay, Imrie & Co. in behalf of the lines 
which they represent : 

Refening to your call here the oiher day. nnd to the lueiiioranUuiii you ieft 
witli ns, we have pleasure iu advising you as follows: 

In reply to tbe first Inquiry, tbe agreement between the various North Atlantic 
steamship companies is now before the Federal district court in the State of 
New York, and a copy of tbe agreement is in possession of the court.. 

The rebate E^rstem under whi<^h nmny of the outward trades from the United 
Kingdom to other countries (South AfricSt New Zealand, and Australia) are 
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conducted was generally Inquired into by a royal commisBion, aupolnted by the 

government then in iwwer for this purpose, some yenr>j ago. The evidence 
given }it this Inquiry was published by tho Government printers in bllie-lK>ol£ 
form, as wpU as the conolnsions arrh-ed iit by the royal commission. 

The homeward business fioui .New Zeahmd and Australia is not goverued by 
any general i^stem of i)oo]ing. We are not concerned in the homeward trad^ 
from South Africa. 

We do not know of any combination between the railroads and steamship 
companies of this country such as r^erred to. 

In reply to the second inquiry, tho nrmnpement between Ills Majesty's <^o\- 
ernment and tiie Oceanic Steam Navigation Co. (Ltd.) (Whito Star Line) for 
tho conveyance of the American mail.s is covered by an agreement dated Julj'^, 
1899, with a suppiementary agreement couciudetl in 1908, both of wliich liave 
been printed for the information of Pariiament by the postmaster general. 

Horace Lee Washington, Consul. 
Liverpool, England, May 26^ 1012. 



Editor's Note. — Passenger agreements. — Subsequently to the prep- 
aration of Mr. Washington's report, a number of agreements between 

the steamship lines engaged in the North Atlantic passenger trade 
were submitted to the United States Circuit Court for the Southern 
District of New York in the suit of the United States, petitioners, v. 
the TTamburg-Amerikanische Packet-Fahrt-Actien-Gesellschaft and 
others, defendants. Eleven such agreements were submitted to the 
Government in evidence, and, when considered in their entirety, show 
that practically all the xforth Atlantic steamship lines operating be- 
tween Europe and the Unit^ States are members of conferences, and 
that the entire steerage passenger traffic from the United Kingdom 
and the varions sections of continenttil Europe is governed by agree- 
ments bet WOOD the lending lines operating in thoir respective spheres. 
Agi'eenieiits Imve n1-r> In-en made between irroups of lines operating 
from diliereiiL Lurupeun areas. Space wili uot permit the publication 
of these agreements here, but the contents of all will be abstracted 
in a forthcoming report of the Committee on the Merchant Marine 
and Fisheries. The agreements relating to the North Atlantic steer- 
age traffic from and to the continent of £urope are referred to on 
pages 54 et scq. of this volume. 

Of the 11 contracts referred to above, 3 important ones involve the 
passenger traffic to and from ports of the United Kingdom, 

Briefly summarized, these three agreements comprise the fol- 
lowing : 

1. Agreement A. A, — ^This agreement was entered into for a term 
extending from February 5, 1908, to February 28, 1011, then to con- 
tinue from vear to year unless discontinued, bv the Allan Lines 
Steamship (^o.. the Anchor Line, the Cunard Steamship Co., the 
Hamburg - Amerikansiche Packet - Fahrt - Actien - Gesellschaft, the 
Holland-American Line, the Nord Deutscher Lloyd, the Red Star 
liine, the International Mercantile Marine Co. (except the Red Star 
Line), and the Canadian Pacific Railway Co. (Atlantic Steamship 
Lines). Aeoording to the terms of the contract the following is 
proyided : 
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(1) The companies guarantee to each other certain designated 
perrentnge allotments of the total steerage tratRc forwarded by the 
parties from all European ports to and via the United States and 
Canada in vos-els owned, leased, chartered, or controlled by them, 
without regard to the flag. Italian and oriental passengers, how- 
ever, forwarded by direct steamers through the Straits of Gibraltar 
are excepted. (This class of passenger traffic is governed by other 
agreements.) The percentage allotment of each line is specified 
both in the westbound and the eastbound traffia 

(2) Lines whose steerage transportation in a year exceeds in point 
of number the proportions fixed must pay a compensation price of 
£4 for each ])assenjrer carried in excess of the established projxn-tion 
to the lines which have not reached their participation quota ; and 
such payment is to be made in proportion to the number of steeragers 
which each line is short. This compensation feature is declared in 
the agreement to be '*one of the main features of the entire con- 
tract. Alterations in the compensation prices can be advanced or 
lowered only by a majority of the lines representing at least 75 per 
■xni of file shai'es fixed in the allotted percentages. 

(3) Each line undertakes to arrange its service in such a manner 
that the number of steeraj2:ers which it actually carries corresponds 
as nearly as possible with the number allotted to it by the contract. 

(4) No line has the right to alter its steerage and second-class 
cabin rates without having previously informed the secretary of the 
conference. Unless there is a second-class rate agreement, the lowest 
secondKslass cabin rate of any line west bound must be at least £2, 
and east bound at least $10 higher than the highest normal third- 
class rates of the respective steamer?. 

(5) The lines agree to pay certain prescribed commissions to the 
agents. 

(G) All advertising and j)rinted matter sent to the agents must 
be submitted to the secretary of the conference. The conduct of the 
agents is also carefully regulated. 

(Y) Compensation accounts are prepared monthly by the secre- 
tary, and final settlement is made at the end of each calendar year 

f^n tlie basis of the compensation account prepared by the secretary, 
:ind objections to the correctness of the accounts form no release 
from obi ifr<it ions. 

(8) Differences arising between the lines are settled by arbi- 
tration, and the opinion of the arbitrators has the force of a legal 
judgment. 

(0) The resolutions of the continental conference and the North 
Atlantic conference in New York are not binding upon the lines if 
the same are directly opposed to or in contradiction with the provi- 
sions of the contract. 

(10) The Hamburg- American Line and the North German Lloyd 
will use their efforts to arrange thai the passengers of the non-Ger 
man lines may pass the Silesian, Saxon, and German frontiers. 

(11) Agents of the lines which are parties to the agreement shall 
not interest themselves in the booking of passengers for new outside 
competing lines. 

(12) For ench infraction of the terms of this agreement a penalty 
of i^250 is imposed, and in case of willful infraction £2,500. 
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2. The N, D. L. V, a(ji'ctmenty or the agreement governing the 
Nordatlanthcher Dimpfer-Linien Verhand {North Atlantic Steofn- 
ship-Lines Assonatioii). — ^This contract was concluded at Hamburg 
Jannnrv V.K 18t)2. and, according to its terms, shall continue from 
year to year unless notice of intention to terminate the same is given. 
The following trans- Atlantic steamship lines are jmrties to this agree- 
ment, viz. the Hamburg- American Line, the HoHand-American Line, 
the North German Lloyd, and the Red Star Line. According to the 
terms of this agreement the percental participation of the total steer- 
1^ passengers forwarded by the lines during the year to and via the 
United States and Canada from ports of the European Continent 
north of Cadiz (Ca*]i7 inchided) or from Croat Britain and Ireland 
is specified for the respective lines. According to the original agree- 
ment the British lines were allotted 14 per cent of this traffic. This 
agreement is brieflv abstracted on page 54 of this volume. 

8. Agreement — ^This agreement was entered into on February 
28, 1911 (then to continue from year to year) bv the Allan Line, 
American Line, the Anchor Line, Canadian Pacific Railwa}" Co., 
Cie Cenerj'ile Transntlnntiquc, Cimnrd Line. Dominion Line, Donald- 
son Line. ITariilMirg-American Line, Holland-American Line, North 
German Lloyd. Red Star Line, and White Star Line for the purpose 
of regulating the second-class passenger business. The agreement 
provides (1) for minimum ocean rates for second-class passengers on 
varions types of steamers to and from England^ both eastbound and 
westbound; and ('2) minimum rates on various steamers operating 
to and from the cniitinentn I ])orts. Tn many respects the detailed 
provision^ of thi- contra -t are similar to tlie others. 

Fines su-e h vieii on both ^teanihhip eonipanies and agents for in- 
fraction of the rules. ^Matters of dispute are subject to decision by 
arbitration, and the decision of the arbitrator is final. All officisd 
comniimi( aiioiis between the lines must be made through the secre- 
tary of the North Atlantic passenger conference or of the N. D. L. V. 
Commission^ of agents are also specified in this contra rt. 

Frc'inhi mjrn im nts. — ^As regards the freipist trallic between Liver- 
pool and tlie I'nited States, see the testimony of P. A. S. Franklin, 
vice proident of the International Mercantile Marine Co., before 
the Committee on the Merchant Marine and Fisheries. (See pp. 579, 
591, and 597 of the hearings.) 

In the westbound traffic, according to Mr. Franklin's testimony, 
the leading lines, partirulnrly the Cnnadian Pacific, Allan Line, 
Cunard Line. AVhite Star LiiH\ and the T/eylnnd Line, are members 
of tlie >!>-( nlled ** Liverpool conference." Keprc-entatives of the 
lines in the conference meet to discuss^ bills of lading, receipts, 
documents, and all matters of mutual interest. It was also Afr. 
Franklin's understanding that they fix minimmn rates, but that, 
owing to the fact that the vessels are never full on a westbound 
voyage, these mininumi rate? an» the actual rate?. He also testified 
that there is no direct conneetion between the Liverpool confer- 
ence " :i7id the *• London conference." although the ownership of some 
of the lines in the conferences is the same. 

In the eastbound traffic from the United States to the United 
Kingdom, particularly from the northern ports of the United States, 
the several trans- Atlantic steamship companies agree on minimum 
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rates on certain commodities. The n presentatives of the various 
lines running to Liverpool meet in coriiereiire at IT State Street, New 
York, discuss their rates, and tile and notii^ each other of their 
minimum rates upon these commodities. Minutes of these meetings 
are kept, and a sample copy pf the minutes of the last meeting was 
submitted by Mr. Franklin to the Committee on the Merchant Ma-^ 
rine and Fisheries. The rates fded are subject to change after an 
agi-eod i)eriod of notice, in some instances 30 days, and in other 
instances (U) days. The lines agree that they will not take freight 
below the minimum rates; but these rates are subject to change, and 
any line can serve notice that at the end of the designated period of 
notice it will change its rates. No penalties are imposed tor an in- 
fraction of the agreement Int it is distinctly understood that llie 
agreement prohibits any line from assuming the right to change any 
of its minimum rates until aft^ r the 30 or CO days have expireoT 

This niininuun-rate a^rretMiu iit does not cover the great bulk of 
traffic, c()n.sisting of grain, Hour, oil cake, cotton, and other bulimy 
commodities, but is confined to the higher-priced freight, on which 
the shippers as well as the ship lines are anxious to have fi^^ed rates 
equally applicable to everyone. It should 1 < tated that no agree- 
ment exists regarding grain, except that the lines agree that they 
will not take more than 12 loads of grain at a rate less than a 
penny-half- penny per bushel, i. ' they ran make any rate they desire, 
but must not exceed 12 loads on one ship, or D»>,000 bushels. 



SEPOST OF ALBERT W. SWALH, GOHSITL AT SOTTTHAMPTON, 

ENGLAND. 

In answer to the interrogatories propounded in special instruc- 
tion No. 123, we beg leave to submit the following report, the data 
for which has been gathered from many sources, and much of which 
has been a matter of common knowledge among people acquainted 
with port matters. The statements herein made are all founded on 
mutual knowledge— on the part of the consul and the vice consul — 
and this report is thus made mutually. 

LINES BNOAOEiD IK THX TRADE AT THIS FOBT. 

The steamship lines engaged in tlie trade between the port of 
Southampton and the United .States are the passenger ships of the 
International Mercantile Marine Co., viz, the White Star line and 
the American Line. 

In the past there was a very destructive competition in the passen< 
ger traffic from this field and its contributing area, which took in a 
good deal of the Continent, and after some very unprofitable experi- 
8S187— i;j 10 
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ences to all concerned an end was reached and a pool formed la 
which all the lines having to do with the trade in passenger traffic 
with the United States in any regular way became a part and parcel 
thereof, and business in that line put upon a safe and paying basis 
without an undue or unjust burden laid upon the ordinary traffic. 

This pool included ships only of lines well and completely fitted 
for any class of passenger traffic, but more especially the third-class 
or emigrant line, for which unexcelled arrangements resulted in clue 
course of time and experience, and to which in all newer construction 
of ships the most modern appliances were devoted, as to the comfort 
and privacy of that class wholly unexpected. 

The pool formed then comprised in its main provisions protection 
as to agreed rates, with severe penalties for any infractions thereof 
on the part of anyone, and providing auditors with the amplest 
powers to bring about an exact settlement of the business and the 
allotment of the averages to be allowed each company. It is a 
matter of common knowledge that the pool maintains an office and 
working staff in New York, which looks after its matters on that 
aide, while a corresponding office is maintained at Jena, southern 
G«rmany. It comes to us that the different lines in the pool are 
graded as to their passenger-carrying capacity, and they are entitled 
on that grading to an allotted percentage of the total number of 
passengers carried for the current year. Should (me of the lines 
exceed the allotted percentage or number the fare is at once raised, 
as a means of diverting the passenger traffic to the other lines of 
the pool which may not have been doing tiie business allotted to it 
in expectancy. However, should an individual company exceed their 
allotted percentage in number for the given year, the excess is divided 
accordiiig to the grading, less the actual cost as agreed in the original 
plan of the pool. 

In London from each of the included lines a competent person is 
detailed to olllcially look after the pool affairs in an executive way. 
They meet weekly and they have before them all the required data 
affording a basis for their report and action. And that action has 
led to the preservation of commercial peace in one of the greatest 
industries of the day, and apparently without outrage of individual 
right. It is a matter of common note that when an opposition ship 
or line is announced to sail from any competing port — either shore-- 
thp pool line ship? «;iiling that week lower their rate for the time 
being, the price being the same or lower, coupled with superior ac- 
commodation, fare, and. of course, speed. This makes it rather a 
bad business for the outsider, who can not compete with the pool 
riiips generally in the material elements of tliird-class comfort and 
eare, with this additional fact confronting them, the rigid inspection 
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of tho Kn<?lish Boanl of Trade as to this class of traffic. It should 
be reiiiembered that tiie third-class traihc is the most profitable of all. 

AS TO FUEIOUTS. 

The passenjrer steamers using this port sailing to the United States 
are not freigiiiers in tlie ordinary sense of tiic word, as they luivc no 
great carrying capacity outside the passenger accomiimdalion. It 
should lx» noted that there are no ordinary freight steamers trading 
from tliis port to tlie United States to compete with the fast passenger 
steamere, and no comparison, therefore, can be made as to freight 
rates between these two ehis<es of vessels at this port. The outgoipg 
class of freight from this port is almost exclusively of the first or 
" fine " class and pays the highest rate. That rate is generally known 
by printed circular, and the latest issue, that of April 20, 1912, is 
herewith remitted in duplicate and made a part of this special report. 

RAILWAY CAERIAQE IK CONKBCmON HEREWITH. 

The London & South Westeni Railway is the only line of railway 
entering Southampton. It owns and operates the vast dock property 
and has no competition whatever as to freight or passenger fares. 
Let an illustration be given of how the freight rates work out. The 
rate from New York to Southampton on, say, drags is 27s. 6d. ($6.68) 
per ton of 2,240 pounds, or 40 cubic feet measurement. i)lus the usual 
primage charge of 5 per cent. (Primage is a small duty levied in 
addition to the charge for freight for services in loading and unload- 
ing the cargo. It now goes to the ship or owner, but formerly was 
a gratuity to the master and crew for special care of the cargo.") 
From Southampton to London the freight charge is 20s. lOd. ($5.06) 
per ton. However, the steamship lines are able .to quote a through 
rate, New York to Nine Ehns, the goods station of the railway, and 
which is close to the metropolitan area of London, of 32s. 6d. ($7.78) 
per ton. Of this amount the railway receives per ton to Nine Elms 
6s. 8d. ($1.02). but for carting the freight from Nine Elms to the 
London warehouse the chartre is 53. ($1.21) per ton or lis. 8d. ($2.82) 
per ton for a railway delivery 83 miles away — from dock side to ware- 
house in London. The charcfo of 6s. 8d. ($1.62) per ton by rjvil is 
made on goods in transit either way. No terminal facilities as to 
storage are provided by the railway at Southampton other than 
weather-protecting shed room alongside ship, on the dock estate, and 
which are leased or rented to the shipping line using the same. All 
the regular lines using the port of Southampton are given this gen- 
eral London rate of 6s. 8d. ($1.62) to Nine £lms, and the warehouse 
rate if desired. A tramp " or occasional steamer would, however, 
have to make arrangements ahead to enjoy the rate, which is the only 
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rate known in this port as b(*ing a " cut " or special rate. On appli- 
cation in the iisunl uuy all rniise for complaint as to discrimination 
in frei<rlit cliarge has been rt'iuuved. The railway company has and 
will c()ntiiiiic lo grant an even rate to all cargo-carrying ships doing 
an oversea trade or coastal trade if of sufficient value to put into the 
category {»f trainload consideration. 
In conclusion we beg to say : 

1. That ont«ide of the passenger pool herein named no combina- 
tion of any other kind, so far as can be ascertained, exists in any form 
touching trade either way with the United States. 

2. That there is no case known at this port of any railway cor- 
poration controlling or influencing trade with the United States. 
Gentlemen in high position in shipping lines are also connected with 
the London South W^^^^rn Railway Co., as, for instance, Lord Pirrie, 
whose interests are well known to be large in several lines and who 
is a director in the railway company, as well as the controlling spirit 
in great ship engineering concerns, out of which some of the great- 
est ships alfloat have been launched. The railway has no interest in 
any controlling or even in a considerable way in any of the great 
shipping lines using this port either as a base or as a port of call. 

3. That the freight rates, either way, as per the tariff herewith 
remitted, are the open rates ruling the traffic to and from the United 
States, with such changes at New York as the business occasion may 
demand. 

4. That the competition in passenger and freight rates is wholly 
confined to passenger ships, and that there is no competition with 
American tonnage whatever. A business man, on either shore, 
prefers to ship his goods by the regular lines and pays willingly 
for the service rendered. He knows when his goods will depart 
and wlien they will, arrive at their destination with much more cer- 
tainly than marks shipments by rail on long haul. He knows also 
what his compensation will be in case of damage to the freight, for 
he knows the history and methods adopted and made the rule of all 
these claims for many years past; so he accepts this service, unless 
his freight should bulk too large and be unacceptable to the lines. He 
does not care for tlie service of the " tramp " or the occasional 
steamer: hp prefers spoof!, c}ve of cargo, and general safety to any- 
thing failing outside orLivmizations affording complete equipment for 
the work in hand. " Tramp " steamers have not used this port in 
connection with United States trade. 

5. That so far as can be ascertained there does not appear to be 
any action taken in contravention of any commercial treaties of the 
United States or in violation of the laws of the United States. The 
passenger rates are made a matter of common publication. These 
rates are maintained to all, with a strictness and an impartiality and 



Digitized by Google 



ICBIHODS OF BTEAaiSHIP LIITBS CABBTINQ FOBEIOK TRADE. 149 

care that, as a commercial venture, commends itself to independent 
judgment. 

6. That it is not possible to obtain at this port any written or 
printed document, other than those herewith remitted, touching 
these interrogatories. But the statements herewith submitted thereon 
are based on facts, known as such by reason of common knowledge, 
^ined in the usual way of acquaintance with the adopted action at 
this port ever since the formation of the great piussenger pool, which 
brought into the traffic stability of rates, enhancement of the com- 
forts to the travelers, and for the advantages of ship and 6peed 
obtained, a rate that never before was equaled in the smallness of cost 
compared with the comforts and care afforded. 

7. That it should be noted that a commission is paid all accredited 
agents in the dale of passenger tickets by all lines evetyWhere. Also 
that brokers and forwarding agents who present freight or handle 
it to the interM of the line involved get this, and this commission is 
generally accounted to be 10 per cent. 

Albert W. Swarm, Consul. 
Southampton, England, May 27^ 1912, 



EEPOBT OF JAMES FISHEB, VICE AKD DEPUTY CONSUL IN 

CHAaGE AT HULL, ENGLAND. 

i have the honor to report that I have used all diligence to obtain 
the required information, without success. I will explain the situa- 
tion : 

There exists here only one .shii>piri<,^ firm who have a reguhir line 
of steamers to the Uniteil States — namely. Messrs. Thos. Wilson, 
Sons & Co. (Ltd.). This is the only firm that could give nie any 
information on the foreign carrying trade to the United States, as 
the other shipping companies here only send an occasional tramp 
steamer to the United Slates. As far as 1 can iiscertain, the owners 
of tramp ships have no agreements or arrangements with other 
coiriitnTiies. 

Immediately on receiving instructions No. 123 T commnnicated 
with Messrs. Thos. Wilson, Sons & Co. (Ltd.), and forwarded a list 
of the questions Nos. 1 to C, minus No. 3. They replied Jliat they 
could not help me in the matter. A copy of their letter is attached, 
marked "Exhibit A." 

Not being satisfied with this answer I had a personal interview 
with the manager of the American trade, the signer of the letter. 
He, together with the managing director, politely declined to give me 
any information, on the ground that the finn had not the information 
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at hand and could not spare the tune to obtain the matter; and again, 
that it was their own private business as a shipping company as to 
what agreements, conferences, pools, or combines they made with 
railroad companies or other shipping companies regarding freights, 
special rates, rebates, privileges, or advantages. I requested them to 
let me have in writing the reasons why they would not furnish me 
with the information requested, and a copy of their letter is attached, 
marked Exhibit B.» 

It appears to me that the only question I can answer from out- 
ward inquiries is No. 4, as I am informed that no steamship lines or 
companies engaged in the foreign commerce of the United States 
are under or controlled by railroad companies. 

Messrs. Thos, Wilson, Sons & Co. (Ltd.) are large shareholders 
in the Nortii Eastern Railroad Co., but I understand they have no 
control of the railroad company. They are partners together in a 
continental steamship line known as the Wilsons & North Eastern 
Steam Shipping Co. (Lid.). 

I understand also that the Messrs. Wilson have a gentlemen's 
agreement with the Atlantic lines not to carry any third-class pas- 
sengers as emigrants to and from the United States. They bring 
eiingrants, however, from the Continent via Hull to Liverpool, and 
returning emigrants from the United States via Liverpool come 
to Hull and embark on Messrs. Wilson's ships to the Continent. 

James Fishek, 
Armncan Vice and Deputy Consul in Ohaitge* 

Hull, England, May £8, 
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The chief British lines besides the PenizisiilaT & Oriental Steam 
Navigation Co., which sends combined freight and passenger 
steamers on regular schedule to Bombay, are the Hall, City, and 
Anchor Lines. The French mail steamers of the Compagnie des 
Messageries Maritimes, Austrian-Lloyds Co. of Trieste, under mail 
contract with the Austrian Government, Bubbatino Co. of Genoa, 
supported by the Government of Italy, the Nippon Yusen Kaisha 
and the Toyo Kisen Kaisha, are among the most important com- 
mercial maritime companies engaged in carrying the foreign com- 
merce of the United States to India. However, all of the above- 
named lines receive or deliver cargo at transshipping ports, such as 
London, Liverpool, Marseille, Genoa, and Trieste. 

It is said that Indian shippers to the United States are not gi \ en 
rebates, special rates, or other privileges whatever, and that the 
steamship lines have no combination or agreement witii [\w Indian 
railways (it is impossible to learn whether the steamship c*>iiipanies 
have any arrangement with American railways or not) by which 
more favorable through rates may be obtained as against siiix)nieni3 
offered by any exporters at Bombay. 

In the absence of any evidence to the contrary, it seems reasonable 
to believe that Indian exporters to the United States are served under 
precisely the same tariff and the same freneral retaliations. If rebates 
were sriven or special rates or privileges or advantages allowed, the 
shipper discriminated against wonld be certain to bring his gripr;ince 
before the Bombay Chamber of Commerce or carry a strong protest 
to the Government. A search of the chamber of commerce reports 
and Government press notes on railways fail to reveal any com- 
plaints as to any irregular or unusual methods practiced by the 
steamship companies touching at this port or by the railways. 

The Indian railroads are obliged by law to publish full and com- 
plete information of such regulations, contingent upon governmental 
approval, as may affect the movements of commodities or be of inter- 
est to dippers. One of the main provisions of the contracts authoriz- 
ing the construction and workings of the various Indian railway 
systems is that the maxima and minima for each class and descrip- 
tion of goods are fixed by the Government, who also prescribe the 
several classes and descriptions. Should the Government require the 
companies to reduce a rate prescribed for certain commodities, such, 
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for instance, as salt, or in famine times on forage or food stuffs, the 
companies are compensated for any loss ensuing. Indian railway 
rates and regulations are therefore available at all times for the 
information of the shipping or exporting intraests of the United 
States. 

The Govemment of India does not grant any bounties to shippers 
or shipping lines engaged in oversea trade. It is reasonably certain 
also that none of the Indian railways own or control interests in the 
steamship lines or companies engaged in the oversea trade between 
the United States and India. 

As far as competitive rates are to be considered, current quotations 
to the United States are not placed at a figure likely to check or 
hinder the movements of commodities. As a matter of fact, there 
is no difference in the measured carfro rates between consignments 
destined diitcL and that transshipped at London for New York or 
consignments from Bombay to the port of London. Measured cargo 
on prevailing freight rates to Venice or Trieste is only Is. 6d. (36 | 
cents) per ton cheaper than to New York. ■ 

The Bombay-America Line, with direct sailings monthly, tnking 
cargo for New York, Boston, Philadelphia, or Baltimore (fxjent^. j 
W. & A. Graham & Co. and Turner Morrison & Co.), is the only 
steamship line engaged in the trade on regular schedule. This line 
docs not issue a published tariff, but the current freight rates for 
leading commodities were furni.shed this consulate upon my appli- > 
cation therefor. The rates charged are as follows: 



f s. tl. 

Mensnrement cargo per ton of 40 feet_-..«^^^ - 15 0 (^.08) 

Castor seed 12 6 ($5.47) 

Linseed 15 0 ($6.08) 

Rapeseed 15 0 ($6.08) 

Nuts: 

Cashew 12 6 (16.47) 

Myrabollams 12 6 ($5.47) 

Hides 17 6 ($6.69) 



Rates on manganese ore, usually shipped in full cargo lots in tramp 
steamers, are showing a rising tend^cj. Kecent cargoes have gone 
to Philadelphia and Baltimore at the rate of 258. ($6.08) . 

EOWABD J. NOBTON, 

American Consul, 

Bombay, India, December 11^ 1912, 
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BEPO&T OF MAXWELL X. MOOKHEAS, C0NSI7L AT BANaOON, 

BUBJCA. 

POOLS FOB FIXING BATES AKD GRANTING BEBATES. 

The Bibby Line, of Liverpool; the TTendcison Line, of Glasgow; 
and the Hansa Line, of Bremen, fornie l in 1906 a pooling arrange- 
ment by which a rebate of 10 per cent is granted on all freight 
charges to shippers on merchandise consigned to the Continent of 
Europe, the United Kingdom, and the United States (whether direct 
or by transshipment), provided said shippers have not shipped or 
been interested in shipping by any other lines or vesseb than those 
operated by the aforesaid conference. 

Shipments by steamers of the British India Steam Navigation Co. 
and the Asiatic Steam Navigati<m will not invalidate claims for thd 
above rebate, provided they charge tariff rates. 

Shipments of rice, rice meal, and entire cargoes of teak may be 
shipped by other lines without affecting claims for rebates. A copy 
of the rebate cin»ilar, issued by the pooling lines on January 1, 1906, 
is indosed. This circular does not state that rebates will be granted 
to shipm^ts to the United States. The local agents of these lines 
have, however, informed me that the rebates apply to shipments to 
eastern ports of the. United States. 

There are no steamship lines from Burma to the United States. 
Practically all goods consigned to the United States are shipped 
by the Bibby or Henderson Lines for transshipment at Liverpool or 
by the Hansa Line for transshipment at Br^n^ or at Port Said. 

METHODS USED BY SHIPPING UNES TO PBBVBNT FDBUOATION OF THEIB 

METHODS IN THE UNITBD STATES. 

No effort has been made by the shipping lines in Burma to prevent 
publication of their pooling agreement in the United States. This 
agreement is not kept secret and the consulate had no difficulty in 
obtaining a printed copy. Such agreements are not illegal in Bunna. 

r-AVOBS TO SPBGIFIEO LINES, SUCH AS BHIFBUILDINQ BOUNTDBS, 

SUBVENTIONS, ETC. 

No fa\ors, bounties, or subventions are granted to any lines run- 
ning from this port, other than tlip pooling agreement described 
above, by the local Government or people. 
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GOVERNMEKT 6UB8IDIZB. 

Neither the ( ioverniiieiit of ladia ii'ir the Provincial Govci iiinent 
of Burma ^aiit any subsidies to vessels engaged in the foreign trade 
of Burma. Such vessels are for the most part built and owned iu 
the United Kingdom or Germany. 

SAILVVAY OW^^iEBSIIir <>R CONTKOL OF VKSSELS ENGAGED IU THE FQBEIGN 

COMMERCE OF THE U^ilTED fiXAXES. 

vessels engaged in the trade of this district are owned or con- 
trolled bv railways. 

^VlIEiiiER REBATE AGRKEMENT IS IX CONTRAVENTION OF COMMFJtCIAL 

I'REATIES OR LAWS OF UNITED STATES. 

So far as I know there is no treaty between the United Stated and 
Great Britain which touches on the question of steamship pooling or 
granting of rebates. 

The granting of rebates by certain steamship lines to those ship- 
pers who guarantee not to ship by other lines, on consignments to the 
United States, is in contravention of the act to regulate commerce 
of Febriinry 4, 1887. It is prn})al)Iy impossible to prevent the grant- 
ing of rebates by foreign steamship lines which do not have steamers 
touching at American ports, but whose cargo is transshipped at 
Liverpool, Bremen, or other foreign ports into vessels of other lines. 
It has been impossible to discover in Rangoon whether the trans< 
Atlantic liners pay a portion of the rebates granted to shippers on 
through bills of lading to the United States. 

It is suggested that the shippers of ail goods consigned to the 
United States be required to specify on the consular invoices the 
amount of freight paid and the amount of rebate granted by the 
steamship line, if any. 

EFFECT OF REBATE AGREEMENT ON COMMERCE AND FREIGHT RATES OF THB 

UNITED STATES. 

The rebate agreement has prevented competition and kept freight 
rates up. The exports to the United States from Burma are so small, 
averaging less than $300,(X)0 per annum, that it would not pay to put 
on a direct line of steamers. The rebate agreement can not be said 
to have had much, if any, effect on the foreign commerce of the 
United States so far as this district is concerned. 

Maxwell K. Moorhead, 

American ComuL: 

Rangoon, Burma, November i, IM. 
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Exhibit. 

homeward — rangoon steam lines — notice to shippers. 

January 1. 1906. 

Shippers from all ports of Burmah nie lioiebv informed that as 
from this date and until further notice, and subject to the conditions 
and terms set out herein, earl, of the undersigned will pay to the 
sliippers by their line a rebate of 10 per cent on the freight received 
by them respectively from such shippers of all descriptions of mer- 
chandise to the United Kingdom and (or) to all continental porta, 
whether direct or by transshipment. 

The said rebate to be computed every six months up to the dOth of 
April and 31st of October in each year, and to be payable dx months 
after such respective dates to those principals only who, until the 
date at which the rebate shall become payable, shall have made their 
shipments to United Kingdom and (or) Continent exclusively by 
vessels dispatched by the undersigned respectively to the United 
Kingdom and (or) the Continent (whether direct or by transship- 
ment) ; and provided that such shippers have not directly or in- 
directly made or been interested in shijiments to any of the afore- 
said ports by sailing ships or by the .steamers other than those dis- 
paf lied by tlie undernamed, and also ])rovidcd that the statement 
of chtim for such rebate shall be made in the annexed form within 
12 montlis of the date of shipments to the Rangoon agents of which- 
ever of them shall have carried the goods m respect of which the 
rebate is claimed. Payment will be made by the head offices to the 
authorized recipient. 

Shipment of rice, whether in husk or cleaned, rice meal, and 
entire cargoes of teak are exempted from the terms of this circular 
altogether. 

Shipments by steamers of the British India Steam Navigation Co. 
and Asiatic Steam Navigation Co. will not invalidate claims for the 
above rebate, provided they diarge tariff rates. 

BiBDT Bbos. & Co. 

P. S^DEBSON & Co. 

The Hansa Steamship Co. of Bremen. 
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FOBli FOB STATRMESI OF JtKUAXE CLAIMED IN BESFECT OF SHIPMENT. 

, J9—. 

Ho . 

AgmU for ^ 

CfaBHTLBMBN : I (we) beg to band you tbe annexed list of my (our) alilpments 

by the steamers dispatched by you during tbe six montlis ended upon 

which shipments I (we) claim the rebnte referred to in your circular dated 
January 1. 1906, nnd piich claim I (we) make in accordance therewith and 
on terms tmd conditions of the said notice, which I (we) have receivetl aud 
with which I (we) have complied In every particular. 

Tbe following are Cbe particulars of tbe above-mentioned flblpmenta. and 
Cb^ are in accord wltb tbe biUg of lading, and you will please request Messrs. 

■ to pay same on my (our) behalf to ■ ' ■ , 

I (we) remain, gentlemen, your'* truly. 

(Signature of shipijer)* , 

(Address) . 



Date of sailing. 


Steamer. 


I'urt of destiua- 
tkm. 


No. of bill 
odading. 


Marks. 


Net 
fralsbt. 


Amouot^ 












4 


1 



SUPPLEMEHTA&T BEFORT OF MAXWELL E. MOOBHEAD, CON- 
SUL AI BAHGOOH, BUBMA. 

CUBiiJ&liT FBEIOHT GATES CHARGED BY STEAMSHIP LINES FOB VOrAOES 

FiZOM BAMOOON TO AMBBICAN POBTS. 

There are no steamship lines plying between Rangoon and Amer- 
ican polls. Merchandise is shipped on through bills of lading for 
the most part by the Bibhy ui Henderson Lines for transshipment at 
Liverpool or by Ilansa Line for transshipment at Bremen. There are 
practically no <roods shipped from Rangoon to Pacific coast ports. 

The steamship lines issue no published freight tariffs for goods 
destined for the United States. The current freight rates charged 
by the Bibby, Henderson, and Hansa Lines on through bills of lading 
to New York and other Atlantic coast ports on the principal com- 
modities are given in the following table: 

*■ MgiiRtare of prlnetpala only are admitted. 
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Rangoon homeward conference rates Rangoon to New Yorkt Philadelphia, 

Boston, etc. 



Commodities. 



Beans.'.., 
iJones.. ., 
t'olton. 

Cuteli 

Hides: 

Dnr>. 

Wet. 
Lm 

Hfflet. 



Oil. vegetable. 

Ruttber 



Teak fliU-hcs ami pltinks 

Teak squares 

Tin ore 

Wax 

Geo^ mercliaudise <fumitur«, hou^buici aud personal ef- 
Map«<c) 



Per— 



30 hundredweijtbt. 

do 

lit I iiijic foot . . 

'Al liiinilrodw'oiL'hf . 

Ifl hi.U'lrodwtMU'hi. 
U> 

50 cubic feet 

20 bundiedwefght. 

do 

do 

SOcubJc ( 

do 

. , .'io 

2U huaUrtkiweiyUi. 



40 cubic feet. 



Rate. 



47 6 
47 6 



02 

eo 

40 
45 
65 
105 

66 0 

(■.: a 
M u 
55 0 

ao 0 



Rate 

United 
States 
gold. 



?ii .-j) 
Jl. u5 
11.55 

14 r iO 

IS. ^5 
15.20 
1400 
0.73 
10.94 
15. ai 
28.64 
15. 81 
10.41 
14.60 
13.38 

19.4ft 



The minimum bill of lading to Xew York is £2 10s. ($12.16), and 
a rebate of 10 per cent is allowed on all shipments in terms of the 
conference rebate circular, a copy of which is attached to my report 
on "The methods and practices of steamship lines engaged in the 
foreign-carrying trade of the United States," accompanying this 
report 

Maxwell W. Mookhead, 

American Consul, 

Banqoon, Burma, Novembet* i?, 191^, 



BEPOET OF JOSJg de OLIVAAES, CONSUL AT JIADAAS, jOTDU. 

The shipment of freight from ports in the consular district of 
Madras to American ports by vessels engaged in the foreign-carrying 
trade of the United States is very limited, a large preponderance of 
the exports from southern India to the United States being trans- 
shipped at Port Said and various European ports. 

There are only two steamship lines whose vessels occasionally dear 
from ports of this consular district for American ports with cargo, 
namely, the Hansa Line and the Bucknall American & Indian Line, 
in addition to which independent, or ^ tramp," steamers from time 
to time car^ consignments of manganese ore thither by direct ship- 
ment 

The current freight rnie on the few products carried by tiie fore- 
going vessels are as f« Mows: 

Hide fleshings in bales, per ton of 50 cubic feet or 20 hundred- 
weights, $10.96. 
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Castor seed, per ton of 20 hundredweights, $12.64>. 

Manganese ore, per ton of 20 hundredweights, $6.57. 

The foregoing rates do not i*epresent;a fixed tarift, are not pub- 
lished, and are inclined to fluctuate. 

Beferring to the question contained in Special Circular No. 123, 
it would seem that they are hardly applicable to direct American 
shipments from this district, as there is at present no chance for 
f ither competition or combinations between the steamship lines or 
jnd( i)en(]ont vessels engaged in the limited carrying trade to ports of 
the United States, for the following reasons : 

The vessels of the Hansa Line take principally hide fleshings and 
a very limited amount of castor seed at the port of Madras for ports 
of the United States and rarely ship caigo at other ports of the dis- 
trict for American ports. 

The vessels of the Bucknall American & Indian Line ply moie 
rarely between south Indian and American ports, and, as. its agents 
do not consider the freight obtainable for cargo from Madras as 
satisfactory as that obtainable from Calcutta, they have, for the 
lime being at least, discontinued to book cargo from this port- for 
the United States. 

Independent or " tramp " vessels engaged in carrying direct ship- 
ments of cargo to the United States are those practically confined 
TO the transportation of manganese ore from the port of Vizaga- 
patam. on the northeast c<!ast of the district. 

Hence it will ho seen tliat the s})heres of activity and classes of 
cargo of the vessels directly en<ra<>e(l in the American carrying trade 
with relation to this consular district, are quite distinct. 

T am nssnred tliat no agreements, conferences, pools, or other com- 
binations exist between the steamshijt lines and vessels nn<icr report, 
or l>etween them and the railroads of this country, for the purposes 
of fixing rates and tariffs or of giving rebates, spe(-ial rate?, or other 
special privileges or advantages, or for any other object mentioned 
in the interrogatories submitted in the department's circular, as 
relating to this consular district. 

It is said that no favors are shown hereabout to such ships or 
ship lines under law, rule, regulation, or custom which would give 
them any advantage in competition with ships or ship lines. 

The Madras Presidency, whidi constitutes the country of my offi- 
cial residence, has subsidized and owns no vessel or vessels engaged 
in foreign commerce with the United States. 

So far as it is possible for me to ascertain, none of the steamship 
lines or vessels, engaged in the commerce of the United States, as 
applied to this district, are owned or controlled by railroad com- 
panies or by the same interests owning or controlling railroad com- 
panies. It is possible, though not to my knowledge likely, that the 
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said steamship lines and vessels might be so owned or controlled by 
railroads or kindred interests outside of this consular district. 

The conduct or practices of tlie foreign .sieairiship lines and vessels 
under report do not, in any of the particulars mentioned in the 
department's circular, appear to be in contravention of the commer- 
cial treaties of the United States or in violation of the laws of the 
United State-, nnd have no effect on the commerce and freight rates 
of the United States. 

TRANSSHIPPED FREIGHT FOR AMERICAN PORTS. 

There exists at Madras a conference, composed of several British 
Hnes of steamers, the object of which is to prevent competition and 
to maintain a unif(»rm tariff of freight rates with rp^poct to ship- 
ments from Madras to European ports, and to a rniiiilx r of American 
ports by transsliipinent at London to vessels (>f ( r Iiik s. 

The stenm<^:hip lines constituting this eonferenre are tli*' iollowing; 
Pacific & Oriental Steam Navii^ation Co.. T'riijsh India Steam Navi- 
gation Co. (Ltd.), Clan Steamship Co. (Ltd.), Ellerman (Hall and 
City) Lines (Ltd.). 

It has not been possible to ascertain here at Madras the names 
of the steamship lines or vessels to which freight for the United 
States is transshipped at London by the conference lines. 

The general scheme of this conference is to secuie signed agree^ 
ments from local shippers to dispatch freight only by vessels belong 
ing to the lines composing the conference. In consideration of th, 
endnsive patronage tlie isiiippers receiTe a rebate of 10 per cent ever 
six months on all freight money paid by them to the conference lint 
but rebates covering three montiis are hM in resenr; Quarterly 
statements setting forth the details of all their shipmen** '^nring such 
period are required of shippers patronizing the confercoioe, and for 
any vidaticm of the agreement as to exclusive patronage the shipper 
loses all rebates due him, including the amount covering the three 
months which is held in res^e for sudi contingency. 

I am assured that the railroads of this district are in no way ctm- 
nected or affiliated with the conference, and that they participate iA 
no rebates on freight carried by them £or shipment by vessels oi the 
conference lines. 

The freight rates fixed by the conference are published in two 

separate schedules entitled, respectively, " Rates of freight on gen- 
era! cargo homeward from Madras by conference steamers" and 
" Kates of freight on choice cargo homeward from Madras by con- 
ference steamers." These schedules are supplied only to the agents 
of the steamship lines constituting the conference. 

88187—13 n 
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Excepting in the })articulars described within this category of 
*' transshipped freight for American ports," the answers herein given 
to the interrogatories in Circular No. 123, as regards vessels engaged 
in the direct foreign carrying trade of the United States, may be 
said to apply to the Madras freight conference. 

It would seem that the agreements existing between the Madras 
Conference lines and the local shippers could hardly affect the com- 
merce and freight rates of the United States. It will be seen that 
the freight rates charged by the steamship lines and individual 
vessels plying direct between Madras and American ports are some- 
what less than those maintained by the conference lines, in addition 
to which there are other European steamship lines and Tessels sailing 
from Madraa which are not included in the conference and by which 
freight for the United States is carried subject to transahipment 
Hence there is sufficient competition with the local conference to 
prevent it from fixing a scale of freight rates such as would prove 
detrimental to the export trade between this consular district and the 
United States. 

Jos£ DB OuvABBS, American Consul, 
Madbas, India, Noveinber IS, ISlfS. 



Editor's Norn — ^The report of Mr. Jos6 de Olivares makes special 
mention of the Hansa Line and the American & Indian Line m the 
traffic between the United Statra and India. For a statement of the 
relations existing between these two services, the reader is referred 

to Mr. Paul Gottheil's testimony on pages BB4 to 337, incln'^ivo. of 
the hearings before the Committee on the Merchant Marine and 

Fisheries. 

The testimony shows that the two services operate together as one 
service, and that the tariffs of the two lines are the same. It also 
appears that, according to a letter submitted in the evidence; dated 
August 6, 1912, the Hansa Line has discussed various matters verb- 
tilly with Messrs. Biicknall, of the American-Indian Line, and the 
drafting of an agreement between the two lines is under contempla' 
tion. (See p. 334 of the hearin^^s.) 

The report of Mr. Jose de Olivares was accompanied by two 
printed tariffs of freight rates issued by the conference lines, and 
referred to on page 161. The foUowing reprjesents the form of these 
tariffs; but owing to their length only the introductory portion of 
each is reproduced for illustrative purposes. 
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XSXHIBIT L 
MADRAS ROMBWABD FBEIORT OONFEBENCB. 

Rates of freight on general cargo homeward from Madras by conference 
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Rates of freight on choice cargo homeward from Madras by conference 



0 

1 


Scale. 








c 




5 








1 


1/ 
















1 
















rsei] 
or. 
















o 

tr, 

% 


i 


■ 

Cacfo. 


ght. 




s a 

_ *-' 










-3 










r 

' 1 


1 rcdwei 


1 


~ m 
§^ 

o ^ 


d 




1 


c 


E 

■73 

I— 


u 




pool at) 


X 
c 








■V 

a 

o 


o 
■J) 






is 
c 


C/i 


s 






"S 








hJ 










■< 
















s.d. 


». (i. 




8. i. 


«. d. 


«. rf. 


#. rf. 


.-». rf. 






dsa^x 




50 


47 (i 


70 0 


fCl 9 


66 3 


57 f. 


57 !• 


57 '"i 


to 0 


( .0 0 


t"i2 0 




















8 


50 


32 


:..•) 0 


4S ft 


52 t ; 


42 t. 


42 (, 


42 t, 


43 


45 0 


47 ti 


Ct.'tT.v 










4<i 3 


48 VI 


3S l> 






40 0 


41 3 


42 i; 






50 


45 0 




61 il 


(>5 a 




5o U 


53 b 


00 U 












r" 


57 li^ 



. ! 



aa 



By direct steam- 
er, 2s. Od. over 
London rate. 

Do. 
Do. 
Do. 



BEPOET OF STUABT K. LVFTOir, GOHSUL AT KABA0HI, DIBIA. 

I have {he honor to xeport that the steamship agencies at this port 
do not publish their rates. No steamship oompany, with the excep- 
tion of the British India Co., has a branch here, the rest being 
simply agencies, whose rates are fixed by the head offices^ It is true 
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that all the agents have a slight margin and can and do cut rates to 
meet competitors, but such cuts are seldom more than 6d. per ton. 

To the best of my knowledge and belief only two shipments have 
taken place by direct sieemer to the United States since the estab- 
lidmient of this consulate in 1906. The Hansa Une is the only com- 
pany running direct boats from <he United States to Karachi, and 
these almost invariably touch at Karachi oh the outward voyage. 
They are supposed to run one boat per month, but I do not thmk 
more than eight enter the port each year. Almost all the shipments 
to the United States go by the Ellerman or Hall Lines to Liverpool, 
or by the Wilson Lino U) Hull and are transshipped at tlios?e poi-ts. 
Rates quoted iiie to-day are as follows: 

Baierman & Hull Lines: 

Transshipment at Liverpool to New York, Philadelphia, and Boston — 



Skins ^.12 

Hides 9.12 

Wool 9.W 

Wilson Line: 

Transshipment at Hull— 

New Tork and Boston- 
Skins 9.12 

Hides ^ 9.24 

Wool 9. 00 

To Philadelphia — 

Skln^ wool, and liides ....^ 11.80 

HflPff n Line: 

Direct to Nevr Tork— 

81dnfl» woo), and liides^ 10.22 



The latter could not state any day of shipment 
Freight rates at the present time are rising slowly, with a proba- 
bility of a sharp jump in the near future. 

The following table sliows the fluctuations in rates to British 
ports on the principal commodities during 1912, and taken in con- 
junction with rates from these ports to the United States may be 
useful. 
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Date. 



1912. 

Jan. 4 

Jan. 18 

feb. 1 
eb. 15 , 

Feb. 29 

Mar. 14 

Mar. 28. 

Apr. 11 

Apr. 25 

Mays 

May 23 

June 6. .........,.,.»,,, 

Jm9 20 

July 4 

July 18 

Aug.l...; 

Aug. 15 

Aug. 29 

iStsel*""" "!!!;!; 

OfltlQ. 

0«tl|! 



fiewtoaad 
wheat. 



»4.50 
4.62 
4.62 
4.74 
4.62 
4.62 
5.35 
S.71 
5.71 
6.10 
5.10 
4.86 
4.50 
4.62 
6. V) 
5. K i 
5.35 
4.86 
6.i 
ft.] 
(.80 
«l08 



UTwpooL 



Cotton. 



14.62 

4.98 
5. 10 
4.74 
5. 10 
5.10 
5.59 
5.84 
5.84 
5.35 
5.35 
4,^ 
4.^ 
5. 10 

.■">. 

5 35 
5.35 
5. 10 
1.71 
L71 
S.84 
6.82 



Hfd«8. 



i6.U8 
6.60 
6.44 
6.44 
6.60 
6.69 
6.93 
7.30 
7.78 
7.66 
7.90 
7.90 
7.30 
7.30 
7.30 
7. 30 
7.30 
7.30 
7.30 
7.80 
7.30 
7.80 



Hon. 



Seeds and 



4.86 
4.89 
4.88 

4.86 
4.86 

4. 86 
5.59 
6.71 
5.50 
6.47 
6. 10 
4.74 
4.86 
4.86 

5. 22 
5.22 
6.22 
&4i7 

5.71 
0.« 



Hid«i. 



97.8Q 



7.30 
7.30 
6.69 
6.60 



7.06 
7.05 
6.93 



7.1 



In regard to Special Instruction No. 123, dated April 17, 1912 (file 
No. 800.88/1), which I am further instructed to report upon, I have 
the honor to report as follows : 

1. The only railway reaching Karachi is the Northwestern, which 
is a Government railway. There is no reason for believing that there 
is any agreement between it and the various steamship lines making 
the port. In fact, such an agreement would be useless and serve no 
purpose whatsoever, as it would merely hamper the operations of the 
railway. 

2. I am unable to learn of any assistance, subventions, or bounties 
given to any ships or lines. 

A carefnl inquiry into the matter has convinced me that no such 
practices inimical to the United States exist in northwest India. 

Stuast E, Lttfton, 

Ameriem Consul* 

Karachi, India, Odoher 191^. 



BEPQBT OP GEOBGE B. ABBEBSOF, GOHSUX GEHEaU AT 

STEAMSHIP CONVESENCES IN THE FAR BAST, 

The port of Hongkong, at times the first port of the world in ton- 
nage entered and cleared and at all times one of the first ports of the 
world in shipping business transacted, derives its importance as a 
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shippinof center not only on account of the actual trade handled in the 
port — •All iiiimense trade, inchiding about 40 per cent of the import 
and export trade of all CiiiiiUj a considerable portion of that of Indo- 
China, the Philippines, the East Indies, Australia, and Japan — but 
also from the fact that it is tlie shippino- crossroads and transship- 
ment point for the Far East. In Hongkong the lines from Europe 
and the east coast of Xortli nnd South America to the Far East and 
the lines from the west cuast of North and South America and lines 
from Australia to the Far East converge. Hongkong is the hub of 
this wiieel of shipping lines, and as such it is preeminently the home 
of the " shipping conference." Not only is Hongkong the actual cen- 
ter of this trade, but it is the administrative center as well for the 
several oonlerenoes or shippmg combinations operating in the Far 
Elast. 

The shipping activities of the Far East, as represented by those of 
Hongkong, may be divided in general into perhaps five well-defined 
groups, namely: 

1. The line of trade from Europe to the Far East This group 
includes practically all of the European mail lines to the Far East, 
including the Japanese subadized mail line from Japan to Great 
Britain, among the lines being the Poiinsular & Orient Steamship 
Co.; the British mail line; the North Crerman Lloyd, and the Ham- 
burg-American Lines; the Messageries Maritimes; the Austrian 
Lloyd; the Italian Llo3'd; and various Russian, Norwegian, Swedish, 
Netherlands, and other lines or ships trading to the Far East. This 
group operates in general under what is known as the Suez con- 
ference. 

2. The line of trade from New York and the east coast of the 
United States to the Far East. This group includes a joint service 
of ships of various ownership and connection, including what is 
known as the American-Oriental Line, the Indra-Inver Line, the 
Barber Line, the American Manchurian Line, and the ships of the 
Standard Oil Co. of New York. This group operates under what is 
generally known as the New York-Suez conference. 

3. The trans-Pacific lines. This group includes two general sub- 
divisions, one subdivision consisting of those lines which proceed 
from Hongkong to the west coast of the United States by way of 
Japan and Honolulu to San Francisco and the other from Hong- 
kong by way of Japan to Puget Sound ports. These lines include the 
Pacific Mail Co.; the American Line; the Toyo Kisen Kaisha, the 
subsidized Japanese line running to San Francisco; the Osaka Shosen 
Kaisha and the Nippon Yusen Kaisha, Japanese subsidized lines 
running to Puget Sound ports: the Bhie Funnel Line, which oper- 
ates to Puget Sound and from Hongkong to Europe as well; and at 
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times other lines, such as the Dollar Tiine and the Portland Asiatic 
Steamship Co., which operate with or irukpendent of the other lines. 
Practically all of these tT-ans-Pacific steamers operate under what is 
JfDowii as the trans-Paciiic conference. 

4. The lines between India and the East Indies to Hongkong. 
These lines generally include the British India Steamship Co.; the 
Apcar Line, now amalgamated with the British India Lines the Indo- 
China Line; the Dutch- Java-Cbina- Japan Line; and the Nippon 
Yusen Kaisha subsidized service* All the lines but the Japanese line 
named operate in connection with the trans-Pacifiic lines in accord- 
ance with an agreement known as the Calcutta-Pacific conference, 
chiefly important in its relations to the trans-Padfic trade in gun- 
nies and other Indian exports. 

5. The Australian .-.ervices. These consist at present of lines of the 
Eastern & Australia Co., the North German Lloyd, and the Nippon 
Yusen Kaisha. These lines apparently do not operate under a con- 
ference, though there is some (effective agreement among them as to 
their respective sailings and as to rates. 

There are regular services from Hongkong to the west coa<=t of 
South America and to the east coast of Africa and services to the 
east coast of South America. These services usually are of steamers 
belonging to lines in various conferences, and operate, to a great 
extent at least, under conference rules and subject to conference re- 
bates in some cases. There are also regular services from Hongkong 
to the Philippines, to Indo-China, Siam, the East Indies, to Japan, 
Formosa, and a network of coasting lines and of river lines to Canton, 
Wuchow, Macao, and other river points. Among nearly all these 
lines there are more or less traffic agreements of a more or less effective 
nature, generally resulting in the maintenance of rates, the avoids 
ance of excessive or new competition, and arrangement as to sailing 
schedules. 

While the shipping trade of the port and its general upemtion may 
thus he divided into certain groups, these groups are not separate 
either in actual operation, common intei-est. or connections. For 
example, the Blue Funnel Line, from Europe to Hongkong, runs 
some of its ^tenmers in the trans-Pacific trade: the Nippon Yuseu 
Kaisha not onlv has a trans-Pacific service, but also has a European 
service by way of Suez, and an Australian service. The Hamburg- 
America Line belongs to both the New ^'ork and European con- 
ferences because of shipments to New Y'ork by way of Etirope. 
Trans-Pacific steamers of the various companies in the Pacific con- 
ference, like the Pacific Mail and Toyo Risen and Osaka Shosen 
Idnes, have no direct part in the trade to Calcutta, but they have a 
gteat, in fact a controlling, interest in the trade from Calcutta to 
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Hongkong, since the Calcutta cargo is transshipped here for the 
United States. In shorty these lines either belong to two or more of 
the conferences or have direct interest in them as transportation 
units. All the trans-Pacific lines as a rule act in unison in all mat- 
ters which concern rates, shipping conditions, and schedules, either 
aa a result of direct agreem^t in the conferenoes or as a result of 
their traffic or other relations with companies actually a party to 
such conference agreements. Now and then some of the companitsa 
concerned grow out of harmony with the conference arrangements 
and withdraw or are expelled. For example, about a year ago the 
Nippon Yusen Kaisha, which was at the time a member of the trans- 
Pacific conference, established a Calcutta- Japan service, thus coming 
into the trade of the Cahjutta-Pacific conference. Tins new service 
was established over the protest of the members of the Calcutta- 
Pacific conference. Tt led to bad feeling and secret rutting of rates 
across the Pacific by tiio .Japanese company. Tliis aetion led to a 
protest by members of the traiis-Parific confereiK-e. with the result 
that the Japanese company was expelled. More recently, as a result 
of cuttiu<z; of rates secretly, notice was posted in Yokohama that the 
shipping of goods by the 131iie Fiuuiel Line across the Pacific would 
invalidate rebates; in other words, the Hliie Funnel T.inc was dropped 
from the conference. .\s a £jeneral rule, however, the lines work 
together in tiuv-^e ( (^iferences or as a result of their relations with 
members of the conferences. 

As will be noted from the above outline of services, the conferences 
dominating shipping from the Far East through Hongkong in which 
the United States is directly interested include (1) the New York- 
Suez conference, (2) the tran Pacific conference, and (3) the Cal- 
cutta-Pacific conference. The European-Suez conference is also 
closely related to American interests in that it carries considerable 
freight for the United States by way of Burope. There is also a 
Singapore-Australia conference, which also affects the United States 
in a similar way. As above indicated, the members of the New York- 
Suez conference, as it is known here, are the ^American-Oriental 
Line,** the Indra-Inver Line, the Barber or Dodwell Line, the Ham- 
burg America Line, and the American-Manchurian Line. At times 
the Anglo-American Oil Co., a subsidiary of the Standard Oil Co. 
of New - York, is a member. The members of the trans-Pacific con- 
ference are the Pacific Mail Co., an American corporation, with hea<l 
office in San Francisco ; the Toyo Kisen Kaisha, with its own agency 
in San Francisco: the Great Northern Steamship Co., with its own 
offices in Seattle; the Nippon Yusen Kaisha, with its own agents in 
Seattle: the Osaka Shosen Kaisha, with its own offices in Seattle; 
the Bank Line, with an agency in Seattle, which, however, is now 
said to be witlidrawing from the trans-Pacific trade; and, until 
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lately at least, the Blue Funnel Line, whose American agency abo 
is in Seattle. The Calcutta-Pacific conlorenoe includes the Indo- 
Qiina Steamship Co., of which Jardine, Matheaon & Co., of Hong- 
kong, are general managers; the Apcar Line, now merged into the 
British India Steamship Line; the British India Steamship Line, of 
which Jardine, Matheson & Co. and Sassoon ft Co., of Hongkong, 
are gieneral agents and managers of eertain divided business; the 
Putch Java line ; and the various trans-Pacific conference lines oon- 
BOfsting with the Calcutta lines at Hongkong. 

The exact agieaments among these several lines, constituting the 
aeveral conferences, are apparently embodied in the proceedungs of 
meetings of represoitatives of the various companies concerned, 
wfaioh are held from time to time by the various representatives of 
the companies. In the Hongkong conferences meetings of the repre- 
sentatives of the several companies are held under an organization 
effected at the time each conference was established by the election 
of a chairman and a secretary or clerk of the conference or " traffic 
bureau." Questions of rates, rebates, special shi}>pinfr conditions; 
the admission or exclusion of shipping companies into or from the 
conference, nml, in short, all other matters of intei'est in common are 
brought before the meeting of these organizations, and the decision 
of the conference is put in the shape of a mot ion or resolution passed 
by a majority of representatives present. The decisions thus taken 
are embodied in the minutes of the meeting kept by the secretary or 
clerk. In case of matters of importance or of matters concerning 
which representatives present are not authorized to treat the deci* 
lions of the confcT ence are referred to the head offices of the com- 
panies concerned for approval or for authority, and adhesion to the 
decision in such cases is generally indicated by a letter to the confer- 
ences as represented by the chairman or secretary. 

The general terms of the agreement thus made, aside from the con- 
trolling matter of specific rates, are indicated in circulars to the 
trade by members of the European-Suez conference and the New 
York-Suez conference, in which the system of rebates upon which 
the conference rests and by which shippers are controlled is out* 
lined. The trans-Pacific conference issues no circular here, since, 
as indicated elsewhere, the system of deferred rebates in that con- 
ference does not apply here. The two circulars noted are attached 
bftieto. 

Practically the same system with the same rebates is followed in 

the European-Suez, the New York-Suez conference, the trans-Pacific 
conference, and the Calcutta Pacific conference, the rebate in the 
latter of which, however, is $2 per ton on all commodities. It is 
jay understanding that where, as in the case of the trans-Pacific 
freight from Japan to New York by way of San Francisco, a rebate 
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is paid on the through rate, the whole of the rebate comes from the 
steamer portion of the freight — in fact, all concessions are from the 
steamer portion of the freight. 

The trans-Pacific conference in Hongkong is held together as a 
matter of maintaining net rates without rebate. The deferred-rebate 
system is followed in Japan, where exporters are registered and 
shipments can be traced and watched. In Hongkong, however, ship- 
iiients to the west coast of the United States are made largely by 
Chinese firms which can not be watched. Ordinarily a Chinese firm 
shipping to the west coast would make a shipment by any tramp 
steamer coming along and offering a better net rate than a confer- 
ence ship, concealing the shipment under a false name or the name 
of some other firm and later claiming any rebate from the confer- 
ence lines for shipments by conf er^ce steajneis, notwithstanding the 
lapse from the requirement that all shipments from such firm should . 
be made by conference steamers. In Hon^^ong there is no proper 
registration of firms and shippers, no customs or other declarations 
by which shipments can be traced, and it is generally considered 
impossible to employ the deferred-rebate method of controlling ship* 
ments. It has likewise been difficult, if not impossible, to control 
members of the conference and prevent secret cutting of rates, a habit 
particularly common to the Japanese lines. It is now proposed tliat 
each member of the conference shall deposit in Hongkong the sum 
of $50,000 local currency (about $26,000 gold at present exchange), 
which shall become the property of and be subject to any order of 
the conference that such pledge has beeu forfeited to the conference 
by any viulation of the conference agreeineni. This proposition has 
not yet been accepted by ail lines in this conference. 

It will be noticed that the arrangements in conferences here are 
with respect to shipments from here to the United States only. 
Shipments from the United States to the Far East are controlled 
with the same companies, or substantially the same companies, acting 
in conference in the United States, though at times the inemhership 
in New York niay be somewhnt different from what it is here. The 
rates and conditions of the trade in the New York-Suez conference 
to the Far East are controlled by the New York Traffic Bureau 
of the companies concerned, and is said here to depend not only upon 
deferred rebates but also upon an actual pooling arrangement as to 
a division of freight offered. Shipments from the Pacific coast of 
the United States to the Far East are controlled by the Trans-Pacific 
Tariff Bureau at Seattle. There is also a difference in the nature 
of the rates quoted here and in the United States via the Pacific, for 
rates quoted here are for through rates to common points in the 
United States showing the ocean and rail proportions. Bates in the 
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United States are the interstate rates to the coast points and the 
ocean rates from such coast points to the Far East separate. 

There has been no particular effort to maintain secrecy as to con- 
ference matters in Hongkong, although of course the fact that a com- 
bination exists, and the extent to which it exists, is not advertised. 
Conference representatives here say they have nothing to do with 
conference arrangements in the United States for shipping services 
coming this way, tliough there is. of course, direct cooperation be- 
tween them, as, for example, the recent expulsion of the Nippon 
Yusen Kaisha Line from the trans-Pacific conference liere and in 
Seattle at the same time. 

Details in all these ajrrf > nieiil^ vary with circumstances; in fact, 
the entire conference sysiem in some respects depends upon local 
conference meetings in which resolutions passed by representatives 
of the companies concerned and upon the authority of such companies 
govern businc-s out of the particular district. 

The effect of these conferences upon business is complicated in some 
respects and varies in the several conferences. For example, there 
are a considerable number of tramp steamers in the trade between 
Honfikonrr and New York via Suez, with the result that the operation 
of the conference affecting that route is in direct restriction of trade 
with such tramp steamers— restriction of trade in general. • On the 
other hand practically all the trans-Pacific vessels are in the trans- 
Pacific conference — all of them running regularly and all included; 
except in certain contingencies or in case of a temporary disagree- 
ment in the confer^ce, and, with few if any exceptions, all maintain 
rates whether within or without the conference. The result is that 
the operation of the conference is more protective than aggressive. 
At all events, shippers are not restricted as they are to and from the 
east coast of the United States. Practically all ships in the Calcutta- 
Pacific trade also are conference ships. 

The vastly greater portion of the ships and companies concerned 
in these several conferences are British. The general opinion among 
shipping authorities and shipping law experts here seems to be that 
these combinations are illegal, i. e., they are voidable contracts, 
thoiiiili not illegal in ihe sense that they are criminal under tlie laws 
of Great Britain or British colonies. About a year ago the British 
colony of Singapore attempted to destroy the Singapore conference 
by hostile legislation, but the net result of its work seems to have 
been a compromise which gave the colony better rates and shipping 
conditions, but which left the combination intact. Of the lines, other 
than British, concerned in these combinations the Japanese lines 
enjoy heavy subsidies, the German, French, and Austrian lines enjoy 
subsidies and mail contracts, and the chief British line to Europe 
and the mail line from Hongkong to Vancouver enjoy mail contracts 
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in the nature of subsidies. The Austrian Government shares in th^ 
profits of the Austrian company concmied in the European con- 
ference. 

The general effect oi the con:terence8 Hang^ong is undoubtedly 
to preyent nimous competition rather than to maintain unduly high 
rates. The trans-Pacific rates of freight at present are, I believe, the 
lowest in the world for any similar hauL The rates from Hong^cng 
to New York are much higher, compiMratiTely, for although the 
through rates to New York via the trans-Pacific lines are actually 
higher than the all-water route by way of Suez, the water portion of 
the former rate is only from one-fourth to one-third of the whole. 
The rates to Pacitic coast points are exceptionally low. The confer- 
ence lines across the Pacific are attempting to raise their rates 10 
per cent, but it is doubtful ai this writing if this can be done. The 
European- Suez conference and the New York-Suez conference have 
raised their rates 10 per cent over former rates, and this increase 
seems to have been accomplished without much protest or trouble. It 
is the general understandmg that the Pacific Mail Co. is owned by the 
Southern Pacific Pjiilwn y Co., and the Great Northern Steamship Co. 
by the Great Northern Railway Co. All the truns-Pacific Japanese 
lines have traffic arrangements with American railways — the North- 
ern Pacific Railway, the Great Northern Railway, the Western 
Pacific Railway, and others. In these conference arrangements there 
are, so far as I have been able to learn, no provisions which discnmi- 
nate against American shippers or American trade in any way. 
There is nothing in them, so far.as I am able to judge correctly, which 
is in contravention of any of the conunercial treaties of the United 
States. As to their violation of tiie laws of the United States, I think 
the conference aj^reements made in New York in the traffic bureau of 
the conference lines there and that made in Seattle in the traffic 
bureau of the conference lines there are in violation of the Sherman 
Act Whether the agreemente made in Hongkong as to shipment of 
goods to the United States— made in behalf of the same parties and 
to serve the same ends— can be brought within the (^»eration of 
American law seems to me to be doubtful. 

George E. Anderson, 

Hongkong, J/ai/ 29^ 1912. Consul General, 



Exhibit. 

Peninsulas & OnisNTAii Steabc Navigation Oo., 

London^ April 7, 191^, 
Dbae Sirs: To those exporters from Japan (including Formosa), 
China (including Manchuria), and Hongkong to Europe, or to ports 
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via Europe, who, from the 1st of May to the 31st of October next, 
may have found it to their interest to confine their support and ship- 
ments during that period to the Peninsular & Oriental Line we shall 
be happy to allow a rebate of 6 per cent on the freight paid as per 
bill of lading. 

To those who on the 80th of April, 1013, may have found it to their 
interest to confine their support and shipments during the whole 12 
monliis to iiie said line we will allow a further 5 per cent on freights 

contributed up to 31st of October, 1912, and 5 per cent on those from 

that date to the 30th of April, 1913. 

To those who on the 31st of October, lUlo, inay have found it to 
their interest to confine their support' and shipments during the 
previous 18 months to the said line we will allow an additional 5 
per cent on freights contributed during the 6 months ending 30th 
of April, 1913. 

Until further notice shipments made by the O. S. S., M. M., 
N. D. Lloyd, Austrian Lloyd, Societa Nazionale di Servizi Maritimi, 
East Asiatic Co. of Copenhagen, Russian East Asiatic Steamship Co, 
of St. Petersbiirir, Swedish East Asiatic Co. of Gothenburg, Nippon 
Tustti Kaisha, Glen, Shire, Ben, Mutual, and Hamburg- American 
Lines, and shipments by direct steamers to Black Sea ports, will not 
inyiklidate claims for the above. 

No returns will be payable on freight contributed by blsfths, 
kaoliang, millet, wheat, male, sesamum seeds, peas and bean oil 
from Manchuria, rice, silk, and treasure, the produce of the East 
Archipelago transshipped at Hongkong, nor on any cargo the freight 
upon which may be arranged at a net rate. 

Exporters applying for the returns, which will be payable in 
London on and after the 1st of January, 1913, 1st of July, 1913, 
and 1st of January, 1911, respectively, must fill up and sign forms 
which can be obtained from the agents. 

Yours, truly, Thos. Suthebland, 

Managing Director. 



Exhibit. 

A An in CAN- Asiatic Steamship Co., 

Sl'EAMERS FOR BoSTON AND NeW YORK, 

Hongkong^ May 1, J91^. 
Dear Sirs: To those exporters from China, Hon^konj?, and Japan 
to the United Statas of America by steamers (shipments by the 
Pacific routes excepted) who from the 1st of May, 1912, to 31st of 
October, 1912, may have found it to their interest to confine their 
support and shipments during that period to steamers loaded by us 
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we shall be happy to make an allowance of 5 per cent in the freight 
paid as por l)ill of ladin*^, said ullowaiict^ to payable on the freight 
to terminal port only, all arbitraries to pomts beyond that port to 
be free of allowance. 

To those who on the 30th of April, J 91.'% may have found it to their 
illterast to confine their support and shipments during the whole 12 
months to the said steamers we will allow an additional 5 per cent 
on freights contributed during the 6 months ending 30th of April, 
1913. 

Until further notice shipments made by steamers of the Hamburg- 
Amerika Linie, Indra Line (Ltd.), Messrs. Dodwell & Co. (Ltd.), 
Anglo- AmericuL Oil Co. (Ltd.), the American & Manchurian Line, 
and American & Oriental liine will not invalidate daims for the 

No allowance wiU be* payable on frei^ts contributed by silk and 
treasure, the produce of tbe Eastern. Archipdago transhipped at 
Hengkong, nor on any cargo the freight upon which may be ar- 
ranged at a net rate. 

Exporters applying for the allowance, which will be payable at 
port of shipment on and after the 1st of January, 1913, 1st of July, 
1913, and 1st of January, 1914, respectively, must fill up and sign 
forms which can be obtained from the agents and must be presented 
within six months of the respective dates named. 
Yours, faithfully, 

Shewan Tomes & Co., 

General Agents. 



BEPOBI OP ALQAB E CARLETON. VICE GONSITL QEHE&AL IH 

CHA&a£ AT KomKom. 

The Hon<rk()ng Tariff No. 4 issued Fchniary 1, 1012, for the trans- 
Pacific route gives east bound proportional commodity rates from 
Hongkoiiir. Keelung, and ports of call in China and the Philippines 
to ovt'rland < onimon points named in the Trans-Continental Freigiit 
Bureau's Tnriff S, R. 1010. The following lines are members of 
this conference: Bank Line (Ltd.), Canadian Pacific Railway Co.'s 
Royal Mail Steamship Line, China Mutual Steam Navigation Co. 
(Ltd.), Croat Northern Steamship Co., Nippon Yn<=en Kaisha, 
Ocean Steamship Co. (Ltd.), Osaka Shosen Kaisha, Paciiic Mail 
Steamship Co., Toyo Kisen Kaisha. 

The freight tariff from Japan, China, and Hongkong to New 
York via Suez Canal was issued April 1, 1912. The following lines 
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are members of this conference: Hamburg- Amerika Line, Indra 
JJne via Suez, American Asiatic Steamship Co., American and 
Manchurian Eastern Line, American & Oriental Transport Line, 
uud the Warrack Line of steamers, Mogul Line of steamers, and 
Barber's Line of steamers, known as DodwelPs Line. 

A. E. Carleton, 
Vice Canivl General in GKoBtge, 

HoNOKONo^ November 4) 191§, 



Editor's Ncra. — ^Mr. CaiieLon's report was accompanied by two 
inclosures, viz: The Honkong Freight Tariff No. 4, and the Freight 
Tariff of Dodwell & Co. (LM.), applying from the Orient to I^w 
York via the Suez Canal. Tin: following is a reproduction of the 
title-pa^ of the Hongkong Tariff No. 4, issued by the Hongkong 
and China branch of the Trans-Pacific Tariff Bureau on November 
1, 1912, and applyiiie: by the nine steamship lines operating to and 
from Ajnerican Pacific coast ports. 
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TKAJ^S-PAOiFlC TARIFF BUREAU | 

(HONGKONG AND CHINA BRANCH). 

HONGKONG TARIFF NO. 4 ■ 

(CANCBtS HONGKONG TARIFF NO. 3), 

mm EAST BOUND PROPOIIIIOML COMHODIIV RATES i 

raox 

« 

HONGKONG, KEELUNG AND PORTS OF CALL . 
IN CHINA AND PHILIPPINES 

TO 

OVERLAND COMMON POINTS NAMED IN TRANS- 
CONTINENTAL FREIGHT BUREAU'S 

TARIFF S. R. 1010. 

SUPPLEMENTS THERETO OR SUPERSEDING ISSUES THEREOF. 



Applying by tbe nndenumtloned Llnet: 

Bank T^ine, Ltd. Nippon Yusen Kaiaha. 

Canadian Tofific Railway Company'B Ocean StenmHhip Co., Limited. 

Royal Mail iSteamphip Line. Osaka Shi:^-(3a Kaisha. 

China Mutual Steam Navigation Co., Pacific Mail Steamship Company. 

Limited. Toyo Eiaen KaJdu. 
Great Northem Steunflbip Oompany. 



Ibbubd Fbbruart IsT, 1918. Emonvx Immbdiatblt. 

J. Oram Sheppard, Agent. 
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As regards the freight traffic from Japan, China, and Hongkong 
to New York yia the Suez Canal, eadi of the conference lines issues 

its own individual tariff, although the tariffs agree in all particulai-s. 
Provision is made for a deferred rebate allowance in each tariff to 

the effect that " all above rates are subject to a deferred allowance of 
10 per cent as per circular, with the exception of those marked ' N,' 
which are net." Net rates, however, apply to only three articles, 
viz : Private effects, shells, and bean cake. 



EEPOET OF W. KODEEICK DOKSEY, VICE COWSTTL GENEBAL IN 

CHAEQE AT SHANGHAI, CHINA. 

Xone of the steamship lines in the foreign carr> ing trade of the 
United States running to Shanghai have formed agreements, con- 
ferences, pools, or other combinations ^^ith the railroads of China, 
uiul there woidd seem to be no understandings or practices by which 
different and uiore favorable rates are given on through cargoes. 

Certain steamship lines operating through the Suez Canal have 
formed a conference to maintain freight rates, and in order to en- 
courage exporters not to ship by " tramp " or outside steamers, a 
deferred rebate of 10 per cent is granted on all freights sent by 
steamers embraced in the conference. Tf no shipments have been 
made by outside steamers during the six months after shipment 5 
per cent is refunded, the remainder being paid under like conditions 
at the end of 12 months. This rebate is made openly to all shippers 
and no effort seems to be made to conceal the fact. 

The following lines are members of the conference: American- 
Asiatic Stenni?hip Co. (British flag), American Oriental Steamship 
Co. (British flag), Barber Line (British flag), DodwelPs New York 
Lane (British flag), Indra line (British flag), Shire Line (British 
flag), Hamburg-Amerika Linie (Gterman flag). 

Tlie Standard Oil Oo.'s vessels operated formerly under the con- 
ference, but recentij, I am told, have withdrawn. 

Across ^e Paciflc, as far as I have been able to learn, no rebates 
are granted on freights, although such lines as the Pacific Mail, 
Canadian Paciflc, Toyo Kisen Kaisha, and Nippon Yus^ Kaisha 
maintain the same scale. When tramp steamers, such as those of the 
Dollar Steamship Co., are on the berth, all the above-mentioned lines 
reduce rates to meet those of the outsider, thus demonstrating the 
absence of deferred rebates, as in the case of the Suez conference. 

I am credibly informed that the Japanese lines, especially the 
Nippon Yusen Kaisha, through presents, etc., Induce shipping clerks 

S81fi7— 18 ^12 
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of firms to send freight by their steamers. This scarcely oomtt 
within the intention of the department's instruction, but the sob' 
flidies received from the Japanese Government by these companies 
enable Uiem to offer such inducements and still make a profit wbib 
charging the same freight as the others. That the Japanese lines 
receive subsidies from their Government is a well-known fact, but 
particulars will doubtless be forthcoming in the reports from the 
consulates in Japan. 

The ships of the Canadian Pacific Railway CS6. have contracts for 
carrying British mails, but I am told receive no further subsidies. 

The vessels of the Pacific Mail Steamship Co. operate in conjunc- 
tion with the Southern Pacific Railway Co. and are believed to be 
controlled by the same interests. 

The vessels of the Canadian I'acific Railway Co. are owned and 
operated by that company. 

The ships of the Toyo Risen Kaisha work in conjunction with 
the Western Pacific Railway Co., but are not believed to be con- 
trolled thereby. 

The steamers of the Nippon Yusen Kaisha work in conjunction 
with the Hill railway system. 

I have not found it possible to secure particulars of agi (H'mL'nts on 
which such operations are based. These have been made either in 
Japan, the United States, or Canada, and are not obtainable in 
Shanghai. 

In the absence of details concerning the operating arrangements 
between steamships from this port and railways in America, I am 
not in a position to express an opinion as to their contravention of 
the commercial treaties of the United States or their violation of the 
laws thereof. 

Such a combination as the Suez conference, which fixes rates and 
tariffs and grants deferred rebates to discourage the employment of 
tonnage that might charge lower rates may violate some treaty or 
contravene a law. But as it extends only to sea freight and affects 
foreign cargoes bound to the United States in foreign bottoms, I be- 
lieve the practice has little if any effect on the commerce and freight 
rates of the United States. 

W. RonSBIGK DoitSET, 

Vice Conml General in Charge. 
Shanghai, China, Augmt 5, 191Z, 
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BEPOBT OF CHABEES PAGE BBTAV, AMEBICAK AXBASSABOB 

AT TOKYO, JAPAN. 

TOKTO, JMm 4i 191%. 

The SzoBETART OF State, 

Washington. 

Sib: In oompliance with the department's circular instruction of 
April 8, 1912 (file No. 800.88-1), received by the embassy on May 18, 
I haye the honor to transmit herewith, for the use of the Committee 
on the Merchant Marine and Fisheries of the House of Represents* 
tives, a report on the methods and practices of steamship lines en- 
gagjed in the American-Japaneae carrying trade. 

Owing to the fact that almost all the leading export and import 
firms are agents for steamship lines belonging to shipping confer- 
ences, and evidently have been apprised that legal action has been— 
or is about to be — instituted, against these conibmations by the 
United States Government, they absolutely refuse to furnish any 
data. The time and effort required in securing information has been 
unusually great. The inclosed report is, consequently, incomplete, 
but in view of the desire of the committee to have it before the end 
of the present session of Congress, it is submitted in this condition, 
to be followed, as early as possible, by a supplementary statement. 

I have the honor to state that the Consulate General at Yokohama 
has cooperated with the Embassy in collecting data for the report 

I have the honor to be, sir, 

Tour obedient servant, Charles Paob Bbyah. 

Methods and Practices of Steamship Lines Enoaqed ik CABBYH^a 

American- Japanese Trade. 

The steamship lines engaged in carrying American- Japanese trade 
may be divided into three main classes, namely, those plying (1) be- 
tween Japan and the Pacific coast, (2) between Japan, via Suez, and 
the Atlantic coast, and ifi) between Japan and the Philippines. 
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TBAKB-PAOmO UKSB. 

« 

The trana-Pacific lines maintaining a regular service, their nation- 
alities, number of TesBels, total gross tomuiges, and American ports 
of call, are as follows : 





w awMiMHy . 


*■» ' - ■ « 


Total 

gross ton- 
nages. 


American pcrta 
ofoalL 


Toyo Kiaen Kafd)a» North Amari* 

can Line. 

Toyo Ivisen Eliiitt, Bontb Ameri- 
can Line. 

Osaka Sbosen Kaisba 


American. .. 

do 

Japanese... . 
....\do 

do 

<!<» 


1 re>,'iil:ir....,,,,.,,... 
f't rc^rulaf. ........... . . 


-'ti,71S 
o7,770 
14,645 
49,840 
74,000 

38,000 

34,422 

18,050 

> 25,000 

C) 

» 15,000 


SeatUe. 
Honolulu. 
San PranolaaD. 

Seattle. 

Honolulu. San 

Francisco. 
Honoluln. 

Tacoma. 
Vancouver, B.C. 

Seattle, Port- 
land. 
Taooma, Seattle. 

San Tf*iiiiTf*ir* 


Canadian Paoiflo Rj. Co.'s Uoyal 
Mail Steamahlp Co. 

Bine FtBiiMl Xiine (composed of 
Chilli Mutual Steam Navigation 
Co. and OoMn BtaNUhip Co.). 


do 

• ■ • ■ «do* • * • ■ • 


5 more or less regular. 
Various chartered. 

Not obtained (aver- 
ago 12 found trips 
per ammm). 









1 Only approximate. * Not obtalaad. 



NatlonaUty. 

* 


Number 
of com- 
panies. 


Total 
number of 
vessels. 


Total 
gross ton- 




2 

{ : 


8 
21 
tl4 


03,133 
236, 7n 
> 58,000 







I Regular; various chartered. ( Blue Funnel Line not Indnded.) 
* Only approximate. (Blue Funnel Line not included.) 



The Canadian Pacific Bailway Co. line and the Bank Lone haw 
an agreement under which, U U 9<dd^ the former more or less regu- 
larly charters steamers from the latter. 

With the exception of the Bank Line, the Blue Funnel line^ and 
the Dollar Steamship Co., the figures above given may be a4soepted 
as accurate and complete. 



* 
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The Suez- Atlantic lines, iiiaimaiiiiim a more or less regular serv- 
ice, their Tiatiomilities, company headquarters, iiiiinbrr of vessels, 
total gross tonnages, and American ports of call are as follows: 



Lino. 



Staatad Oil CowH Uiw.. 



|( IfanrftHtim 



Indni i>tn@ 

Barber Line (New York & 
OciQiilal stGai9;!ilup Co.). 



AniericaiHAiittla 8t«*»- 
:*t3». 



T, ( "hanibars & Co 

Mii|;nl .^(f^timsiiip Co. (Gcl- 
latly. M u:key A Co.)- 

ClT'tf ^I'jimiMCo 

C< M r I r V Ship^pBlf Oo. (Har- 
ris iJixon). 
British A Fori^i^ Steam- 
ship Co. (Raukin, Gilmoro 
& Co.). 

Maskill Steamship Co 

Britain Steamship C^. 

(WattH, WattJ5 At Co.). 
Asiatic Steam Navigiifioii 
C Turmar & Q»4. 

BmmgblpLSaib... 




NaUonalilor. 



Amertcaa... 
Britbb 



.do. 
.do.. 



.do. 
.do. 
.do. 



.do., 
.do. . 



.do. 
.do. 

.do. 



do. 

....do. 



..do. 



do.. 

Oerman. 



ComiKiny 
qinitan. 



New York.. 
London 



Liverpool . . 
New York. . 



Number of vesseLs. 



One round trip 
9wy 2 or II 

months. 

11 chart<»ml 



(1) 

Scbarteced. 



Leilh, Eng- 

Livorpool . . . 
London 



rt rc^T.hir 

ViiTious otiaru>red. 
(») 



8. 



3.. 



Glaseow. 
London. 



LtTflipool. 



London — 
Liverpool., 



('). 
('). 

0) 



le. 
(•) 



ToUl 
gross 



(») 

»50,000 

(') 

12,800 

24, ago 

SI, 530 

• 27,00(1 
1,^),28-J 

9,025 
<•) 

0) 

(') 



American 
porta of call. 



New York, 
Phlladai; 

phia. 
Now York. 

Do. 
Do. 

]>o. 

Do. 

Do. 

Do. 

Do. 

Do. 
Do. 

Do. 



Do. 
DOu 

Do. 

Do. 
Do. 



iNotobtaittBd. 



I Onl7 approximate. 



Nationality. 


Number 
of com- 
panies. 


i'otal number of vessels. 


Total gross tonnages. 




1 

15 

1 




Not obtained. 

S companies, 179.623 gross tone 
(approximate); otlier 7 CNmi* 
panies, groaa Umnagee ant 
obtained. 

Notobtatand. 




10 companies, 60 vessels; other 
5 oonqwnies, number of ves- 
Mlfl not obtained. 







Besides the steamship lines enumerated above there are said to 
be other less important ones which make occasional runs between 
Jjipan and Atlantic coast ports. 

Since almost all the Suez-Atlantic lines employ chartered ton- 
nage, eiilier partly or wholly, it is difficult to secure exact and com- 
plete figures therefor. 

While the American port of call is in each case given as New 
York, depending upon the nature of the cargo, steamers from time 
to time enter and clear at Boston, Philadelphia, Tampa (Fla.), 
Norfolk, and Portsmouth. 
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JAFAN-PHIUPFl^E LINES. 



The steamship lines maintuning a regular service between Japan 
and the Philippines, their nationalities, number of yesels, total gross 
tonnage:?, and ports of call are as follows: 



Line. 




.Number 


Total 

gross 


PtftOf 
MO. 


Great N'orihern Steamshijt r<« 


AiiKTican. .... 

«Io 


'I 

(') 


l4!4-iO 
» 13. (M» 

(■> 


Munili, 

Do. 
Do. 
Do. 
Do. 

Do. 


Isthmian .Stoiniship I, iiio 


. ^Ii> 


Katlonality. 


of I'oni- 
panies. 


Tot.-il 


Total 
gross ton- 




I 
1 
3 
1 


1 
3 

(*) 
(») 


20.718 


JapAnesa 


British.: 







1 Rwular. 

• Only approximAte. 

• Not obtained. 



I One fiomiMny, 4: other two, figures not obUloBd. 

• One oompany, 13,000 (appRMdmate); other two, flgnns not obtelned. 



EMTKIES AND CLEAKANCES AT AMERICAN FOHTS. 

The total number, net tonnage.'^, and nationality of steamships 
carrying American- Japanese trade whicli entered and cleared at 
American ports during the ficcal year endmg June 30, 1911, are as 
follows: ^ 

T. ATLANTIC COAST TORTS. 



Fort. 


Nationality. 


Entries. 


Clearances. 


vessels. 


Net ton- 
nages. 


Number 
vessels. 


Net ton- 
nages. 






13 
21 


46,700 
78»756 


24 


82,411 




do 


Phttedelnhla 


do 


13 
7 
1 


40,408 

20,581 
2,316 










cio 






Total 












125,468 1 45 


lao,805 




1 


II. PACIFIC COAST FORTS. 




1 , 

f.\mencan 


3 
74 
11 

13 
3 
1 

1 


49,9(19 
308,109 

37, tiO.3 
40,132 
8,501 

2,11.5 


a 

53 
8 


w.«e 

204,673 
26,016 




\ Fori-'ipn 

do 




do 








4,121 










1 


2,145 






3 
103 


49, 'MM 
401,900 


m 


39,969 
236,965 










lOG 


451,875 


66 


276,^ 







1 Fiom The Fonigii Commeroe and Navieation of the United States for the year ending lune SO, ini> 
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From tlie foreiroiriir statistics it will be seen how small a share 
Anifrioaii botu in- t:ik<' in the A iiierican- Japanese carrying trade, 
none bein^ entered or cleared at Atlantic coast ports, and only 3 at 
Pacific coast ports. Only 3 American steamships, with a total net 
tonnage of 49.969. as against 137 foreign, with a total net tonnage 
of 527,364, were entered in the United States during the year, and 
only 3 American steamships, with a total net tonnage of 39,969 (S), 
as against 108 foreign, with a total net tonnage of 382,760, were 
cleared during the same period. 

RELATIYE YOLUBOSS OF AMERICAN-JAPANESE TRADE VIA PACIFIG AND 

ATLANTIC PORTS. 

While the Japanese customs authorities state that they can not 
furnish any statistics to show the relative volumes of American- 
Japanese trade carried via Pacific and via Atlantic ports, local 
American merchants estimate that about 70 per cent of imports to 
the United States and 30 per cent of exports therefrom are carried 
by trans-Pacific lines, and vice versa, about 70 per cent of exports 
from the United States and 30 per cent of imports thereto are shipped 
by Suez-Atlantic lines. The feet that the incoming trade is greater 
than the outgoing on the Pacific coast and the outgoing larger than 
the incoming on the Atlantic is corroborated in a general way by the 
statistics of entries and clearances of vessels above given. The 
reason for this difference is that, while the larger part of the prod- 
ucts sent from Japan to the United States are such as demand as 
rapid shipment as possible (chiefly tea and silk), most of those going 
from the United States to Japan are not of that nature (petroleum, 
machinery, etc.). The former are therefore shipped by the more 
rapid trans-Pacific route, despite the higher freight tariff due to the 
addition of tlie transcontinental railway rates, while the latter are 
sent by the longer but cheaper Suez-Atlantic route. 

It is evident from the forefiroincr that the trans racific route and 
the Suez- Atlantic route are c(juaily iniijortant to our trade with 
Japan, and that the maintenance of a legitimate, impartial, and 
efficient shipping service by the lines operating thereon is highly 
essential. , 

TRANS-l'ACmC AND SUEZ-ATLANTiC SIliPPIiNO COM EKKNCES. 

Both the trans-Pacific lines and the Suez- Atlantic lines engaged in 
carrying American- Japanese trade (see pp. 1-4 of this report) main- 
tain shippiiijr conferences. 

With referi'iice to tlie organization, ruenibcr.-ihip. affiliations, objects, 
and inethods of the two conferences, it is impossible to secure at this 
end complete and accurate information, for the reason that almost all 
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the leading export and import firms are agents for steamship lines in 
the conferenoes, and, apparently apprised that legal action has been 
or is about to be brought by the United States Gk)Termnent against 

the combinations, absolutely refuse to divulge any data. 

However, through tlie medium of n few persons and concerns not 
connected with the conferences, it Ims been possible to obtain the 
information regarding steamship lines given on pages 1 to 6 of this 
report, as well as certain facts and figures, some definite and others 
indetinite, given below. 

The trans-Pacifir- and ^iiez-Atlantic conterences uro "^^eparalt^ and 
distinct. Tlie former is known as the Trans-Pacitic Tariff Bureau. 
As to whether the Suez- Atlantic (Japan- America) conference is an 
independent one or is merely a part of the Japan-Europe conference 
(known as the Japan homeward conference), the statements of in- 
formants are contradictory. The latter, however, is probably the 
ease. 

MEMBERSHIP OF CONFEKBNCES. 

The membership of the Trans-Pacific Tariff Bureau comprises all 
the steamship lines enumerated on pages 1 and 2 of this report, with 
the exception of the Dollar Steamship Co., which, it is said, never 
was a party to the conference, and the Blue Funnel Line (China 
Mutual Steam Navigation Co. and Ocean Steamship Co.), which 
seceded. 

The constituency of the Suez- Atlantic (Japan- America) confer- 
ence is somewhat indefinite, owing to the changeable character of 
(he chartered tonnage, but it is said to include at least all the lines 
given on pages 3 and 4 of this report, excepting the Isthmian Steam- 
ship Line. 

FREIGHT BATES A^D TARIFFS FIXED BY CONFERENCES. 

Both conferences fix freigiit rates and tanlis binding the lines 
signatory thereto. Copies of the latest revised Trans-Pacific Tariif 
Bureau's tariff of minimum rates of freight from Japan ports to 
Pacific coast ports in Canada and the United States (Exhibit I), 
and the Japan homeward conference's minimum freight tariff from 
Japan ports to Atlantic coast ports of Xorth America f Exhibit II) 
are attached to this report. No other freight tariff for the Suez- 
Atlantic (Japan-America) conference can be found, which would 
seem to corroborate the supposition already expressed that this con- 
ference is only a part of the general Japan-Europe (Japan home- 
ward) conference. Copies of tariffs from the United States to Japan 
are not obtainable here, but the rates are said to be practically iden- 
tical with tiiose applying the other way. 
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DBFKBR£0 il£BAT£S OBAlfTED TO SHIPPEBS. 

The conferences jo^rant deferred rebates oa the quoted freight rates 
to siiippeiisj oil condition that the shippers engage to ship only by 
conference lines. If they violate their engagements and ship by non- 
conference lines they forfeit the said rebates. 

The rebate in the Trans-Pacific Tariff Bureau's tariff is $1 gold 
per ton weight or measurement on all commodities, except cement, 
subject to a rebate of 10 cents gold per cask; lumber and timber, $1 
gold per 1,000 feet broad measure; and raw silk and silk goods, 
which are net. 

The rebate in the J:i|)an homeward conference's Japan-Am^ rica 
tariff is 10 per cent on all rates, excepting those for goods marked 
net (N). 

FOOUNQ EABMINQ8. 

When a conference line charters a nonconference vessel the profits 
derived from the trip are pooled and divided among the member? 
of the conference or applied to the maintenance expenses of the 
conferences. This practice is more frequent and extensive among the 
Suez-Atlantic (Japan- America) conference lines than among the 
trans-Paci£c conference lines, for the reason that a large part of 
the tonnage of the former is permanently or temporarily chartered. 

OBJECT OF CON VEKENCES. 

The alleged object of the conferences is ^^to prevent deleterious 
rate-cutting wars which otherwise would from time to time be pre- 
cipitated by Japanese and Norwegian lines." It is argued that 
^'the conference rates can not be regarded as excessive, when it is 
known that at present shipbuilding firms make an average profit of 
only 1 per cent, and shipping companies 2 per cent." 

The Japanese lines in the trans-Pacific conference are suspected 
of clandestinely violating the rules and unfairly competing with the 
other lines by carrying a '^ton*' of 50 cubic feet for the quoted rates 
instead of 40 cubic feet according to the tariff. 

Whatever the purported object of the conferences may be, control- 
ling, as they do, virtually all the leading lines, it is obvious that they 
result in stifiing normal competition. 

thsbatbned disruption of tkans-paciftc ookferencb — dbmaim of 

1^ producers' association fob cheaper freight rates. 

The secession from the trans-Pacific conference of the Blue Funnel 
liine, already referred to, created considerable internal commotion, 
and for a time threatened the disruption of the entire conference^ 
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The Tea 1' reducers' Association at the same time had coninienced an 
agitation for the roihu tion of frei<zht rates on tea exported to Amer- 
ica, and several members of the association proposed to conclude an 
agreement with the Blue Funnel Line if their demands wnt met. 
The apprehpTi^ion that the seceded line might thus succeed m monopo- 
lizing the shipment of a large part of the tea trade, and the desira- 
bility of joint action in negotiating with the tea producers, appears 
suddenly to have reunited the disintegrating shipping conference. 
The tea producers who proposed the conclusion of an agreement with 
the Blue Funnel Line, upon second consideration, have apparently 
abandoned the idea, for the reason, it is reported, that, while they 
might thereby secure cheaper trans-Pacific rates, they would, on the 
other hand, forfeit the benefit of the transcontinental rates " agreed 
upon between the Trans^Facific Tariff Bureau and the American rail- 
ways," thus gaining little or nothing in the end. Negotiations are 
still in progress between the Tea Producers' Association and the 
Trans-Pacific Tariff Bureau, the Govemment acting more or less as 
arbitrator. The details of the discussion are kept secret, but it is 
reported that the tea producers originally demanded the reduction of 
the trans-Pacific rate from $6.50 to $5.50 gold per ton of 40 cubic 
feet and the payment of the deferred rebate in three instead of two 
installments per annum. The shipping companies are evidently re- 
luctant to accede to the demands, but a compromise is regarded as 
likely. AVhether the conference will continue without further dis- 
sension, after the tea freight rate question has been disposed of, 
it is difficult to foretell from our present knowledge of conditions. 

A(iKEEMENTS BETWEEN TK.\NS- PACIFIC CONFERENCE AND AMERICAN RAIL- 
WATS FOR SPECIAL THROUGH RATES. 

There appears to exist between the trans-Pacific conference and 
the overland railways in the United States and Canada an agree- 
ment, understanding, or practice whereby more favorable through 
rates are granted on shipments made by conference lines than on 
ihose made by nonconference lines. This supposition would seem to 
borrow color from the statement, above quoted, reported to have 
emanated from the Tea Producers' Association that, in shipping hy 
a nonconference line, they ^ would forfeit the benefit of the trans- 
continental rates agreed upon between the Trans-Pacific Tariff 
Bureau and the American railways," as well as from the attached 
tarifi' of east-bound proportional rates from Japan ports to overland 
points in the United States and Canada issued by the '1 iaiib-Pacitic 
Tariff Bureau (Exliibit III). It is, however, difficult to determine 
at this end whether the overland railway rates quoted therein are 
special ones applying only to shipments by conference lines. The 
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tariH itself contains, under rules and conditions, the following 
assertion; 

Tbe rail rates as shown in this tariff, supplements thereto, or superseding 
issues thereof, are furnished as a matter of hiforniatlon only and are subject 
to change without notice. The ocean lines parties to this taritt do not obligate 
themselves to protect the rail rates shown, and tbe offlctal rates applicable will 

be found in the Trans Continentsil Freight Bureau's east-bound proiwrtional 
rail tariff No. S. R. lOlo. j^upiilcniont^i theroto. or reisf»ne«5 thereof. The rates 
named herein (in the tariff K i>(«tli (H'^'au and rail, apply to overland caip<i only. 

As far as known no iigreenients exist, between Japanese railways 
and shippinfj conference.';, and the shortness of railway hanls in 
Japan would seem to remove any occasion for special arrangements. 

PKEVfiNTIOJ* OF PUBLICAnON IN THE UNITED STATES OF METHODS AND 
PRACTICES OF SHIPPING LINES AND RAILWAYS. 

It is not known what methods are used by the shipping confer* 
ences and railways to prevent the publication of their methods and 

practices in the United States, except that the make-up and working 
of the conferences are subjected to strict secrecy, and the attached 
freight tariffs (Exliihits I. IT, III ) are furnished confidenLially only 
to bona fide shippers by conference lines. 

JAPAN-PHILIPPINE CARRYING TR.\DE. 

It has not yet been po?>ib1e to determine whether freight rates 
between Japan and tbe Philippines are subject to conference 
regulation. 

SHIPBUILDINO BOUNTIES GRANTED BT THE JAPANESE €K>yESNMBNT. 

The Japanese Government grants shipbuilding bounties to 
»Tapanese companies on steamers of 1,000 or more gross tons built of 
steel according to official requirements. The bounty ranges between 
11 and 22 yen ($5.50 and $11) per ton for the gross tonnage of the 
ship's hull; and 5 yen ($2.50) per indicated horsepower is granted 
in addition thereto when tbe machinery has also been manufactured 
by the company. The .horsepower bounty may be granted to the 
company building the vessel, with the approval of the minister of 
communications, even when the machinery has been manufactured 
by another company. For the equipment, hull, and machinery of 
vessels entitled to shipbuilding bounties no articles of fordgn manu« 
lacture, except such as allowed by Government regulations, may be 
used. 

A translation of the law for the encouragement of shipbuilding is 
attached hereto (Exhibit IV). 

The amount appropriated for shipbuilding bounties during tb« 
fiscal year ending March 31, 1913, is 390,975 yen ($195,487.50). 
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NAVIGATION SUBSlULtIS GRANTED BY TILfc: JAFANiiiajB GOVERNMENT. 

The Japanese Goyemment grants nayigation subsidies to Japanese 
subjects or companies engaged under Govemxn^t orders in regular 
navigation on transoceanic lines. 

Vessels to be used for subsidized navigation must be steamships 
built of steel with a gross tonnage of at least 3,000 tons and a speed 
of at least 12 knots per hour. They must also satisfy the Govern- 
ment requirements for shipbuilding and may not be older than 15 
years. 

Navigation bubsidies are granted at a rate not exceeding 50 sen 
($0.25) per ton on the gross tonnage per 1,000 knots for a vessel 
whose speed is 12 knots per hour. For each additional 1 knot per 
hour subsidies are granted at a rate not to exceed the original rate 
plus 10 per cent thereof according to the condition of the routes. 
However, for vessels older than 5 years the rate is reduced by 5 
per cent per annum. 

For vessels built in foreign countries whose use for subsidized 
navigation has been sanctioned by the Government, subsidies are 
granted at the rate of one-half those granted for vessels built in- 
J apan. 

For vessels built according to plans specifically approved by the 
Government, or vessels used on a regular line since the inauguration 
of which five years have not yet elapsed, the subsidies ordinarily 
granted may be increased by a rate not exceeding 25 per cent. 

Translations of the law of subsidies for transoceanic steamship 
lines and the law relating to commercial companies engaged in 
subsidized navigation are attached hereto (Exhibit V). 

The amounts of navigation subsidies appropriated during the 
fiscal year ending March 31, 1913, for Japanese steamship lines 
engaged in carrying American- Japanese trade are as follows: 

North American liues (2sipi>on Yusen Kuisha Seattle 

Liu^ Toyo Kisen Kaisba San Francisco lane, Osaka Yen. 

Sliodieii Kalsha Tacoma Line) 2,223,642 ($1,111,821) 

South American line (TOyo Klaen Kalaha, calling at* 

Honolulu) 364,958 ( 182,479) 

Antralian line (Nippon Ynaen Kaisiia, calling at 

Manila) 212,891 ( 106,445) 

Total na\ lfr!i I ii in snlisidies granted to Jap^nst'se 
lines engaged iii American-Japanese carrying 

trade Jl->_ 2,801,491 ( 1,400,745) 

(See statistics of Japanese steamship lines on pp. 1 and 5 of this reiwrt.) 

Besides the foregoing "subsidies for transoceanic steamship lines,'' 
there is an additional appropriation for " the encouragement of navi- 
gation,'' the distribution of which is not published, but which is 
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probably granted chieflj to coastwise and Japan-China lines. This 
appropriation for the fiscal year above mentioned amounts to 
863,7e8 yea ($181,884). 

BEEJkTEON BETWEEN STBAMSQIP COMPANIES AND JAPANESE OOTEBNHENT. 

The Japanese Government does not own any vessels engaged in 
foreign commerce, but, as a result of subsidizing the foregoing lines, 
practically controls their organization, movements, rates, etc. The 
law of Mil)sidies for transoceanic steamship lines, article 5 (Exhibit 
V) provides that "freight charges in subsidized navigation shall be 
determined subject to the approval of the minister of state con- 
cerned,'' and that tho minister of state "may, if he deems it neces- 
sary, specify the kinds * * * of cargo for which the charges 
are to be reduced." To this extent the Japanese Government may 
be regarded as a party to the freight rates fixed by the shipping 
conferences. 

ExHinrr 4. 

{Trauslation.l 

LAW FOB THE BNCOUBAOEMENT OF SUlPBUltOINO AS AMENDED BT 

LAW NO. 16 IN lOOe. 

Article 1. The bounty for the encouragement of shipbuilding shall 
be granted, according to the provisions of this act, to mercantile com- 
panies composed solely of Japanese subjects as partners or share- 
holders which establish dockyards and build ships nnder tlie quali- 
fications determined by the minister of communications. 

Art. 2. A vessel entitled to tiie bounty for the encouragement of 
shipbuilding according to this act must be a steamer of 1,000 or more 
gi'oss tons and built of steel according to the requirements of the 
shipbuilding regulations, to be determined by the minister of com- 
mimications and constructed under his supervision. 

Abt. 3. The bounty for the encouragement of shipbuilding shall 
be granted, in accordance with the provisions of orders, at rates rang- 
ing between 11 and 22 yen per ton for the gross tonnage of the ship's 
hull; and in cases where the machinery has also been manu&ctured 
5 yen extra per indicated horsepower shall be granted : Providedj 
however^ That even when the machinery has been manufactured at 
some other Victory in Japan this provision shall be applicable if the 
approval of the minister of communications has been obtained in 
advance. 

Abt. 4. For the equipment, hull, and madiineiy of vessels entitled 

to the bounty for the encouragement of shipbuilding no articles of 

foreign manufacture shall be used except such as are allowed in the 
regulations of the minister of communications. 
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Art. 5. Any person who has fraudulently received the bounty shall 
be punished by imprisonment with hard labor for a period of not 
less than one year and not more than five years, and an additional 
poialty of not less than 200 nor more than 1,000 yen and a sum of 
money oone^onding to the bounty shall be refunded. 

The offense menti<med in the preceding paragraph is punishable 
even if it has not been consummated. 

The refundment mentioned in paragraph 1 may be collected in 
accordance with the practice obtaining in connection with national 
taxes ill arrears: Frovided, howener^ That in the order of preferential 
rights the refundment shall rank next to national taxes. 

Art. 6. The practice obtaining in the Criminal Code in regard to 
concurrent offenses siiall not be applicable to persons who have vio- 
lated this law. 

Art. T. The penal provisions in the two preceding articles sliall 
be applicable, in the case of a conimercial company, to the managing 
partner or director who has committed the act in question. 

Abt. 8. This act shall be in force for a period of 10 years, com- 
mencing January 1, 1910. 

Exhibit 5. 

lTr»nslatlon.i 

OinciAii Gazetfe, 

Mareh fS9, 1910, 

We hereby sanction and cause to be promulgated the law relating 
to commercial companies engaged in subsidized navigation, which has 
been approved by the Imperial Diet 

[kbivtsbauI 

March 28, 19ia. 

(Counterbigned ) Mabqcis Taro Katslua, 

Prime Minister, 
(Countersigned) Baron Shimpei Goto, 

Mimster of CoTwnmrdcations, 

LAW NO. 32. 

When a commercial company enga<^^ed in subsidized navigation 
under the law of subsidies for transoceanic steamship lines desires to 
amend its articles of association or to appoint a managing partner, 
director, or inspector, the approval of the minister of state concerned 
shall be obtained therefor. 

The minister of state concerned may, when he de^ nis that an officer 
or a company mentioned in the preceding paragraph fails to perform 
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any duties connected with subsidized navigation or commits any im- 
proper act in the performance of such duties, order his dismissal from 
office. 

I4AW OF SUBSmiES FOE TRANSOOEANIO STEAMSHIP LINES. 

Abticle 1. The minister of state concerned may grant subsidies, 
in accordance with the provisions of this law, to Japanese subjects or 
to commercial companies consisting of only Japanese partners or 
shareholders, who carry on transportation business; and cause them 
to engage in regular navigation on the following transoceanic lines 
during a period not to exceed five yearsL However, the periods and 
amounts of the subsidies shall be suhject to the approval of the Diet** 

(1) European line. 

(2) North American line. 

(3) South American line. 

(4) Australian line. 

The term subsidized navigation,'' as used in this law, shall be un- 
derstood to mean ^ regular navigation " prescribed in the preceding 
paragraph. 

Aet. 2. Vessels to be used for subsidized navigation shall be steam- 
ships built of steel, whose gross tonnage is at least 3,000 and speed at 
least 12 kiiot^ per hour. They shall also satisfy such requirements for 
shipbuiidiiig as the Minister of State concerned may determine, shall 
be registered in Japan, and shall not be older than 15 years. 

The speed of vessels shall be calculated accoi ding to the method 
which the minister of state concerned may determine. 

Art. 3. Vessels built in a foreign country shall not be used for 
subsidized navigation, but this provision shall not be applicable to 
those vessels not older than five years at the time of Japanese regis- 
tration for the use of which the approval of the minister of state 
concerned has been obtained on account of unavoidable circumstances. 

AxT.4. Navigation subsidies shall be granted at a rate not exceed- 
ing 50 sen per ton on the gross tonnage per 1,000 knots for a vessel 
whose speed is 12 knots per hour. For each additional 1 knot per 
hour subsidies shall be granted at a rate not to exceed the original 
rate plus 10 per cent thereof, according to the condition of the routes. 
However, for vessels older than five years the rate shall be reduced 
by 5 per cent per annum. 

For vessels built in a foreign country subsidies shall be granted at 
the rate of one-half those to be granted in accordance with the pro- 
visions of the preceding paragraph. , 

■1 T!ic follnwlnp portion of art. 1 rrprnscnts the nnvnrtnT'nt mndo by the Lower 
House of the Diet to the orli^nal Government bill : " Not to exceed Ave years. How- 
•Ter, the tmountt and periods of subsfdiM sball be sobjeet to the ai»proTal of the Diet/* 
TT)0 original hill read " During n porind not lemi than 8 years and Dot more than 10 
years," and did not contain the proviso. 
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For vessels built according to plans specialiy approved by the 
minister of state concerned, or vessels used on a regular line in the 
case of which a period of five years has not yet elapsed since the 
inauguration of regular navigation thereon, the subsidies to be 
granted in accordance with the provisions of the two preceding para- 
graphs may be increased by a rate not exceeding 25 per cent 

In the calculation of navigation subsidies mileage shall be based 
upon the shortest distance between ports, and fractions of a ton or 
knot shall not be counted. 

Art. 6. Passenger fares and freight charges in subsidized naviga- 
tion shall be determined subject to the approval of the minister of 
state concerned. 

The minister of state concerned may, if he deems it necessary, 
specify the kinds of passengers and of cargo for which the charges 
are to be reduced. 

Art. 6. Vessels eiiipioyed for subsidized navigation shall carry free 
of charge mail matter and articles for use in mail service, and shall 
make s^'^b arrangements \vi(h referencL' to wireless telegraphy as the 
minister of state concerned may determine, and shall also carry free 
of charge officials dispatched by the minister of state concerned on 
coinnumication business or inspection of steamship lines. 

Aet. 7. Those who engage in subsidized navigation shall make the 
necessary arrangements for maintaining regular services in accord- 
ance with the provisions which the minister of state concerned may 
determine. 

Abt.8. Those who engage in subsidized navigation shall employ 
and keep on board at their own cost students of navigation at rates 
not to exceed the following, in accordance with the providons which 
the minister of state concerned may determine : 

Gross tonnage : rersona. 
8»000 to 5.000 1 4 

5»ooo to aooo 5 

8»000 or more 6 

Art. 9. Those who engage in subsidized navigation shall not, with- 
out the approval of the minister of state concerned, appoint for- 
eigners as clerks at their head offices of branch offices or as members 

of the crews of vessels used for subsidized navigation. 

"When an}' vacancy has occurred abroad in the crew of a vc5?<?el 
used for subsidized navigation, owing to death or an}'' other unavoid- 
able circumstiince, such vacancy may be filled without regard to the 
provisi«ms of the preceding paragraph. In such cases, those engaged 
in subsidized navigation or the captains concerned shall immediately 
apply for approval to the minister of state concerned. 
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Abt. 10. Those who engage in subsidized navigation shall presoit 
statements of profit and loss and reports on the condition of their, 
business in accordance with the provisions which the minister ol 
state concerned may determine. 

The minister of state concerned, may, if he deem it necessary, dis- 
patch officials to the head offices, branch offices, agencies, or vessels of 
those engaged in subsidized navigation, and cause such officials to 
inspect their accounts of profit and loss and the condition of their 
business. 

In the case mentioned in the preceding paragraph, those who en- 
gage in subsidized navigation shall, in compliance with the request 
of tli<' officials concerned, state all matters relatiriG; to their business 
and submit for inspection tiieir books and other documents. 

Art. 11. The minister of state concerned may determine an ade- 
quate amount of compensation and appropriate or employ for public 
purposes vessels used for subsidized navigation. 

This provision shall be applicable, in the case of vessels used for 
subsidized naviiration, for a period of three years counting from the 
date of completion of the final voyage. 

A person who is dissatisfied with the amount of compensation may 
appeal to an ordinary court of law within a period of three months 
counting from the date of receipt of the notice of appropriation or 
employment of vessels. 

The appeal mentioned in the preceding paragraph shall not sus- 
pend the appropriation or employment of vessels. 

Art. 12. Vessels used for subsidized navigation shall not be trans- 
ferred, chartered, or offered as security to foreigners while such 
vessels are still subsidized or during a period of three years counting 
from the date of completion of the final voyage. However, this 
provi.sion shall not be applicable when the amount of subsidy paid 
the vessels concerned has been refunded, when such vessels have be- 
come unfit for navi^Mtion owing to the act of God or other inevitable 
causes, or when the approval of the minister of state concerned has 
been obtained. 

Art. IB. The following matters shall be determined by the minister 
of state concerned : 

( 1 ) Starting point, terminus, and ports of call of subsidized navi- 
gation. 

(2) Number, gross tonnage, si)eed. and age of vessels to be used 
and matters relating to substitute vessels. 

(3) Number of voyages to be made, i umber of days for each 
voyage, and matters relating to schedules of departure and arrival. 

(4) Method of paying subsidier-. 

88187—13 ^13 
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(5) Refundment, abolition, suspension, and reduction of subsidies 
owing to failure to perform obligationSj or matters relating to aay 
ether dLsciplinary measures. 

Art. 14. With regard to matters relating to the obligations of tiiose 
engaged in subsidized navigation, the minister of state concerned 
may gi\ e orders directly to the representative of the same or to th» 
captains concerned. 

Airr. 15. A person who has refused to permit the appropriation 
•r employment of vessels as provided for in article 11, or a person 
who has acted in contravention of the proTisions of article 12, shall 
be liable to a fine of not less than 200 yen and not more than 1,000 
yen. The amount of subsidy paid the vessels concerned shall be 
refunded. 

The money to be refunded as provided in the preceding paragraph 
may be collected in accordance with the methods for the collection 
ef delinquent national taxes, but as regards the order of preferen- 
tiM rights shall follow national taxes. 

Art. 16. Law Ko. 55 of 1907 shall be applicable mutatis mutandis 
to offenses under this law or ordinances issued in accordance with the 
provisions of this law. 

SUPPLEMENTART CLAUSES. 

The navigation encouragement law shall be annulled, but vessels 
entitled to subsidies by virtue of the said law at the time of pro- 
mulgation of this law, and those in the course of construction with 
a view to receiving subsidies under the said law, shall be entitled 
to subsidies by virtue of the said navigation encouragement law. 

Vessels receiving subsidies in accordance with the provisions of 
the proviso to tlie preceding paragraph shall not receive tiie sub- 
sidies provided for in this law. 

The provisions of article 4, pai-agraph 2. shaU not Ix' apj)licable 
to vessels built abroad and registered in Japan prior to September 
SO, 1906. 

EDrroR's NorE. — ^All of the taritFs refeiTed to by Ambassador Bryan 
as Exhibits I, II, and III are of such a bulky nature as to make their 
publication in full undesirable. Accordingly, only the title page of 
each tariff is reprothiced. It p^ionld he noted that each of these 
tariffs mala^s provision for a deferred-rebate allowance. The "eJapau 
homeward conference minimum freight tarilT " makes thegrcat ma- 

J'ority of rates subject to a defeiTed rebate of 10 per cent. T^e Trans- 
pacific Tariff Bureau's Freight Tariff No. 2, applying only to Ameri- 
ean Pacific coast ports, provides that — 

With the exertion of raw silk, silk goods, cement, lumber, and timber, the 

rates nre snbject to » deferred rebn^<? of $1 j^oM jx^v ton wr'-'jht or inonsurement. 
Cement Is subject to a deferred I'cbate of 10 ceiUa gold i>er cask, aud lumber aud 
ttmbor are subject to a defored rebate of SI cold ner 1.000 feet b. m. 
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^ In the Trans-Pacific Tariff Bureau's tariff of eastbound propor- 
tional rates a deferred rebate of 20 per cent off the ocean proportion 
of the tiirough rate is panted on all rates with the exception of those 
on raw silk, silk gooos, and crude camphor. As illustrative of the 
nature of these oeferred-rebate agreements, a sample form to be 
signed by the merchant shipper, is also reproduced. 

ExHiBir I. 



XRANS-PACIFIC TARifi' BUREAU. 

JAPAN BKANCll. 



JRf]|GHT TARIFF NQ. 

(Canceling Japan Freight Tariff No. 1, which took 
eff^t Fdluruary 1, 1911, ^4 sdl au^jp^n^ents tkeri^to,) 

MINIMUM RATES OF FMIGUT FfiOM JAPAN PORTS 

(mmi, MOJi, KOBE, vomiGUi. smm m wmm 

TO 

Oiut Ftorto in (hMda ul 1^ Uaited States Of jkm 

tiz: 

« 

VICTORIA AND VANCOUVER, B. C, 

SEATTLE AND TACOMA, WASH., 

PORTLAND, OREG., SAN FRANCISCO, CAL. 



Applying by the undenuentioned lines: 

The liaiik Liue, Ltd. Nippon Yusen K iisha. 

Canadian Fadfic Ry. Go/s Ocean Steamship Co., Ltd. 

Royal Mail Steamship Line. Osaka Shoeen Eaisha. 

China Mutual Steam Navigation Co., Ltd. Facifl c SleanuiMp Co. 

Great Northern Steamship Co. Toyo Kisen Kaisba. 



EFFECTIVE AT ONCE. 

Issued by M. FITZ-GERALD, Agent, 
Yokohama, February l, 191^ Tiai»FaoiaB Tatffl Bmeaa. 
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Exhibit II. 



JAPAN HOMEWARD CONFERENCE 



MINIMUM FREIGHT TARIFF 



FROM YOKOHAMA, KOBE, MOJI, NAGASAKI 



AMD 



DIRECT LOADING at any othbr JAPANESE PORT 



N« B* — Th9 within-mentioned rates are subject to alteration 
without ftr»¥ioua noUeo. 



THiS LIST CAMCELS ALL PBEHIOUS ISSUES. 

Dated Juue 1, 1911. 
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Exhibit III. 



TARIFF NO. 4. 

(Cancels Japan Eaatbound Proportional Tariff No. 3, 
dated February 1, 1911, and all supplement thereto). 

TRANS-PACIFIC TARIFF BUREAU. 



NAMING £ASTBOUND PROPORTIONAL RATES 

FBOM 

PORTS OF CALL LN JAPAN (NAGASAKI MOJI, KOBE, 
YOKKAilHJ, SHIMIDZU, k^D YOKOHAMA) 

TO 

(hrerland Pointe in the United States and Oanada 

Derignated on pages 1 to 8 in S. R. Ttoiff 1010, supplementB th^eto 

or reiesaes thereof, indueive. 



EFFECTIVE AT QNCJB. 

Iwued by M. FITZ-6ERALD, Agent, 
Yokolniiia, February 1, 1013. Trans^Pacifte Omtand Tariff Bimao. 
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Exhibit IV. 

SAHPIiE FOfiM OF D£F£RESD &EBATE SIAIEHEHT. 

Port of , 

TBAK8-PACIFI0 OOnPEKBlTCB. 

Second Pakt of Skabon, 1912. 

. January 2, 1013. 

To be signed by the mercbant shipper. 

To the AoENT or thb 

Osaka Shosbr Kaisba. 

Deab Sirs: Annexed beg to hand yon a list of shipments by the st»^am- 

ers of your line duriug the period from 1st Januaryt 1012, to 3l8t December, 
1912. on the freffrbt of which I (we) am (are) nnder the terms of your letter 
of 25tb Jaim:iry. 1011. entitled to rebates of fifty cents i^ohl i<er ton (of 40 cubic 
feet or 2,000 lbs.' as per B/L. ou shipments (cement,* lumber. t mw silk.t silk 
goods.l rice.t, tea.t and peanuts t excepted) to Pacific const points in the United 
States and/or CSanada, and ten per cent on thie ocean proportion of the frei|^ 
as per B/Ii. on shipments Craw silk/t siliv good8,t and teat excepted) to over- 
land points in tlic United States and or Canada. 

I (we) bave not been Interested In any shipments forwarded either in my 
(our) own nnme or in the name of any other party from Nn?rajyiki. Moji, JCobe, 
i^okkaichi, ghimidzu, or Yokohama (raw silk, silk goods, ric^ tea, and peanuts 
for Faeiilc coast points and raw silk, silk goods, and tea for overland points 
excei)ted) dnrin^ the twelve months ending: 31st December, 1912. by vessels 
other than those belon^inj^ to Tlie Panic Line (Ltd.), Canadian Pacitic Rail- 
way Co.'s ii. M. S. S. Line, Great isortheru yteumship Co., Nipix>u Yusen Kaisha, 
Osaka Shoaen Kaisha, Padflc Mall Steamship Co., and Toyo Kisen Kaisha, 
Yours, faithfully, 

This form mnst be rendered In triplicate, through the company's agents, who 

will certify to the correctness of the shipinents. The rebate will be payable in 
Japan only, at the demand rate of exchange ou >>'ew York on the day of 
payment 

Returns under this application payable In to , 



These particulars must accord with ilie bills of 
lading of the shipmentB, and must be flUed in 
by the shipper. 


Ocean 
propor- 
tion on 
o'iand 
oacgo. 


Tonnage of Pacific 
coast cargo. 


Return 
due from 
1st July 
1o 31st 
Dec, 
1912. 


Total re- 
lurn due 
Isl Jan. 
to 31st 
Dec, 
1912. 


B/L 
No. 


Name of 
•teamer. 


Voy. 
No. 


Date of 
ship- 
ment. 


Sbipment. 


Amount 
in gold 
d(Murs. 


Ifeasmre- 

ment. 


AVcight. 


Amount 
in gold 
dgiuHS. 


Amomit 

injold 

douim. 


P'kgea. 


Descrip- 
tidi. 


Tons. 


Ft. 


Toils of 
2,000 lbs. 








Second 
June, 

First pi 
ber, 1 


pay men 
1912, as 

lymentc 

912, as p< 


t on sbipn 
per statem 

Further 
ship- 
meats. 

nshipmeB 

^r details I 


icnts from 
cntrenden 

tsfruttlst 
>elow. 


1st Ja 
i6 and 

July t 


nuar 
app 

0 31s 


y to 30fh 
t Decern- 














































> 



























♦ Cement, it hj.te five cents g^old per cnsk. 

t l.inriixT, rriinto rtfty cents gold per 1,000 feet board measure. 

% No rebate payable on these articles. 
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With reference to the moTement of freight from Portland, Tacoma, 
Seattle, Victoria. Vancouver, and New Westminster, I^ritish Co- 
lumbia, to Asiatic common points, seven lines (Canadian Pacific 
Steamship Co., Nippon Yusen Kaisha. China Mutual Steam Navi- 

gition Co., Ocean Steamship Co., Great Northern Steamshii) Co., 
ank Line (Ltd.), and Osaka Shosen Kaisha) publish a common 
tariff under date oi June 1, 1912. The title-page of this common 
tariff is reproduced below. One of the above-mentioned companies, 
however, mformed the committee that the rates specified in the 
tariff are to be considered as the individual rates of the several com- 
panies; that there is no written agreement between the lines as 
regards westward tralFic; that there is no i)enalty for the nonoliserv- 
ance of the rates as shown in the tariH"; and that there are no deferred 
rebates, special privileges, or advantages of any nature whatsoever 
granted to shippers on westbound freight The company states, 
however, that it "employs, in conjunction with the re^lar trans- 
Pacific lines, an agent in Seattle with a view to publishing freight 
rates w'hich are as nearly as possible uniform." Each line is free to 
fix its own rates, but usually, not always, the rates between the dif- 
ferent lines for the same service are uniform. 

As regards the traffic front San Francisco to Asiatic ports, includ- 
ing East Indian and Straits Settlements ports, the Pacific Mail 
Steamship Co. and the Toyo Eisen Kaisha furnished printed t^ffs 
to the committee. While each company issues its own tariff, the 
rates of the two tariffs were alike, and also agreed in all respects 
with the rates enumerated in the Trans-Pacific Freight Tariff 
Bureau's Freight Tariff No. 10, applying to the seven lines operat- 
mg from the North Pacific coast ports. 

Reference should also be made at this point to the testimony of 
Mr. R. P. Schwerin (p. 884 of the hearings before the Committee 
on the Merchant Marine and Fisheries in the investigation of the 
so-called Shipping Combine), that the published tariff rates of the 
lines operating ^om San Francisco to the Orient are frequently cut 
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Exhibit V. 



Supmwlcs IMght TarUI No. 9 



TRANSPACIFIC TARIFF BUREAU 



FREIGHT TARIFF 

No. 10 
£ff£gtiv£ June 1, 1912 

TbLs Tariff contains the Indlvldtial rates, rules, and regulations of each company, 
respectively, and Is subject to change hy each company without the oon- 
•ant of any other company wliom nanw Kpptttn iMnon. 

APPLYLNQ VIA 

Canadian Pacific Steamship Line. Ocean Steamship Co., Ltd. 
Nippon Yusen Kaisha. Great Northern Steamship Co. 

China Mutual Steam Nav. Co. , Ltd. The Bank line, Ltd. 

Osaka Shoeen Kaiaha. 

FROM 

PORTLAND. OR KG.; TACOMA, SEATTLE. WASH.; VICTORIA, 
VANCOUVER, AND NEW WESTMINSTER, B. C; 

TO 

ASIATIC COMMON POINTS, 
viz: 

YOKOHAMA, KOBE, NAGASAKI, MOJI, JAPAN; 
SHANGHAI, CHINA; HONGKONG; 
MANILA, P. I. 

AND OTHER POINTS NAMED ON PAGES 4, 5, AND 6. 



f. H. CLKSIIENMMI. Disirin Yt'-vM kptt, 

Canadian Pacific S. S. Line, 

• VANCOUVER, B. C. 

«. I. COSTKLLO, Mi Tnfc Nansg«r, 

Great Northern Steamaliip Co., 

SEATTLE, WASH. 

IDWIR 0RRB1T, Local laiigvr, 

Oaaka Shoscn Kaisha, 

TACOMA, WASH. 



F. H. STt'lH.HV. Manarfr. 

Nippon Yusen Kaisha. 
^BATTLE, WASH. 

rRAKK WATBKHOliSB & iU/Manainnf Igwtl, 

The Bank Line, Ltd» 

SBAiTLE, WASH. 

DODWtU ft 00., Ltd., 9mn\ kpak, 

China Mutual S. N. Co., Ltd., 
Ocean 6. 8. Co., Ltd., 

ta6oica, wash. 



SiAnLB, Wabb., June 1, 1912. 



Inuttd by W. D. BmaoN, Agent. 
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SUfPIEMENTABY BBPORT OF CHARLES PAGE BEYAN, 
AKBASSABOB AT TOKYO, JAPAN. 

SUPFLEM£24TARY ReFORT No. III. • 
GOIIR£CmO}f8 ADDITIONS. 

SffStem of deferred rebateB,^li was stated in the report submitted 
with the Embassy's dispatch of June 4, 1912, that the shipping con- 
fBTsnces grant deferred rebates on quoted freight rates to shippers 
on condition that they engage to ship only by conference lines, and 
that if they violate their engagements in shipping by nonconference 
lines they forfeit the said rebates. 

The rebate in the Suez-Xew York conference is 10 per cent on all 
freight rates, and while that in the trnns-Pacific is quoted at $1 
per ton, it is said to be equivalent on the average to 10 per cent. 
The payment of the rebate is made semiannually on January 1 and 
July 1. On January 1, lOl'jj for example, payment will be made of 
the second half (5 per cent) of the rebate due on siiipments made 
between November 1, 1911, and April 30, 1912 (the first half having 
been paid on July 1. 1912), and of the first half (5 per cent) of the 
rebate for May 1, 1912, to October 31. 1912; while on July 1. 1913, 
payment will be made of the second half (5 per cent) of the rebate 
for May 1, 1912, to October 31, 1912, and of the first half (5 per 
cent) of that for November 1, 1912, to April 30, 1913, and so on. In 
this way a part of the rebate due a shipper is constantly retained by 
tbo conference, and its forfeiture for violation of agreement deters 
him from shipping by nonconference lines. The rebate system is 
consequently the principal element of stability in the maintenance 
of the conferences. For a more detailed elucidation of the method 
and periods of payment attention is invited to Exhibit No. 1 attached 
to Has report. 

TRANSPAOmO OONFERBNOB. 

Japdn-IIawaii shipping trade. — The shipping rates l>etween Ja- 
pan and Hawaii are not regulated by any conference, but the Pacific 
Mail Steamship Co. (American) and the Toyo Kisen Kaisha (Ja- 
panese), the only regular trans-Pacific lines touching; at Honolulu, 
although having no agreement, generally maintain similar ratep, 
which are proportionately higher than those to Pacific coast ports. 
The freight from Japan to Honolulu on general cargo, for example, 
is $6 (gold) per ton of 40 cubic feet, on rice $5, and on peanuts $8 
per ton of 2,000 pounds. 

Underweighing process'** — VtaVtHon of interstate-commense 
act, — The so-called " underweighing process ^ is a practice by which 
the fovored shipper is allowed to state his own weights on the bill 
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of lading, without regard to their correctness. The usual .difference 
between the correct and the given weights on tea, for example, 
according to the statement of one of the largest local tea shippers, 
is a'bout 6 or 7 pounds; that is, should the bill of lading. call for one 
80-pound chest of tea, which, with the packing, lead, etc, weighs on 
an average about 97 pounds, the shipper would enter it on the bill of 
lading as ^0 or 91 pounds. Not only do the steamship lines accept 
such weights with full knowledge of their falsity, but, as the bills of 
lading are made out for through shipment, the American railways 
also wittingly participate in the fraud. In fact, the shipper specifies 
in the bill of lading what part of the freight goes to the steamship 
line and what part to the railway company.^ It therefore appears 
that the railways are taking cargo at less than the published rates 
and consequently violate the provisions of the amended interstate- 
commerce act of June 18, 1910 (H. R. 17536, 61st Cong., 2d sess., 
chap. 309), section T of which names the kindn of common carriers 
affected by it. and section 10 refers to the process of false billing, 
false weighing, false report of weights, etc. (See Exhibit II with . 
this report.) 

It is difficult to ascertain the exact extent of the above-described 
practice, opinions differing widely, especially with regard to the 
Japanese steamship lines, which, however, are generally regarded 
as the w.n^-t flagrant offenders. The Canadian Pacific Railway Co.'s 
Royal Mail Steamship Line is also believed to be one of those which 
frequently engages in this kind of business. During the tea season 
of 1911 the abuse became so extensive — ^according to a leading local 
merchant — ^that the tea exporters complained to the conference. As 
a result the Yokohama manager of one of the conference lines pri- 
vately advised a certain exporter to enter his own weights on the 
bills of lading and nothing would be said, as all of the lines allowed 
this practice. 

Following this complaint an official weigher was appointed by 
the conference lines, but it is still the practice to allow shippers to 
make out their own bills of lading. The weights given by the 
shipper- are supposed to be checked with those ascertained by the 

official weigher; but, as the checking is done by the steamship lines 
and not by the weigher, the opportunity for the " underweighing 
process " has not thereby been lessened. 

> For example, the frel^t on 1,000 pouniis, L;roa8 weielif. of ton from YokckhamR Tit 
the Pnciflc const to New York, would be $18.75 ; nnd the bill of ladinp would spedfj 
that f6.25 was to go to the steamship line and ;iil2.ri0 to the railway company. If, 
however, this 1.000 poundfl. of tea were entered on the Mil of ladinj; as weighing dnty 
040 pounds, the fr^itrht clinr?os woul(^ be ?17.61?t>, of which ^5.975 would be paid to 
the ateamship line and $11.75 lo the raihmj company. The railway would consequently 
be eanrlag tea at $1,175 per 100 pounda aa againat Its pnbliahed rate of f 1.25. 
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American railway connections of trans-Paoifie steamship lines* — '■ 
The American transoontinental railways with which the trans- 
Pacific steamship lines have more or less definite agreements to 

transfer cargo destined to overland points are as follows : 



StMinshlp line. 

Great Northern Steamship Co. ( American} 

Pacific Mail suvuiiishij* < n. f AtMcrican) 

Nippon Ynscn Kaisha (JapaiicscJ 

Tojo Klsen Kaisha (Japanese). '. 

OttkaShoaen Kaiiha (lapanm) 

Caondian I'LU'iftc Railway Co.*s Rogral MaO steam- 
ship Liue (British). 
The Bank Line (Britlata) 

Blue Ffumet Line (Brltbh) 



CmiMcUng railway. 



Great Northern Railroad Co. (Seattle). 
Southern Pacific Railroad Co. (San Francist-o). 
Great Northern Railroad Co. and Norttiern Pacific 

liailroad Co. (Heattio i. 
W csffrn Pai'iiic Railroad Co. (San Fraocisco). 
( iucai.'o. Milwaolree it Puget Sound BaltaoaaOo* 
(Tacoma). 

Canadian Padflc Railway Co. (Vaneouver). 

Northern I'acif.c Railroad Co. (Seattle), and Uat 

Canadian Pacific Railway Co. (Vanoouver). 
Great Nortbem RaUroed Co. (Seattte). 



SUEZ-KEW YORK CONFERENCE. 

Membership of the conference. — ^Referring to the report stfbmitted 
with the embassy's dispatch of June 1, 1912 (page ^) ^ it has finally 
been determined that the Suez-New York conference and the Japtiii 
homeward conference are separate. A printed notice naming the 
local agents of the lines party to the former conference is attached 
to this report (Exhibit 3). Since the lines are not specified in detail, 
howeyer, it has been impossible to verifv^ the list given on page 3 of 
the previous report above referred to, which list, it is feared, con- 
tains a number of errors. The notice gives one line omitted in the 
list, namely, the Hamburg- Amerika Linie. 

Freight tariff. — ^The Suez-New York conference does not publish 
a joint freight tariff; each line issues its own schedule of rates. The 
rates, of course, correspond. A copy of the tariff of the Indra Line, 
which is a member of the conference, is attached hereto. (Exhibit 4.) 

The rates to Atlantic coast ports quoted in the Japan homewai^ 
conference freight tariff apply only to transshipments at European 
ports of goods carried by the lines belonging to this conference. 
(See Exhibit No. 2, with report transmitted June 4, 1912.) 

Steamship connections of United States Steel Products Oo, — ^It 
was confidentially stated on page 10 * of the report transmitted with 
the embassy's dispatch of June 4, 1912, that the Isthmian Steamship 
Line is not a member of the Suez-New York conference and is more 
or less controlled by the United States Steel Products Co. Subse- 
quent information, however, has been secured to the effect that this 
line is a member of the conference, and that the line afliliated with 
the steel company is not the Tstlnniaii, but the American and Man- 
diurian Line. It has not been possible to verify either version. 



^Page ISi of tbts Toltime. 
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JAPAK-PHILtFPIKEB UNE8. 

Names of lines. — Bebuieb tlie steamship lines pijnig between Japan 
nnd the Philippines mentioned on page o ^ of the report submitted 
with the embassy's dispatch of June 4, 1912, information has been 
secured to the elfect that the Toyo Kisen Kaisha (Japanese) (onoe 
eveiy two months), th© Pacific "Nfail Steamship Co. (American) 
(once a month), the American & Oriental Steamship Co. (British), 
and the Blue Funnel Line (British) also maintain services between 
the two points* 

Freight raies between Japan and the PhiUppmea, — ^As far as can 
be determined, freight rates between Japan and the Philippines are 
not subject to conference regulation, but there appears to be an un- 
binding agreement among the lines concerned to maintain uniform 
rates. 

AgreemenU between Tram-Padfe Conference and American rail- 
iffoys. — On page 13* of the report transmitted with the embassy's 

dispatch of June 4, 1912, reference was made to a statement purport- 
ing to emaiiute from the Tea Producers' Association to the etfect that 
if they should ship by a nonconference line they would forfeit the 
benefit of the transcontinental rates agreed upon between the trans- 
pacific conference and the American railways. While it has been 
impossible to determine tlie meaning of this statement, it may allude 
to the practice of underweighinir to which the railways seem to be 
pai'ties. as described on pa!i;e> '2 to 4 ^ of this report. However, no 
authoritative assertions can be made in this connection. 

Charles Paoe Bbtan. 

Tokyo, July 9, 1912. 



ExHisrr No. 1. 

00£Aj(i STEAMSHIP CO. (LTD.) AND THE CHINA AIUTUAL STEAM NAVI6A- 

TIOK 00. (X/TD.). 

Dear Sirs: To those exporters from Japan ports to Pacific coast 
ports of the United States and Canada, who, from the 15th of Feb- 
ruary, 1911, to the 31st of December, 1911, may have found it to their 
interest to confine their support and shipments to the Ocean Steam- 
ship Co. (Ltd.) and China Mutual Steam Navigation Co. (Ltd.), 
we have decided to allow a rebate on the freight paid as per bill of 
lading, as follows: 

On Pacific coast cargo: 

All caif^o fcxropt raw silk, silk goods, rlc^ peanuts, and cement) a rebate 
of $1 tzoUl iior ton weight or mensuremeut as per bili ot lading. 

^ Page 182 of this volume. * i'age 186 of this volume. * Fftgw 201 of tbia Tolone^ 
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Baw silk, net. 
Silk goods, net. 
Rice and peanuts, rates open. 
Cmoit, a rebate of 10 cents per cask. 
On ocean proportion of tlirougb rates to overland points : 

All cargo (except raw silk nnd f^llk goods) a rebate of 20 per cent off the 

f ccan proportion of tbe tlirougb rate. 
Raw silk, not. 
Silk goods, net. 

On the 1st of July, 1011, to those exporters from Japan, who, from 
the 16th of February, 1911, to the 3(Hh of June, 1911, may have found 
it to their interest to confine their support and shipments during that 
period to the Ocean Steamship Co. (Ltd.) and China Mutual Steam 
Navigation Co. (Ltd.), we shall be glad to allow a return of 50 per 
cent of the above rebate on the freight paid as per bill of lading. 

On the 2d of January, 1912, to those exporters who, on the Slst of 
December, 1911, may have found it to their interest to confine thdr 
support and shipments during the previous 10| months to the said 
line, we will allow a further 60 per cent of the above rebate on freight 
contributed from the 15th of February, 1911, to the 30th of June, 
1911, and 50 per cent of the above rebate on freight contributed dur- 
ing the six months from the 1st of July, 1911, to the 31st of Decem- 
ber, 1911. 

On the Isl of July, 1912, to those exporters, who, on the 30th of 
June, 1912, may have found it to their interest to confine their sup- 
port and shipments during the previous 10 J months to the said 
hne, we will allow a further 50 per cent of the above rebate on 
freights contributed during the six months from the 1st of July, 1911, 
to the 31st of December, 1911, and 50 per cent on freights contributed 
during the six months from the 1st of January, 1912, to the dOth of 
June, 1912. 

Until further notice future rebates will be payable semiannually 
on the same terms and conditions as above set forth. 

Until further notice, shipnients made by the Pacific Mail Steam- 
ship Co., Toyo Kisen Kaisha, Portland & Asiatic Steamship Co., 
Canadian Pacific Hallway Co.'s Royal Mail Steamship Line, Nippon 
Yusen Kaisha, Great Northern Steamship Co., the Bank Line (Ltd.), 
and Osaka Shosen Kaisha, will not invalidate claims for the above. 

Xo rebates will be payable to any exporter, sbipper, or 
consignee who has accepted conoeRslons of any nature 
from any steamship line olhei than the above agreed 
rebates. 

Exporters applying for the rebate which will be payable in Yoko- 
hama and Kobe on and after the 1st of July, 1911, 2d of January, 
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1912, and 1st of July, 1912, respectively, must fill up and sign forms 
in accordance with the above terms and conditions. 
These forms can be obtained from the agents of the company. 
Yours, trulj, 

Alfeed Holt & Co. 

jAMUARr 25, 1911. 



E3CHIBIT No. 2. 

Chap. 300. AN ACT To create a commerce conrt and to amend tbe act entitled 

*'An act to regulate commerce." 

Sec. 7. That section one of the act entitled "An act to regulate 
cojiuneroe « * * ig hereby naw ameiided so as to read as fol- 
laws: 

^ Sbgxion 1. Thafc thi9 pTovisions of this act shall apply to * * * 

■any commoii carrier or carriers engaged in the iransportatioii of pas* 

«exigers or property wholly by railroad (or partly by railroad aod 

partly by water when both are uaed under a ccwnon control, nvm- 

agement, or arrangement for a continuous carriage or shipment) 

^ * ^ irom a foreign country to any place in the United Sitates 

«nd carried to such place from a port of entry either in thft VmM 

States or an adjacent foreign country * * \^ 

e . * ♦ >i> « « f 

S«c. 10. That s^ion ten of said act to regulf^te con^merce, «3 

l^^xetolora sj^ended, be now amen^^d so as to read follows: 

«8eo. 10, ♦ 3* ♦ 

^Any cominon carrier ^iibieot to the provisions of this act, or, 
whenever svch common carrier is a corporation, any o$cer o^ agent 
thereof, or any person acting for or employed by such corporation, 
who, by means of false baling, false classification, false weighing, 
or false report of weight, or by any other device or means, shall 
lii;iowingly and willfully assist, or shall willingly suti'er or permit, 
jmy person or persons to obtain transportation for property at less 
than the regular rates then established and in force on the line of 
transportation of such conunon carrier, sliall be deemed guilty of a 
misdemeanor * * *. 

"Any i)erson, corporation, or company, or any agent or officer 
thereof, who shall deliver property for transportation to any com- 
mon carrier subject to tlie provisions of this act, or for whom, as 
consignor or consignee, any carrier shall transport property, who 
■shall knowingly and willfully, directly or indirectly, himself or by 
en^iployee, agent, officer, or otherwise, by false billing, false classifi- 
cation, f;il«e weighing, false representation of the contents of the 
package or the substance of the property, false report of weight, 
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fjilse statement, or by any other device or means, whether with or 
without the consent or connivance of tlie carrier, its agent or officer, 
obtain or attempt to obtain transportation for such property at less 
than the regular rates then established and in force on the line of 
transport^Ltion; * • * shall be deemed guilty of fraud, ♦ » *. 

^ If any such person, or any officer or agent of any such corpora- 
tiim or company, shall, by payment of money or other thing of value, 
solicitation, or otherwise, induce or attempt to induce any common 
carrier subject to the provisions of this act, or any of its officers or 
agents, to discriminate unjustly in his, its, or their favor as against 
any other consignor or consignee in the transportation of property, 
or shall aid or abet any common carrier in any such unjust discrimi* * 
nation, such pmon or Buch officer or agent of such corporation or 
company shall be deemed guilty of a misdemeanor * * 



Exhibit No. 3. 

liOnCfi 10 SHIPPERS. 

New York via Suez. — Shippers arc hereby notiiied ihai on and 
after 1st of April, 1912, the rates of freight on all cargo to New York 
will be advanced approximately 10 per cent, with the exception of 
"Cargo not otherwise specified,'' on which the rate will be 35s. per 
ton W. or M. instead of 30s. as hitherto. 

Also, cargo sliipped at Yokkaichi will be subject to an additional 
charge of 2s. 6d. per ton. 

CoRNKS & Co., 

Agents^ American- Asiatic Steamship Co. 
Jardin£, Matheson & Co. (Ltd.), 

AgentSy Indra Line {Ltd.)* 
C. Illies & Co., 

Agents, H amhurg-Amenka Linie. 
Standard Oil Co. of New York, 

Agen^Sy Anglo-Ameriem Oil Co. 
American Trading Co., 

AgeniBy American ds Oriental Line. 
Sale & Frazar (I/td.), 
Agenie, Ameri&m db Manchurian SteamaMp Line. 
DoDWEix & Co., (Ltd.), 

Agents, DodweU Line of Steamers. 
Yokohama, January 137^ 191^. 
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EDm>K > Scn'E. — Exhibit IV consists of a copy of the tariff issued 
by the India Line (Ltd.), which is a member or the Suez-New York 
oonference. This tariff agrees in form and in rates witii the tariff of 
Dodwell & Co. (Ltd.) 9 referred to in the report of A. E. CSarleton, 

vice consul general in chaim' at Hongkon<r. As tated on page 203, 
each line in the Suez*New York oonference issues its own indi"\Hidiial 
tariff, although the ?evernl tariff? agree in all particulars. With Ihn 
exception of private elTt^cls-. shells, and bean cake, all rates in the 
lanils are subject to a deferred rebate allowance of 10 per cent. 



SUPPLEMENTAEY EEPORT OF CHARLES PAGE BEYAN, AMBAS- 
SADOR AT TOKYO, JAPAK. 

SrPPLCMEMTABT BeFOBT No. 2. 

UBTHODS ASD SRACTICES OF STBAMfiHlF LIMEB ENGAGED IN CAKBTIKG 

AMERICAN-JAPANESE TRADE. 

EFFECT OF SllIPriX(; CONFERENCES ON THE COMMEKCE AND FRELQHT 

RATES OF THE UNITED STATES. 

With reference to the effect of the trans-Pacific and New York- 
Suez conferences on commerce and freight rates between the United 

States and Japan, the opinions of 11 local foreign (mostly American) 
firms were requested. 

The^e firms are engaged, respectively, in the following kinds of 
business : 

^^1) Import of electrical machinery and supplies (generally via 
Pacific Ocean). 

(•2) Import of machinery and electrical^ supplies (via both Pacific 
Ocean and Suez). 

(5) Impoi't of machinery and export of raw silk (via both Pacific 
Ocean and Suez). 

C4) Import of sewing machines (via both Pacific Ocean and Suez) . 
(f>) Export of silk (via Pacific Ocean). 

(6) Export of tea (via Pacific Ocean). 

(7) General export and import. 

(8) Stevedore and warehouse keeper. 

(9) Customhouse broker, stevedore, landing, shipping, and for- 
warding agent. 

(10) Import of railway supplies and machinery (generally via 
Suez). 

ai) General import and export (via both Pacific Ocean and 

Suez). 
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i lie last two tirms represent steamship lines belonging to the con- 
ferences; the other nine are neutraL 

Five firms regard eonferenves as beneficial. — Five firms, includ- 
ing the last two, state that the conferences are beneficial to shipping, 
since they serve to maintain steady rates, which, although higher 
than previously, are not excessive. They believe that the relief * 
afforded by the conferences from the necessity of speculating on 
fluctuating freight rates more than compensates for the deferred 
lebates and other disadvantages. 

One firm regards rates as high, but honesUy conducted confer- 
ences as beneficial. — One firm asserts that the freight rates main- 
tained by the conferences (especially the trans-Pacific) are as high 
as the traffic can stand. If they should be further increased, it would 
pay shippers (exporters and importers) to charter their own vessels. 
Nevertheless, if the conferences are honestly conductedj tliey are ad- 
vanta^reons in keeping np steady rntes.' 

Two firms rerjnrd conferences as not harmful. — Two firms state 
that while the di^j^olution of the confjrencos or the creation of com- 
petition would naturally beneht shippers by bringing]: about h.wer* 
freight rates, they do not find that the couft rencos especially affect 
their business in a harmful way, or that the present rates are un- 
reasonably high. 

One firm regards conferences as detrimentciL — One firm declares 
that the conferences are detrimental to shippers, in that they enforce 
excessive rates, and that conditions prior to their existence were 
highly preferable. This firm says that in preconference days it 
ovc^me the disadvantage of fluctuating rat»i by chartering space 
a year in advance and buying to fill it. 

Two fi/rms express no opinion, — Of the remaining two firms, one 
said that it was not sufficiently well informed to express any opinion, 
and the other refused on principle to make any statement j althou^ 
implying that it regarded the freight rates fixed by the conferences 
as too high. 

Attitude of leadinci tea exporters. — Ir. addition to the forenfoing 
expressions of opinion, attention is called to the alleged attitude of 
the leading tea exporters — 

who are unanimous in fiflvocnting tiie jmi»ortance of iiinintalulng a stefT^ly fixed 
rate, and, lu the absence of n better plan for doing eo, with two exceptions, aj)- 
Tirove tha retention of tlie deferred-rebate system, and none of whom is able to 
suggest a better plan. 

Conference rates do not affect volume of trade. — It appears to be 

tbe general opinion among local merchants that while the confer- 

^ Tl'is Una *;lnti'.s, ;irnl i(s ^ r.n >, - nt '<< '•o!»riru',<'(1. t! ai T" ronfcronces nro rmt i 0:1- 
ductcd honestly, a feature which will be treated, after further investigation, In a subse- 
quent report. 

SS187--13 14 
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enoe rates may affect the profits of the shipper they do not influence 
the Tolume of trade, as this ib governed by supply and demand, ' 
regardless of the existence or nonexistence of conferences, and the 
freight charge in the case of many articles (tea, for example) is only 
u small percentage of the cost laid down to the consumer. 

THKBATENBD DISSOLUTION OF TRANSPACIFIC CONFEREKCE. 

iSecess!o7i of Blue Funnel Lhw from ttn n.s Pat illc conference maij 
Lead to iff! dhsohil h>n.—\s staled on pa^es 0 ami 1-2 of llie report 
transmittod wiili Air. I Aryan's «)f June 4, 11)12, the Blue Funnel Line 
last month (May, IDl'i) seceded from the trans-Pacific conference, 
creating considerable internal connnotion, and for a time threatened 
the disruption of the coufei'ence. The demands of the tea producers, 
however, appear to have averted this immediate outcome by reuniting 
the lines in the protection of their mutual interests. 

As a result of more recent inquiries, two firms state that the Blue 
Funnel Line still threatens to bi'eak up the conference, and that as 
' soon as it lowers its charges a rate-cutting war may be precipitated. 
The supposition is that it will reduce its rates after July 1, on which 
shippers by conference lines will receive one-half of the semiannual 
installment of deferred rebates then due them, and will be able to 
ihip by a nonconference line without forfeiting so large a part of 
rebates due them as they would now. 

Other Arms, however, state that the tonnage of the Blue Funnel 
line is not large enough to enable it to compete with the conference, 
and that its service is not sufliciently frequent to make it advisable 
or profitable for large s]up])ers to relinquish their rights as parties 
to tlie conference by shipping by a nonconference line, even at lower 
rates. 

Reason for sccctfsion. — The Blue Funnel Line is said to have se- 
ceded from the conference because it objected to the corrupt methovl^ 
of coinpetition among tiie lines belonging thereto (such as under- 
weighing), and, rather than participate in such corruption in order 
to secure a proportionate share of the slii] } inir. decided that it could 
do as well oi- better by operating indepemlently of the conference. 

Confercri'-e aciion ariainst IVue FunnH Lin^.-—()n May 15, 101^}, 
the conference issued to shippers a notice regarding the Blue Funnel 
Line reading as follows: 

Notice ttf hei'eby given tLnt from this dsite juiy shi|)|)erB or exporters forward- 
Ing c;irgo of any description to P.jclfic const ports or overland i>oints in the 
United States and <'inin<l;i hy the Orp^!i Slt'inn^lup Co. (Ltd.) and Chin^i 
Mutunl Steam Navigation T'o. < I>tr1 t < lllue !• nniiel Line) will invniidate all 
claim to parlieii ate in the defern'tl reh.slos p.:yable by the i:;'.dersljTnpd. 

Chasles Page Bbyan. 

Tokyo, June 15, 
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BEPOBT OP ELWOOD G. BABBITT, VICE CONSUL GENEEAL, IN 

CHAEGE AX YOKOKAILA, JAPAN. 

I have the honor to report that the eastbound freight rates of the 
various steamship lines operating between Japanese ports and ports 
on the western coast of the United States are governed by the Japan 
branch of the Trans-Pacific Tariff Bureau, and that tiie different 
agencies at Yokohama have all supplied me with '^Freight tariff 
No. 2," effective February 1, 1912, as applying. 

Inclosed herewith are two copies of tiie said freight tariff and 
also two copi«; of "Tariff No. 4 " effective February 1, 1912, naming 
eastbound proportional rates from ports of call in Japan to overland 
points in the tjnited States and Canada. 

The freight rates of steamshi}) lines plyinf^ between Japanese ports 
and New York are governed by ilie Jsipsm New York Ireight con- 
ference, and the same rates are applicable lo all. 

Inclose herewith are two copies of the " Japan Homeward Con- 
ference Minimum Freight Tariff " of July 1, 1912. 

Upon iny application for these of the local secretary of the Japan- 
New York conference I was informed by him that they could not be 
supplied without consent of his principals, but I was able to secure 
them from American siiippers at this port. 

E. 0. Babbitt, 
Vice C'omul General^ in Cliarge* 

Yokohama, Japan, November 9, 1912 » 



Editor's Note. — The several tariffs referred to in Mr. Babbitt's 
report wpto discussed and pnr(l\' Tcproduced in connection with 
Apibassador Bryan's report. (See p. 194.) 



AEPOEX OF B&ADSTBEET S. KAIEDEN, CONSUL AI BATAVIA, 

JAVA. 

I have tlie honor to report as follows: 

First. The principal steamship lines tradin^r to and fioni Java 
ports and (ireat Britain and Europe are in the steamship conference 
of thp " Netherlands India,'' but such conference, which controls 
rates of freifrht and passenfrer rates, does not npply to any railway 
companies. The conference in question is principally a freight con- 
ference, and does not control the passenger rates of all steamship 
lines, although such passenger rates to and from Europe are about 
the same by all steamship oomi^anies. 
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If rebates are allov.cd. :ind I understand such is the cikstuin. it is 
entirely a private arrangement and is not made public. The only 
steamship combine is that of the Maatschappij Nederland, Rotter- 
dam Lloyds, and Koiiinklijke Paketvaart Maatschappij (reported \ 
Apr. 1, 1908), and which still exists. These steamship compaiiiea, 
which are also in the shi})ping conference, do not make public their j 
shipping agreements, and such can not be obtained. 

Second. As stated in the former paragraph, this conference known 
as the shipping conference regulates principally freight rates and 
makes a universal rate for all lines which are in such conference. 
The Dutch steamship lines trading to this country have special Gov- 
ernment passenger rates which are not made public. 

Third. The Dutch lines of steamers are subsidized by the Nether- 
lands Government. Such lines take cargo on through bills of lading 
to ports in the United States. 

Fourth.- No stejimshij) lines in this part of the East ;ire owned or 
controlled by railway companies, neither are any such lines coimected 
with the railway companies. 

Fifth and sixth. These paragraphs do not apply to the steamship 
lines trading to and from this colony. 

B. S. Raikden, 
American GonsuL 

Batavia, Java, July 30^ 1912. 



KniroK 6 Note.— According to the testimony of Mr. Paul GoLtheil 
before the Connaittee on tiie Merchant Marine and Fisheries in the 
investigation of the so-called shipping combine (see pp. 340-341 of 
the hearings), two lines operate directly between the United States 
and Java, viz, the Hansa Line and the Germ an- Australian Steamship 
Co. These two companies, ^fr. Gottheil testified, have an under- 
standing by which they vi'l furnish steamers for the service in turn. 
The rates charged by the two companies are also the same. Much of 
the tratiic is derived by virtue of a contract with the Standard 
Oil Co. 



EEPOBT OF D. MILTON FIGAKT, VICE CONSUL GENEEAL, SINGA- 

POEE, STBAITS 8EITLEUENTS. 

In accordance with instructions contained in Circular No. 123, 
of April 17, 1912 (file No. 800.88/1) , with regard to the methods and 

practices of steamship lines engaged in the foreign-carxying trade 
of the United States, I have the honor respectfully to inclose here- 
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with copies of papers No. .27, of 1908, No. 40, of 1908, and No. 26, of 
1911, of the Legislative Council of the Straits Settlements with 
regard to the various shipping conferences in operation in this 
district. 

In addition, I am quoting a brief note given by a local merchant 
well informed of the status of shipping conferences : 

A couibiuatiou of sliipitiiis lines exists herp. cjjIIhI tlie New York coufei'Mice, 
the Ix)n(lou secretaries of whieli are Messrs. Dodwell & Co., of 24 St. Mary Axe, 
London, tbe Stngapore eecretarlefl being Mesa*. Patterson, Simons & Co, (Ltd.)* 
Prince Street. Singapore. 

A bill was passed by the Straits GoyerameBt In 1910 to pnt a stop to tliis 
conforence and a similar European conference, bat It was afterwards repealed 
without jrolnfr into effect by an agreement between the governor and tiie aliip- 
ping conipjuiii^. This conference has nothing to do with railways. 

A standard list of freights is made applicable to all the lines, and on these 
rates two rebates of 5 per cent each are allowed to all shippers, the applications 
for wlUch are sent in every six montbs and paid about six montlusi after, so 
tliat Uie sblpping companies always have in band considerable money due to 
tlie shippers, wblcb they confiscate If any sbipper sends goods by any lines out- 
f'fdo the conference. Tbis effectually prevents any tramp steamers coming into 
Singap<^re 

Fnrtheniiore, cert;jiii oi' the large iDercbants hold the agencies of these ship- 
ping lines, for which, of course, they draw a commission, and they have al^ 
been drawing a secret rebate, wblcb tbe otHm sblppers did not obtain ; tbla is 
said to have been stopped. But tbe position was that tbe conference lipes got 
their standard rates and tbe few large firms combined witb tbem got tbe com- 
mission ::tmts aud a further secret rebate and the advantage of giving tbieir 
own goods tirst chance beyoiid wlif t t]ie other shippers got. 

The rates to New York and Kuroi)e are very nearly the same, but both are 
controlled by conferences working in conjunction. 

The effect on the United States must be that, although the service is good, 
rates can not possibly be low. Tbe above refers only to traffic via tbe Sues 
Canal, and meet of it goes tliat way. Tbe steamer lines running across tbe 
Pacific only come as far as Hongkong, and some of them are in tbe bands of 
railway companies. 

I do not believe that in any case ships snlllnir from here are subsidized 
beyond receiving mail contracts, except the Japnnese lines. 

The only American tirni which is in the New lork conference Is the Standard 
Oil Co.. and T believe they use boats on long charter. 

As the department already knows, tbe Straits Sctticiiit iitp (iovera- 
ment has for some time been investigating the conJitions under 
which the c^nfe^ences are maintained, wliich investi<jation resulted 
in the passing of the freight and steamship ordinance of 1910, legis- 
lating against the conferences. This ordinance, however, was later 
repealed in view of certain agreements made by the gOYernor of the 
Straits Settlements with the conference heads. 

In furnishing the papers inclosed herein the colonial secretary 
expressed his regret that, owing to the fact that the information 
obtained by the ^traits Settlements Government in the course of 
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inquiries which led to the passing of the above-named bill was secured 
under pledges of secrecy, it was not possible to place at my disposal 
much of the information. I believe, however, that the inclosed papers 
contain suilicient information for the purposes of the Committee 
on the Merchant Marine and Fisheries. 

D, Milton Figart, 
Vice Gomul GeiierdL in Charge, 

Singapore, July 10 y 1912. 



Editor's Note. — ^Tfae inclosures referred to in Mr. Figiirt's report 
comprise the following papers laid before the Legislative Goiincil 

by c<Rnmand of the governor of the Straits Settlements: 

(1) No. 27 of 1908, entitled "A report on shipping freight con- 
ferences operating in the Straits Settlements." This report, signed 
by A. Stuart, registrar of imports and export?:, was j)ublished in 
A^olume 1 1 ()f the Kepoct of the JRoyal Commission on Shipping Kings 
(pp. 181-186). 

(2) No. 40 of 1908, entitled Preferential agreement between 
shipping conference and certain merchant firms in the Straits home- 
ward trade." This agreement is published on page 111 of Volume 

II of the Report of the "Rnvnl Commission on Snippini? Eing^. 

(B) No. 26 of 1911, consistit of the minutes of a meeting lield on 
May 25, 1911, between the goneinor of the Straits Settlements and 
representatives of the homeward Java and Straits cojifercnces and 
the New York steamer conference. The following is a copy of these 
minutes, as inclosed by Mr. Figart : 

INo. 26 of 1911. StraUs Sittlemeots. I'aper to be laid before the Leglslatitre Council 
by command of his excellency the oiflcer administering tbe Oovernment.] 

Minutes of a Meeting held at the Colonial Office on the 25th of May, 
lOllf Bbtwkbn Sir Jobv Ain»aBON, G. C. M. G., Govebnob of the Stbaits 

Settlements, and Hrprkskntativks or tiie Homeward Java and Stbaits 
Conference and the >iE\v Yokk Steameu Cowi-ekence. 

Present : 

Sir John Audersou. 

Mr. F. Ritcbie Peninsulnr & Orientnl Steam ] 
Navlgatlfai Go. ) • On behalf of the homeward 

Mr. R, D. Holt, M. P. ( Messrs. Alfred Holt & Co. ) . couference. 
Mr. A. McGregor (Glen Line). J 

Mr. J. II. Warrack (Messrs. John Warrack & Co.) . \ On behalf of the New York 
Mr. T. lioyden (Mefisrs. T. B. Hoyden & CJo,). / conferenre. 
Mr. G. Dodvvell. \ Represeiitiug ihe secreta- 

Mr. J. Mortlemati. J ries to the conferences. 

Mr. J. Bobinaon. (Colonial office.) 

Mr. Holt said that he understood the meeting to be private and confidential, 

and thnt neither side would be committed unless nn np;reement were arrived at. 

Sir John Anderson agreed, and proceeded to state the reasons for which the 
Goremment of the Straits Settlements had passed tbe freight and steamships 

ordinanco, 1910. They were: 

(11 The system by which a epoflnl rcbnte of 5 per cent on all en rpo shipped 
from the Straits Settlements is paid lu a limited uuuiber of llmis for diviBlon 
among fhemsetres. . 
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(2) The system under which the ordtnaiy rebate 1b paid to shippers, which 

is. that so long as shipments are confined to steamers belonging to the confer- 
ence, a shipper receives a rebate of 5 i»er cent upon such freight ns ho con- 
tributes during the first half year, and ai the end ot 12 months a iurlher 5 
per cent on the amount of freight contributed by him during the first six months 
of the YiKW, together witli 5 per eent on the freight ronlrilmted during the second 
six months. This means that 5 per cent of a half year's freight is always in 
tbe hands of the conference and that If the shipper can not afford to lose his 
money he mnst continue to ship hy conference steamers and pay conferenoe 
rat^ 

Sir John Anderson proposed as conditions of n settlement that the so-ea1letl 

"secret rebate" should be abolished and that the present control of the confer- 
ence over rates should be partly abolished by the establishment of a list of 
articles which should be excluded from the operation of the rebate system. 
The list which he put forward comprised— 

Copra, eoconnt oil and taKos, gnmhier, pepper (black and white), piueappleSi 
sago (fiour and i)earl), lapioca (liake. pearl, and flour). 

After some discussion, during which it was made clear that while Sir John 
Anderson considered It essential that the shippers now enjoying the "secret" 
rebate should not have their agents' commission increased so as to compensate 
for the. loss of the rebate, he had no desire to interfere with bona fide comml»> 
sions to agents, the representatives of the conferences agreed that the "secret " 
rebate should be abolished at tlie end of the present year when the existing 
agreement with the merchants expires, it being understood that the conferences 
i«hould have the right to com|)ensate the merchants for the abrogation of the 
agreement, say, by the payment of a lump sum. 

As to the question of a list of articles to be exempted from the rebate system, 
tlie conference reiweset 1 1 put forward an altern:iUve i>roposal, viz, that at 
fixed periods, known beforehand, shippers should receive in full the TPhntPs 
due on the freight shipped up to the end of the period, and should then be free 
either to remain in the conference system or to leave It. 

Tlie conference representatives suggested that the period sljoiild be once in 
tliree years, while Sir Jolm Anderson urged tliat it should l>e annual. 

Some dlscnssion took place on this point, but finally It was agreed that the 
rebates due on all cargo shipped up to the 31st of December, 1911, should be 
paid then, or as soon after as the accounting allows, and that thereafter, com- 
mencing from the 1st of January, 1912, triennial periods should be established, 
at the end of each of which the rebates due on cargo shipped up to the ^d of 
the T'eriort should be paid to shippers, who would then be fiee to leave or remain 
in the conference system. It was explained that during the first two years of 
each period the present " overlapping " system would continue, but that at the 
end all rebates due would be paid up. 

The New York conference agreements with tbe merchants expire on the 3l8t 
of October, but as It would be more convenient that both conferences should 
(commence the new arrangements at the same time, Sir John Anderson agrees 
tJbat the dates above mentioned should apply to the New York conference. 

In return Sir John Anderson agreed tliat the Straits Settlements freight and 
Steamship ordinance should be repealed. 



BEFOBT or JOHN F. JEWELL, CONSUL AT VLADIVOSTOK 

I have the honor to report that the Ocean Steamsliip Co. and the 
Nippon Yusen Kaisha bring most of the goods shipped to tins 
port from American ports on tlie Pacific Ocean. The goods are 
transshipped in Japan. The Russian Volunteer Fleet, which is sub- 
sidized by the Kussian Government, carries very little Americaa 
goods from Japanese ports to Vladivostok. 

Bearing on this question it is interesting to note that a short 
time ago a conference was held in this city between Japanese and 
Pussian representatives for the drafting of conditions and a plan 
for the transport of raw silk from Yokohama, Kyoto, and Nagoya 
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on the Japanese railway's via the ports of Tsiirnga and Vladivostok, 
thence on the great Trans-Siberian route to Moscow and western 
frontier stations of Russia. 

Tlie conference was held at the offices of the Russian Volunteer 
Fleet, and in it participated the representatives of the Japanese 
State lines, Messrs. Kinoshita, T. Oyo, and Nakagani ; the representa- 
tive of the Osaka Shosen Kaisha, P. Fukao ; and the representatives 
pi the South Manchurian Railway, M^srs. Seoji and N. 
Nishunura. 

On the side of the Russian transport enterprises there were the 
representatives of the Chinese Eastern Railway, Z. V, l^auter, K. K. 
Novikoff, fr<mi Harbin; F. F. Klassing, the- local representative^ and 
V. V. Bray, from Shan^^ai; V. K. Kraft, manager of the business of 
^ Russian Volunteer Fleet in the Far East, and P. G. Kovalevsky, 
of the customs department. 

Z. V. Slauter was elected chairman of the conference. 

Besides the question of tlie carriage of silk, the representatives of 
the Japanese railways introduced for consideration the question of 
the carriage of Japanese tea to European Russia \na Dairen. 

This conference was in session about a week, and it i^ reported 
that, subject to approval of the mana«i,f itu nt, the conditions drafted 
^t the conference will soon be brought into force. 

A tarilT has also been establi'=hed for the conveyance of raw silk 
via Vladivostok. For example, from Yokohama to Moscow for a 
shipment under one bill of lading of not less than 010 poods 
(22,028 pounds) per car, 4.80 rubles ($2.47) per pood; for small 
lots of not more than 50 poods (1,805 pounds), 5.34 rubles ($2.75) ; 
^d as far as the Russian frontier stations on the western European 
border, to Eidkunon (Verzhbelove), 5.33 rubles ($2.74i) ; to Alexan- 
4rovo, 5.52 rubles ($2.84) ; to Skalmerzhito, 5.58 rubles ($2.847) ; to 
Sennovitsa, 5.52 rubles ($2.84) ; and to the station. Granitsa, 5.52 
rubles ($2.84). 

In the payments above mentioned is included dues to the Japanese 
railways, steamship companies, and all railways from Vladivostok. 

The raw silk conveyed under this arrangement will be stored in 
the chief customs warehouse in Moscow as silk in transit fbr periods 
of two to six months. Thus will result a great saving of time in 
transport, and the Japanese raw silk will pass through the Russian 
Empire. in transit on the responsibility of the Russian railways. 

The port of Vladivostok will benefit from this traffic and the new 
route will enable the silk to be conveyed to western Europe much 
more quickly than it previously was by sea by the Suez route. 

John 1^\ Jewell, 
American Consul. 

Vladivostok, June ii, 191^, 
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KBFO&I OF JULIUS G. LAY CONSUL QENEILAL AI KIO D£ 

JAJSMEO, 



METHODS AN'D FRACTICEfl OF STEAMSHIP L1NE8 EKGA6ED IN THE FOREIGN- 
rABRYINO TRADE OF THE UNITED STATISS. 

1. The following steamship lines engaged in the carrying trade 
between European, United States, and Brazilian ports have formed 
agreements, conferences, or pools with each other for the purpose 
of fixing rates and tariffs and giving rebates and for the purpose 
of preTonting competition: Hamburg Siidajnerikanische Dampf- 
sdiifffharts Gesellschaft, Norddentscher Lloyd, Prince Line (Ltd.), 
Hamburg Amerika Linie, Lamport & Holt Line, the Royal Mail 
Steam Packet Co. 

The first agreements between these lines were made about the 
year 1908. 

Owing to threatt lied le^islaiiou by the Braziliiiu (Government in 
1910 to prevent the gi^antiiig of rebali'h. sbi[)pers in Brazil were 
notified by these conference lines that. Sliipinents at not under con- 
ference raieri of freight and condition.'-, to the United Stales of 
America by steamers of the National Brazilian Line under the 
Brazilian flag, and to Amsterdam by steamers of the Koninklijke 
Hollandsche Lloyd, will not invalidate claims for rebate." Ship- 
pers of coffee, however, from Rio de Janeiro did not avail themselves 
of this offer, and the National Brazilian Line (Lloyd Brazileiro), 
can not secure any coffee n> return freight for its steamers running 
between New York and Brazil. 

Of the conference lines above mentioned, the Lamport & Holt 
and the Prince Line run regular steamers between United States 
ports and Brazil. These two lines have, during the past year, been 
acqtured by the Royal Mail Steam Packet Co., which is also a party 
to the conference. 

None of the steamship lines touching at Rio de Janeiro have any 
agreement or understanding with the railways in this district of 
Brazil by which a different or more favorable throu<;^h rate is given 
when shipment is made thereunder from the through rate on ship- 
luents not made in ctniforniity thereto. 

Tt has not been passible to obtain copies of agreements between the 
conference lines above mentioned, hut T Ivlieve a copy of one might 
be secured from the agent fif the Lloyd Brazileiro Steamship Line 

219 
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in New York, or from Mr. Sidney Stor}-. vice president of the Mis- 
sissippi Valley, South America & Orient Steamship Co, (Pan-Ameri- 
can Mail) in New Orleans, 800 Gravier Street, 

Copy is attached herewith (Exhibit A) of "Notice to shippers" 
and " Supplenu iitary notice to shippers," setting forth conditions 
upon which rebates will l^e paid to coffee shippers in Brazil, to ports 
in the United States and Europe; also a copy (Exhibit B) of the 
form upon which shippers are to make claim for rebates. 

The present arrangement which gives the same rebate on all ship- 
ments of coffee, large or small, and is therefore somewhat different 
than that set forth in the notice to shippers herewith, is more satis- 
factory, all shippers contend, than the old rebate system of discrim- 
inating between large and small shipments. Shippers prefer the 
present rebate system, stable freight rates, regular sailings, and good 
service in other respects, to the reverse conditions that obtained be- 
fore the rebate system was inaugurated, and many of them believe 
that if open competition among steamship companies was made possi- 
ble by suppression of rebates, the former unsatisfactory conditioiis 
would return. 

2. I do not know of any methods used by these shipping lines to 
prevent the publication of their methods and practices in the United 
States, except the sfenerally accepted belief that those lines indirectly 
subsidize with advertisements the press of the United States. CotTfe 
shi|)pers here state that written agreements, formerly made between 
tin 1)1 and the conference lines, have i>een withdrawn, and only verbal 
agreements are now made. It would seem sisiiificant that all former 
and present agreements for rebate, were made by the conference lines 
with the a<?ents of American coffee houses in Brazil instead of with 
the head offices in the United States, and also that there seems to be 
no rebate system in force on goods shipped from American ports to 
Brazil, but only on shipments the other way, although the rebate sys- 
tem is applied by the same lines on shipments from Europe to Brazil. 

3. The Brazilian Government has subsidized a line known as the 
Lloyd Brazlieiro to the extent of granting them about $1,000,000 a 
year. This line, with British-built steamers, besides doing a large 
proportion of the coastwise trade — ^foreign lines are excluded from 
this trade— engages in the carrying trade, both passenger and freight, 
between European ports and Brazil and United States ports and 
Brazil. 

4. There are no instances known where steamship lines and com- 
panies engaged in the foreign commerce of the United States are 
owned or controlled by railway companies in Brazil or by the same 

interests owning or controlling railway companies in Brazil. 

5. Tt would appear tluit the above-mentioned practices of the for- 
eign steamship companies in granting rebates and combining to fix 
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lilies nnd preventing and destroying competition was in violation of 
the laws of the United States. 

The effect of these methods and practices is to prevent independent 
steamship lines competing on a profitable basis in the carr}ung trade 
between the United States and Brazil, and therefore rates between 
these countries can be fixed so high that trade in certain American 
products is seriously hampered. 

The attached copy (Exhibit C) of a letter from Mr. F. Kramer, 
an importer of American goods at Rio de Janeiro, addressed to Mr. 
Sydney Story, will show that when steamship companies can fix rates 
without fear of competition benefits from the preferential tariff 
treatment accorded the United States by Brazil on at least two arti- 
cles that should be enjoyed by American manufacturers are either 
absorbed by the ccmference lines or trade in these articles can be 
ruined. 

After miicli effort on the part of the merchants and inuuulacturers 
of the Mississippi Valley a steamship line has actually been started 
to develop the trade of tliMt valley with Brazil, and this line purposes 
to transpuiL American goods to Brazil from New Orleans at rates 
that will enable liiem to compete in tlie Brazilian market with Euro- 
pean competitoi-s. The first steamer of this line has started from 
New Orleans, it is reported, with a full cargo for Rio de Janeiro, but 
it is not believed here among cotl'ee mercl^aiits that this steamer can 
obtain any coliee as a return cargo lo New Orleans, although the bulk 
of the shipments of cotfee are now going to New Orleans instead of 
to New York, and coffee is the only product shipped from Brazil to 
the United States that can be carried profitably as a return cargo. 

The coffee shippers here could not afford, with their deferred re- 
bates in the hands of the conference lines, to break their agreements 
with these lines by giving freight to this new American Ime, even at 
lower rates, or run the risk that the new line may not be permanent. 
The American line vessel will therefore probably be obliged to return 
to New Orleans in ballast or go to Argentina ports for cargo for 
Europe. 

Respectfully submitted. 

Juiiitts G. Lay, Consul Generals 



EXUIBIT A, 
NOTICE TO SHIPPERS FROM SANTOS. 

Shippers of coffee from Santos are hereby notified that, subject to 
the conditions hereinafter expressed, the undersigned lines will pay 
the following rebate of freight gn coffee shipped by their respective 
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steamers to the ports of Antwerp, Amsterdam, Botterdam, and the 
Kivers Weser and Elbe, and to ports in the United States of AmericB, 
during the year beginning Ist September, 1908, and ending 31st 
August, 1909, and thereafter year by year until further notice, ?iz: 

Five per cent for shipments up to 100,000 bags, and one-quarter 
per cent more for every additional 10,000 bags up to a maximum of 
10 per cent for 300,000 bags ur over. 

The rebate to be paid to each shipper will be computed every 12 
ni< luh.^, .<ay up t<> the 31st of August in each year, on his total ship- 
monts by the combined lines and be payable six months afterwards, 
liiit only to .shii)pers who have, up to such due date of payment, con- 
fined tlieir shipments of colTee to Antwerp, Amsterdam, Rotterdam, 
and the Ki \ crs Weser and Elbe, and to ports of the United States, 
to the undersigned lines. 

No rebate will be paid on freight on sample lots, nor on additional 
freight cliart^ed for delivery at post-terminal destinations of goods 
jihipped on through or optional bills of lading. 

A statement of rebate claim must be made on a form as annexed 
and presented within the three months succeeding the date on wliich 
pa3rment falls due, to the agents of the company which has carried 
the merchandise in respect of which the rebate is claimed* 

Until further notice any shipments by steamers of the Natioml 
Brazilian Line, under the Brazilian flag, to the United States, and 
of the Koninklijke HoUandsche Lloyd to Amsterdam, are not under 
conference rates of freight, and conditions will not prejudice ship- 
pers* claims to rebate. 

RoYAti Mail Steam Packet Co. 
Hamburg Sudamerikanische 
D AMPFSCHim A II UTS- Gesellschatt. 

HAMBrRG A-MKKIKA LiNlE. 
NORDDEUTSCHER LlOYD. 

Lamport & Holt. 
Prince Line (Ltd.). 

Dated July 15, 1908. 

supplementary notice to shippers from SANTOfJ. 

With reference to the notice to shippers dated 15th of July, 1908, 
issued by the Hamburg Sudamerikanische DampfBchifffahrts GeeeU- 
«chaft, Boyal Mail Steam Packet Co., Norddeutscher Lloyd, Prince 
Line (Ltd.), Hamburg Amerika Linie, Lamport & Holt; and said 
lines herewith beg to notify shippers of the following amendments 
and additions to the terms stipulated in the above-mentioned circu- 
lar, viz: 
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1. That the rebate due to shippers who have oonfined their total 
shipments of coffee to the combined lines during the 12 months 
ending 31st of August, 1909, be paid within 3 months after that 
date unconditionally. 

2. That no exporter be allowed more favorable conditions than 
another. 

8. That the freight to Euio]je never be more than 5 shillings and 
5 per cent primage above the bona fide charter rate with a nunimum 
rate of 20 shillings and 5 per cent priniaire. 

4. That the rat^ to tlie United States shall never be iiiore than 10 
cents and 5 per cent ])rimnge above bona fide charter rate with a 
minimum rate of 30 cents and 5 per cent primage; that, however, the 
present rate to the United States, 25 cents and 5 per cent primage, 
will be maintained during the continuance of the Lloyd Brazileiro's 
berth rate of 15 cents. 

5. In case the combined lines fail to supply the ayailable tonnage 
required at the above rates of freight by their own or chartered 
steamers within a reasonable time, say, 14 days from the date of the 
request, or if their current rate be not in accordance with what is 
stipulated in clauses 3 and 4 of this agreement, the exporters shall 
be at liberty to charter or ship in an outside vessel or vessels or a 
part or parts thereof, without prejudice to their right to rebate under 
this agreement. In case of an exporter deciding to charter outside 
tonnage upon the grounds tiiat the rate of freight charged by the 
combined lines be at any particular time more than 5 shillings and 
5 per cent per ton and 10 cents and 5 per cent per bag in excess of 
the rates of freight at which coffee could be shipped at the time in 
question by outside steamers, then the said exporters shall produce to 
the agents of the combined lines in Brazil, at the time of such out- 
side chartering, evidence as to the latter rate of freight. 

It is understood that the exporter will not offer, directly or indi- 
rectly, any chartered tonnage of his to other shippers at a lower rate 
of freight than his own charter rate. 

6. The coiiibiiied lines agree to give 14 days' notice to any increase 
in the rate of freight, and to supply tonnage required by exporters 
at the lower rate at the time notice is given, to the extent of loininge 
available by their ships loading within 14 days from the date of 
notice. 

T, All disputes arising upon this agreement sluill be referred to 
arbitration in London imder the terms of the arbitration act, 1889. 
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Tn any such arbitration all prot^^sts, certificates of brokers, sur- 
veys, and other mercantile documents shall be admitted in evidence 
for what they are worth. 

By authority of the combined lines. 

Saktos, September 11^ 1908, 

E. Johnston & Co. (Lm), 
Agents of the Hamburg Sudamerikamsclie 

Dampfaehifffahrta GeaeUechaft^ 
ZebbemnbB) BuiiOw & Co., 
Agents of the Norddeutseher Lloyd, Bremen 

and Prince Line {Ltd,), 
Theodor Wille & Co., 
Agents of tJie Uamhurg Amerika Linie, 

F. S. Hampshire & Co. (TvrD.), 
Agents of the Lamport <& Holt Line, 

GlX>RGE W. ExxoK. 
Agent of the Roy ail Mail Steam Packet Oo* 

Approved. 

SoOlix^ FiNANOIBKB ET COM- CuNHA BUXNO & Co. . . 
MEBGIAIA FkANOO - Bb^SILI- DiOGBNUS FeRRBOA A Oo, 
SNNB. KrISCHB & Co, 

Naumann, Gepf & Go. (Ltd.). No^sack & Co. 

MioHABLSBN, Wbioht A Co. Geosob Rosbnheem. 

(Lid;). Rbxo & Co. 

HoLwoRTHT Elub & Co. Lbvt Alvabo a Co. 

Raphael Sahpaio & Co. Baldivik & Co. 

Fbado, Chaves ft Co. Schmidt & Tsoer. 



Exhibit B. 

CLAIM FOB REBATE.^ 



Messrs. 



1st March, 1910.* 



We beg to give below a list of the shipments of ooffee we have 
made by the steamers of your line from 1st of September, 1908, until 

^ Shipment^, at not under conferencp laic-s of freight and conditions, to the United 
States of America by steamen of the National Brazilian Line, under the Brailltan llagi 
and to Amstirdnm, by ateamera of tbe Roninkltjke Hollandaehe Llojd, will not Invall* 

date claims for rebate. 
* Tbls claim will be valid only If presented within thrt^ months from thia date. 

N. P. — T?i(S( pnrtlculurs mu<i ikcokI with tlip bills of lading of the shipments. 



Date of ship- 
meot. 


Steoiner destination marks. 


Freight^ including 


Per O0Dt 
isbata. 
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81st of August, 190y, on the freight on which we are entitled to a 

rebate of per cent, in accordance with your circular notice of 

l5th of July, 1908, which we have received. 

We hereby declare that neither during the period named above, 
nor since, have we been interested, directly or indirectly, either as 
principals or agents, in other shipments of coffee from Santos to 
the ports of Antwerp, Amsterdam, Rotterdam, and the rivers Weser 
and Elbe, or to ports in the United States of America, by any steam- 
ers other than those of the Roval Mail Steam Packet Co., The Ham- 
burg Sudamerikanische Dampfschifffaharts-Gesellschaft, The Ham- 
burg Amerika Linie, The Norddeutscher Lloyd, Messra Lamport & 
Holt, or the Prince Line (Ltd.). 

Signature must be that of the firm, or of a person duly authorized 
to sign for the firm. 

(Signature of shippers.) 



Exhibit 0. 

Khabmbb & Co., 

Bio de JtmeirOy September j^, 1911» 

Stdney Stobt, Esq., Rio, 

Deab Sir : Befenring to conversation had, I do not hesitate to ex- 
plain matters a little more in detail by writing. 

Cement, — In February, 1910, I placed in the United States the 
first order of importance ever given for American cement, owing to 
the preferential tariff (20 per cent rebate) and duties whidi the 
United States enjoys on this article. In January, 1911, I placed 
a somewhat larger order for same goods, but I already saw the un- 
willingness of the steamship companies to allow me the same rate 
of freiglit, viz, $^3.()0 per ton Aveight, but tiiially I was able to carry 
it through. In about June, 1911, I wanted to place quite a large 
order, of course always based on the same rate of freight, but the 
British steamship companies positively refused it, asking $4.20, 
wliich, of course, is a prohibitive rate, and no further business can be 
done until we obtain from some steamship company the former rate. 

Flour, — Very little American flour can Ix' sold in the markets of 
south Brazil, compared with Argentine flour, and this is only due 
to the fact that when the United States (lovernmeni obtained the 
preferential tariff (20 per cent rebate) the steamship companies im- 
mediately raised their rate of freight, thereby canceling the differ- 
ence in cost obtained through lower duties. When the United States 
88187—18 ^18 
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Govemment obtained a farther 10 per cent, making it, as at present, 
30 per cent rebate in duties, the steamship companies again raised 
their rates, so that the United States Government practically worked 
lor the British companies, and the cost to-day, taking equal prioeB 
in consideration, is higher for American flour than before wheii there 
was not any rebate on duties for flour. 

Conclusions, you can draw your own, as I think the evidence is 
sufficient. 

Yours, truly, F. Kbam£h. 



EjXUIBIT D. 

Extract from law JTo. 2524 of Dec. 31^ 1911. (Budget Jaw for 191S.) 

Translation, 

Amoui 24. Foreign ship owners who carry on business between 
Brazilian and foreign ports also served by national (Brazilian) lines, 
and who adopt conferences or combinations for freight rebat^ upon 
the condition of exclusive patronage of their steamers without 
excepting steamers belonging to national (Brazilian) companies, are 
hereby subject to the double payment of all due fees in the ports of 
the Republic and to the cancelUition of the privileges of mails ships 
and any other favors granted by the Federal Government. 



Editor's Non?. — For fnll copies of the agreements between the 
lines engaged in the American-Brazilian trade, which have recently 
1>e»i or are now in effect, see pa^es 157 to 168, inclusive, of the hear- 
ings before the Committee on the Merchant Marine and Fisheries 
in the Investigation of tlie So-called Shipping Combine. These 
agreements are also published as exhibits in tiie petition of the United 
States of America, petitioner, v. The Prince Line (T/td.) et al., 
defendants, in equity. United States District Court for the Southern 
District of New York. 

On page 165 of the hearings is published the memorandum of the 
agreement between the Prince Line, the Lamport & Holt Line, the 
Hamburg- A meri ran Line, and the Hamburg & South American 
Steamship Line for the regulation of the American-Brazilian trade, 
which Mr. Paul F. rrprhnrd, general agent for the Prine Line, testi- 
fied (see p. 238 of the iiea rings) is a copy of the only agreement now 
in existence. Mr. Gerhaid also testified that the pooling agi'eement 
of 1908, referred to in the Government's petition, is no longer in 
existence. 
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FEBHAHBUCO, BI ^ ^ STO- 

The Uoyd Brazileiro is the only line of steamships carrying freight 
between the port of Pemambuco and the United States, and they only 
touch at New York. They do not issue a published tariff, but the 
following list of freight rates on the leading commodities shipped to 
New York from Pernambuco was furnished by their agents here, 
viz: 



Alcoliol, for (Hieflftb pipe, equal to 86 UUn |D. 78 

Oaflsava or muaiOBa flmir, tat 1,010 kiloa & 6S 

Oaatar^ tetd. iirl^ klloi %m 

Coffee^ tor 1,015 kilos &C5 

Cnttnn sepfl, for 1,015 Idlos 8.65 

Hides, dry, for 1.015 kilos 12. W 

Hides, salted, for 800 kiloe 7. 30 

Orchids, for 30 cubic eeuti meters . 18 

Rubber, for 1.0W kfloi law 

Bum, for one-flftti pipe, equal to 96 llterB . 78 

Bk$BM, for 1,0U kUoa.^ 9.75 

Sugar, for 1,016 kilos 8. 97 to 3. 65 

Wax (carnaaba), for 1,016 kUos 6.05 



E. Bachixxjbbss, 
Ameriem Viea and Deputy Oonatd, 

Fernambucx), Brazil, December B6'y 191t, 



BEFO&T OF EDWAED C. HOLDEN. VICE AND DEPUTY CONSUL AT 

PARA, BEAZU. 

REPORT ON CURRENT TREIGHT RATES CHARGED BT STEAMSHIP COMPANIES 

TO AMERICAN PORTS. 

Names of compames.— (1) The Booth Steamship Co. (Ltd.), (2) 

Sociedade Anonynia Lloyd Brazileiro. 

Sailings.— (I) Begular sailin^^s every 10 days to J^ew York only, 
(2) irregular sailings to New York only. 

Freight rates (on /^i in^ipal fxports). — Company No. 1: Cased 
nibber, 34 cents per cubic foot ; Brazil nuts, 50 cents per 100 pounds; 
cocoa, 40 cents per 100 pounds; hides, 60 cents per 100 pounds; rub- 
ber not packed, ^l.'^O ]>er 100 poimds; piassava, 12 cents per cubic 
foot; general measurement, 25 cents per ci^ic foot. Plus 15 per 
0^t pprimage \n every case. 

Company Ko. 2 ; On a parity with No. 1 as regards rates on rubber, 
imls, ccMSoa. Ratoi on other ccffunoditie9 variable. 
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Printed schedules of freight rates from Brazilian ports are not 
issued hy either company. 

Edwabd (X Hou>EN, 

Vice and Deputy ConiiuL 

Paba, Bbazil, November SO^ 191$, 



Editor's Note. — Eecentlj, according to the testimony of Mr. Joseph 
J. Slechta (see p. 46 or the hearings before the Committee on 
the Mi'i i liant Marine and Fisheries), the Lloyd Braziliero Line with- 
drew from the Aiuazon trade, thus givinj? this trade to the Booth 
Line exclusively. While the two compaiucs operated in this terri- 
tory the rates were generally the same, but the witlidrawal of the 
Lloyd Braziliero Line was not by virtue of any agreement Mr. 
Sledita testified that there was a general understanding between the 
Booth Line and the three conference lines operating to southern 
Brazilian ports to keep the Amazon territory separate from the rest 
of Brazil. (See p. 47 of the hearings.) 

Mr. John C. Seager likewise testified (see p. 139 of the hearings) 
that there was at one time, to his knowledge, a gentleman's agreement 
to the effect that the territory from Pernambuco to the Amazon was 
supposed to be Booth Line ground, and that the trade between Per- 
nambuco and southern Brazil was the territory of the Lamport & 
Holt Line, the Prince Line, and the Hamburg- American Line. Again, 
Mr. Lorenzo Daniels, of the Lamport & IToTt Line, testified (see pp. 
199-200 of the hearinfrs) that, in his opinion, if the Booth Line 
wanted to go to Peniambuco or one of the southern ports they would, 
as a matter of courtesy, obtain the permission of the other lines j and 
likewise if the three Brazilian conference lines wished to go outside 
of their territo^, it would be common courtesy to ask permission of 
the Booth Line. 



B£POBT OF AXraSD A. WIHSLOW, CONmi AT VAIPASAISO, 

I have the honor in reply to the Department's Circular InstmctiMK, 
No. 128, of April IT, 1912 (file No. 800.88/1), to caU attention to my 
report on Shipping facilities between the Atlantic coast of the 
United States and Burope and the west coast of South America," 
dated November 1, 1909, and published in Daily Consular and Trade 
Beports on December 28, 1909, to report that the conditions have 
not materially changed since that time. 

It is generally understood that the steamship lines plying be- 
tween Valparaiso and Ihe Canal Zone have an understanding as to 
rates, sailings, etc., if not a written agreement, which has the effect 
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of making the two lines one, so far ns American business is concerned. * 
I was not able to get definite informution covering this matter, for 
such things are guarded Tei-y carefully. T am quite well satisfied, 
these lines have no understanding with railway lines. 

There seems to be some understanding between the steamship 
lines plying between the Atlantic coast of the United States and 
the west coast of South America, for there is very little, if any, 
cutting of rates, so far as I can learn. In fact, it is almost impossi- 
ble to get rates quoted here on freight from the United States. The 
inquirer is referred to the New York office, unless it be a special 
matter, when the rate will be ascertained for the party, if of sufficient 
importance. The heads of these companies are in New York. 

The subsidy mentioned in my report of November 1, 1909, of 
$73,000 United States gold in favor of the Pacific Steam Navigation 
Co., has been discontinued, but the Chilean Government pays the 
Compafiia Sad- Americana de Vapores (a Chilean company) the 
Bum of $26,250 United States gold as a mail subsidy. 

Alfred A. Winslow, 

American Oonsid, 

YAif ABAiso, Chile, June 4, 191^. 



Editor's Note. — ^Relative to Mr. Winslow's statement that " there 
seems to be some understanding between the steamship lines plying 
between the Atlantic coast of the United States and the west coast or 
South America, for there is very little, if any, cutting of rates, so far 
as T learn," the reader is referred to the testimony of Mr. M. Bouvier, 
vice president of W. R. Grnco Co. fsee p. IGl and followincT of the 
hearings before the Committee on tlif Alercliant Marine and Fish- 
eries in the investigation of the so-called Shipping Combine), and 
Mr. Bobert Jaffrav, of the firm of Wessel, Duval & Co. (see p. 479 
and following of tne hearings) . Briefly stated, this testimony shows 
thnt W. R. (jrace & Co., operating the New York & Pacific Steam- 
ship Co., determine the tariff of rates, and that Wessel. Duval & Co., 
operating- the West Coast Line, follow these rates as far as possible. 
Both Mr. Bouvier and Mr. Jaffray denied the existence of any agree- 
ment between the two lines. Mr. Jaffray. however, testified that his 
fiiTii always informed the shippers that tliey would not be charged 
higher rates than were charged by the other lines, and that if a share 
of the freight was given to them it would be carried at the current 
market rate. He also testified that his firm always attempted to 
secure the rates of the other lines ; and, in fact, at times asked W. 
Graoe & Co. for a copy of their tariff. 
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I have the honot to ttansmit hefewith mdti fueight tatft Ixsltf ti 
I iTfts able to Becjute, iind to report that there is but olle printed rate 
oard fof fiei^t frotti Qiilean ports at and sottth of Yalpamiso to 
Atlantic ports of the United States, &(id that is idsned fointly by 
the two sttottiship lina plying between Villpafai^ aind the Canal 
Zone, viz, tiie Phddc Steain Kayigatioti Co. siid the CatupsSSsL Sad- 
AiiieHcana de Vapores, with principal oflSces in this city. 

The other steamship lines informed me that they base their rates 
on the tariff mentioned :ibove, <\\id so far as I can learn hold reason- 
ably close to the tariff, unless it be when there is a shortage of dis- 
posable tonnage, as is the case at present, when rates are advanced 
from 15 per cent to 25 per cent. 

the rntes from this coast to Pacific port? of the United States 
are regulate d by the rntes quoted by tlie Kosmos Line as per list of 
rates inclosed made by the Ajencia Maritima Kosmos. 

AlFBBD a. WlKSIiOW, 

Valparaiso, Chilb, October ^6^ IQIH, 



ENCtOStTBE I. 

C0m)iania ^uii-Amerirana iif %wfatiB 

Y LIN£AS DEL ATLANTICO. 

Royal Mail Steam Packet Company. 
Piinama Rail Road Steam Ship Company. 
Hamburg-America Linie (Atlas Service). 

United Fruit Company. 
California Atlantic Steam Ship Company. 
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TAEIFA DE FLETES 

PARA NUEVA YORK (VIA PANAMA) 

VAIiPABiOBO, AJCBOB INOLUSIVX. 
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EEPORT OF JAUES T. DU BOIS, MIinSIEB AT BOGOTA, COLOMBIA. 

No. 1. iTie foreign steamship companies have not formed any 

agreement or other combinations with any railways in the country, 
probably for the rcnson thai from Puerto Colombia to Barruiiqiiilla 
there is only one railroad, and the goods must pass over that line and 
no other. The ^^aine thing happens with the Cartagena railroad. 

The Hamburg- American, the Royal Mail, and the United Fruit Co. 
are the only lines between tiie United States and Colombian ports. 
There is said to be an arrangement by which these companies fix the 
rates for passengers and freight between all ports entered between 
Kew York and the West Indies, Central and South America. 

The Colombian rail and river boat lines fix the interior rates, and 
the steamship lines above mentioned fix the ocean rates. This agree- 
ment seems to have been arranged in Kew York. 

No. 2. This question does not seem to touch the Colombian situa- 
tion as it exists to-day. 
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No. 8. Colombia has no vessels engaged in commerce with the 
United States, except those carrying goods from the interior to the 
coast, where they are transshipped to ocean steamers owned by the 
companies mentioned in answer to No. 1. 

The Government may not undertake any business unless authorized 
by statute or by special act of Congress, and so far no law has been 
enacted to enable the Government to act in this respect. 

No. 4. As far ms cmii he asrcrtiiined here the steamship lines are 
the properties of foreign cumpanies. and in no case, as far as is known, 
are tlicy the prop'-i ty of any r;iihvay operating in the Republic, nor 
is it kn()\\ n tiiat any Colombian Railway has any interest in any ocean 
steamship line. 

No. 5. If the simple agreement of fixed rates is in contravention of 
the United States statutes, I am not aware of it. The situation, as 
I understand it, is the companies agree to rates and then get what 
business they can, each line taking such freight and passengers as 
they can without competition as to the question of rates, etc. 

No. 6. As the freight rates between the ports of the United States 
and Colombia are in some respects more reasonable than between 
European ports and Colombia, it is impossible to find where sudi 
an agreement can in any way unjustly affect the commerce and freight 
rates of the United States. 

The rates between the United States and the ports of Colombia are 
considered by the Colombian commercial world as reasonable. Cer- 
tainly this is true compared to the freight rates on interior transporta- 
tion, especially on the Magdalci a River, where an average charge in 
carrying goods of $75 a ton is imposed from the port of Colombia to 
Bogota, a distance of 900 niiles. 

James P. UrrBois, 
American Minister. 

Bogota, Colombia, June 28^ 1912, 



EmroR's XoTE. — Of the three lines operating between New York 
and Colombian i)orts, viz, the Hamburg-American Line's Atlas 
service, the Royal Mail Steam Packet Co., and the Unitod Fruit 
Co., the first two have n polling agreement as to botli freight and 
passenger service. These agreements relate tn the trade between the 
United States and the entire West Indian sphere, and are published 
on pages 524 to 541, inclusive, of the hearings before the Committee 
on the Mradumt Marine and Fish^es in me Investigation of the 
so-called Shipping Combine, and are more fully described on page 
290 of this volume in connection with the report of Mr. Dreher. 

The United Fruit Co. is not a party to this agreement, but as 
testified to by Mr. C. J. Beck f p, 533 of the hearin^rs). it i« tnritly 
understood that the United Fruit Co. will observe the same rates 
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and conditions as the other two lines. The understanding, however, 
refers only to rate fixing and does not involve a pooling arrangement. 

Mr. E. W. Boissevain, general traffic manager of the United Fruit 
Co., also testified (pp. 746 and T4T of the hearings), that the com- 
pany has no am-eement or understanding with the other two com- 
panies, except mat when the United Fruit Co. entered the trade it 
did not trv to cut rates, but came in on an equal basis. It is tacitly 
nnderstood, without any prearranged agreement, tiiat the United 
Fruit Co. v/ill quote the same rates without bein^ obliged to adhere 
strictly to them and give previous notice if it wished to change the 
same. He also testified tluxt the United Fruit Co. has been acting 
under that tacit arraii^cinent ever since it entered the Colombian 
ports, and that its tari& on all commodities between New York and 
Colombian ports, in both directions, are practically the same. 

In its report to the Committee on the Merchant Marine and 
Fisheries the United Fruit Co, states that the arrangement between 
it and tlie other companies is such that it will discuss with them 
proposed changes in rates before the same are made effective with a 
view to securing stability in charges. 



BEFOET ar ISAAC A. mmrSi3t, consul at BASEANauniA, 

COLOMBIA. 

I have the honor to inform vou — 

First The steamship lines operating between United States 
ports and those of Colombia are the United Fruit Co., the Hamburg- 
American Line (Atlas service), and the Royal Mail Steam Packet 

Co. Tliese three companies have an agreement, I am informed, for 
the purpose of maintaining fixed rates for freight and passengers 
between New Yorlv tuid all ports where they touch in South America, 
Central America, and the West Indies. I can learn of no combina- 
tion, however, to which any Colombian railway or other transporta- 
tion concern is a party with them. Local transportation concerns 
fix the rnte between the ports and the interior, and the steamship 
companies simply fix ocean rates to and from the ports of arrival 
and departure. 

This agreement is signed at various periods in New York City. 
This I get from information obtainable here. 
Second. In no way applies to Colombia. 

Third. Colombia has no vessels in commerce with the United 
States. 

Fourth. Am unacquainted with the ownership of the three lines 
mentioned, except their general location. 
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The United Fniit Co., located in Boston, Mass.; the Royal Mail, 
in London; the Ilaoiburg- American Line (Atlad service), in Ham- 
burp. nci-ninTiT. 

Fifth. Am unable to say if the pooling agreement as to rates is in 
contravention of any United States law, but know of none. It has 
been the practice of all companies in the carrying trade between tha 
United States and this country for a number of yttm to agrea on 
rates and then let their agents do what they can to secure freight for 
each line. I do not consider them competitive lines, in the broadeat 
acceptation of the term, as each line simply takes or brings sndi 
freight oir passengers ae may offer, without making any effort to oom- 
pete on rates. Their principal htisaa of competition seems to be timC) 
comfort, or comparative safety. 

Sixth. As to the effect of this combinatiaa, consddering that freight 
rates between Colombia and the United States are generally lower 
than between European ports and Colombia, it does not seem that iitf 
immediate effect is material 

The rates between the United States and Colombia are not con- 
sidered particularly unreasonable and are generally thought to be 
fair by merchants and shippers hei*e. 

Isaac A. Manning, 

American Consul, 

BARIiAi^QDILLA, COLOMBIA, Ma]/ 23, 1912, 



STOPLEMENTAEY BEPOET OF ISAAC A. MAUMITO, COmTO AT 

BAlULAKttUILM, COLOMBIA. 

I have the honor to inclose three copies each of the freight tariff 
now in effect in the combine between Puerto, Colombia, Cartagena, 
and Santa Marta and Kew York, and of the principal features of 
the tariffs charged by all lines in the European combine from Liyer- 
pool, Southampton, Hamburg, Havre, Saint Nazaire, Bordeaux, 
Barcelona, and Grenoa, .the European sailing ports, to this coast and 
West Indian ports. On this latter iiuiff an additional 10 per cent 
has been added since its publication in 1911. All lines carrying 
freight from Colombia to New York and bringing cargo from 
European ports to Colombia are parties to the "traffic agreement,'' 
and make and charge the same rates, and I have heard of no reliates, 
or " cutting of rates," except that large shippers n ccive a rebate on 
certain quantities when all their shipments are carried by any one 
of the lines. This is called a deferred rebate. 

jAiM} A. Man KINO, 

American 0<miuL 

BABBAi^QuiLLAy COLOMBIA, Octoher lOy 191B. 
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I have the honor to report as follows : 

1. It is generally understood that all sleaaiship lines on th« wesfc 
coast of South America hav^ traffic agFeem^nts, either written txr 
tadfe, for HidAg and inamiaiiiuig fteight and pMeniser lUtes. There 
is taly eme eh^ri raalh)ftd in Ecoadoir, and nd evidencxB is obtaiftiabk 
to show that this tailtoad his any agreeiAeBt t^th the Acemriiip 
lines. It is poesible that dopies «f the agraettietatfi referred to aboi« 
mtk be obtained from the steaoMhip companies in the eitieg whm 
mi^tein thmr piinmpiil offioed. 

9. 11 is not known thftt these steamdiip lines attempt to prevent the 
piiMiMtion of their inedieds and pcttotiose in the United Btatea TIm» 
Peruvian Steamship Go. is subsidized by the Government of Peni) 
and the Compania Sud Americana de Vapores is subsidized by the 
Chilean Government, with the understanding that their ships can be 
used by the respective Governments in case of war. These agree- 
ments can no doubt be obtained in Chile and Peru. 

The Government of Ecuador does not subsidize any steamship 
lines, but makes reductions in li^dit house dues in return for certain 
reductions in rates to tlie (T(n ( riinit iit of Ecuador. Triplicate copies 
of six contracts entered into hy the Government of Ecuador and the 
steamship companies are inclosed herewith. T^ck of time unfor- 
tunateiy prevents translations being made to accompany the oriirinalR. 

4. It is understood that the Pacific Mail Steamshij) Co., which 
runs between San Francisco, Cal., and Panama, is owned by one el 
the railroad companies of the United States. 

d. It is not believed that the conduct or practices of the steamship 
lines on the west coast of South America are in contrayention to the 
commercial treaties of the United States or in violation of the laws of 
the United States, as pi^fierential rates are not given to the goods 
tMcntported by any other company. 

KUTHERFOSD BiMGHAM, 

Charge d^Affidres ad interim*, 

Quito, Eouadob, July 6^ 191^, 



BEPOBT 01* H. OMY HOWAJU), AMfilUCAN MI2nSI£& TO P£&U» 

1 have the honor to submit the following report: 

1. The steamship lines running between Peru and the west coast 
of the United States are the Xew York & Pacific Steamship Co., 
otherwise known as the Merchants' Line, and the Kosmos Line of 
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the Hamburg- American Steamship Co. These two lines have formed 
no known agreements for the purpose of fixing rates and tariifs 
or for the purpose of destroying competition on tlie run northward 
from Callao. 

The steamship lines maintaining a direct service between Pern and 
the east coast of the United States are the New York & Pacific Steam- 
ship Co., referred to above, the New York & South American Steam- 
ship Co., and the West Coast Line. These lines have formed an agree- 
ment regulating freight rates, but this agreement has not been 
entered upon for the purpose of destroying competitioii, it is claimed, 
but rather for the purpose of preventing competition from becoming 
80 active, by additional competitors entering the field, as to be 
ruinous. The rates are not published, being quoted upon applica- 
tion, and under the existing agreement are uniform the three 

The three lines running between Callao and Panama, carrying the 
commerce of the United States through transshipment at the Isth- 
mus, are the Pacific Steam Navigation Co., the Compania Peruana 
de Vapores y Dique del Callao, and the La Compania Sud America 
de Vapores. They have formed agreements regarding passenger and 
freight rates. As a result freight rates are high and passenger rates 
are unusually higii, considering the poor accommodations furnished. 

The Peruvian railroads are owned b>' the Government of Peru 
and by tlie C'erro de Pasco Railway Co., })id. as the most iiiiporiant 
lines are ojjerated by the Peruvian Cc/iporaiion, tliere exists no com- 
petition and tiiere are no known agreements between steamship lines 
and railroads. 

2. There is no necessity for the steani^-hip lines and railroads to 
adopt measures to prevent the publication of their metiiods in the 
United States, since the terms of such agreements as exist are con- 
sidered professional secrets. The Pacific Steam Navigntion Co. is 
paid for carrying the mails, La Compania Sud America de Vapores 
receives a subsidy from the Chilean Government, and La Compania 
Peruana de Vapores y Dique del Callao receives a subsidy from the 
Peruvian Government based on the following article of the law gov« 
eming the merchant marine: 

Art. 5. St«aiD8liips flying the natioiial flag aball receive, as a Bubaldy from the 
eiEeeutive, 1 ceatavo (90.0048665 U. 8.) per reglateied ton for eacb 100 mUen 
(knots) traveled over on a round trip. In order to enjoy the subsidy It is 
necessary that the mlntmiun ipeed of the ship shall be 10 Imots an hoar. 

8. The Peruvian (]k)vemment is authorized under the law to use 
in time of war any vessel flying the national flag. The subsidy 
described under No. 2 is the only one Peruvian steamships receive. 

4. Ko steamship line engaged in the foreign commerce of the 
United States is owned or controlled by Peruvian railroads, but the 
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Peruvian GiOTernment owns stock in the steamship company named 
and all but 40 miles of the railroads. All railroads but the branch 
line owned by the Cerro de Pasoo Mining Co. are leased to the 
Peruvian (an English) Corporation for 99 years from 1890. 

5. The conduct of the steamship lines treated of in this report 
does not appear to be in contravention of the commercial treaties 
of the United States or in violation of the laws of the United States. 
As explained under No. 1, the practices referred to result in high 
freight rates. 

6. The agreements mentioned above produce no noticeable effect 
otJier than that described in No. 

H. Clay Howard, 
American Minister, 

Lima, Peru, September 7, 1912. 



mS{3iB.T OP WILLIAM H. EOBEETSON, COITSUL GENERAL AT 

CALLAO, FE&ir. 

I have the honor to report as follows : 

No. 1. There are only two steamship lines ruiiniiig retrnlarly di- 
rectly between the ports of Peru and the Pacific seaboard of the 
United States. The first of these is the North Pacific Service, of the 
New York & Pacific Steamship Co.. o^enerally known as the Mer- 
chants' Line, which flies the British flag, and is owned by Messrs. 
W. R. Grace & Co., of New York, London, and Lima.* The second 
is the Kof?mos Line of the Hamburg- American Steamship Co., flying 
the German flag. Tliere are no agreements whatever between these 
companies as to freight or passenger rates in the traffic northward 
from Callao up the west coast. 

It is understood that a Danish line from Copenhagen, via Ham- 
burg, is soon to run up the west coast of South America to United 
States ports, which innovation might cause traffic arrangements 
to be agreed upon. 

The lines running directly and regularly from the Atlantic sea- 
board of the United States to Peruvian ports are the New York & 
Pacific Steams^p Co., above referred to; the New York ft South 
America Steamship Co., which is said to be owned by the United 
States Steel C«porati(xi ; and the West Coast line, owned by Wessel, 
Duval ft Ca, of New York. I am informed that these three lines 
have an agreement as to freight rates to this coast, but that it amounts 
to nothing more serious than an adjustment of rates to tihose adopted 
by the west coast shipping companies of Europe in their various con> 
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ferences there. In other words, the chief object of this tripartite 
agreement is to keep rates at such a figure that the Eiiropefiii lines 
will not be tempted to put on steamers o| ihfuix owm in CQmpetitioa 
this trade. 

The only linee running from Callao to Panama oariying th^ com- 
merce of the United States through trans^ipmwt are th« Pacific 
Steamship Navigation Co. (BritialL), La Compania Peruana de 
Y^pofes y Dique del CaUao (Peruvian), and La Compania Sud- 
Americana de Vapores (Chilean). These companies have toed 
agreements as to both passenger and freight ratw Ui ord^ to avpid- 
disastrous competition. Beyond this, I am teld thfiJ^ they hav^e no 
oommunity of interests of any sort such as is specified in question 1 
of the department's circular. These rates themselves, as published 
by the jsompanies, entirely reflect the essential features of the agree- 
ment. 

About 65 per cent of the railroads in Peru are owned and operated 
by the PeruTian Corporation (Ltd.). There is also ihe Cerro de 
Pasco Railway Co. in the interior, and the rest are owneid by the 

Government. The only line runi iTiir by Lima and Callao to the 
Pacific is the Central Railway of l\ru, while the only other line of 
any special length is that of the Southern Railway connecting the 
Peruvian port of Mollendo with Lake Titicaca, on the way to La Paz, 
Bolivia. Both of Ihese linps are owned and operated by the Peru- 
vian Corporation (Ltd.), >o that there is no competition whatever 
between these or any other railway?; in Peru. The country is very 
fortunate to have even one line between any two points on account 
pf its topojn'aphy. 

No. 2. As 'above explained, the traffic agreements between any of 
the steamship companies carrying American commerce to and from 
this port are so limited, that there need be no methods employed to 
prevent the publication in the United States of their practices. 
Moreover, copies of these agreements would have to be obtained from 
the respective head offices, all of which are foreign except that of 
the Peruvian company. The Opmpa&ia Sud- Americana de Tapores 
is said to have a generous subvention from the Chilean Government, 
while the Compania Peruana de Vapores y Pique del Callao has a 
subsidy of 30,000 libras annually, and the Pacific Steam Navigation 
Co., now owned by the Boyal Mail, is peid only for carrying the 
mails. It would seem, therefore, that these three ccmipanies stand on 
about an equal footing i igarding ^ny special favors from any source. 

Ko. 3. It has already been stated that the Peruvian Steamship Co. 
receives an aiaiual subsidy from the Peruvian Government of 30,000 
libras ($145,995), which is to run for 15 years from 1907 or 1908. 
Under the Peruvian law the Government is authorized to use any 
vessel flying the Peruvian flag in time of war. 
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Ko. 4. There are no steamship lines or companies engaged here in 
the foreign commerce of the United States that are owned or con- 
trived by railroad ooin|»anies or by the same interests conttolling 
, these matters. 

Ko. 5. It is not thought that the conduct or the practices of the 
steamship lines above discussed are in contrayention of the com- 
mereial treaties of the United States, or in vioktion of the laws of 
the United States, nor that they are a discrimination in favor of any 
partiealar (me of the competing lines. Freight and passenger rates 
to and along this coast are undoubtedly high, but the situation seems 
to be about as fair for one ccmcera as for another. 

W. Henry Robertson, 

Oansid General. 

Callao, Peru, May 26, 1912, 



BEFOEI OF LOUIS a. DEEYFTJS, JH., VICE CONSirL IN GHABOE 

AT CALLAO, FEETT. 

In compliance with special instruction, consular, No. 152 (File 
No. 102.81/19), I have the honor to report the following information 
on the current freight rates charged by stetonship linies, for voyagfs 
from Callao to American ports: 

TO PACIFIO COAST. 

1. The Eosmos Line does not stop at Callao on the northbound 
voyage and thmfore does not oome into eomideratioo. 

2. The North Pacific Line of the New York & Pacific Steamship 
Co. does not issue a published tariff of its freight rates. I have 
been informed that the rates on tliis line for the inward, as well as for 
the outward voyage, from Callao to Pacific coast ports are made at 
the New York ollice. The only commodity of importance sent from 
Peru to the Pacific ports is an occasional sliiprnent of sugar for 
which the rate is at pres^ent 22 shillings and 6 pence ($5.4:7) per long 
ton. A sharp rise in this rate m expected in tiie near iuture. 

TO ATLiAIsTIC COAST. 

3. The AYest Coast I^ine. vi;i Magellan to New York, does not take 
any cargo in Peru for the htnueward voyage except on the rarest occa- 
sions, and therefore does not quote any rates. On the return voyage 
to the United States the cargo consists mpstly of ore t^ikeii Q^ at the 
Chilean ports. 



V 
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4. The Merrh ants' Line of the New York & Pacific Steamship 
Co. informs me tliat its i*ates are made up in New York and that no 
published tnriffs are issued. The principal cargo carried from Callao 
to New York is copper and vanadium ore, the declared valuation of 
which is not over £8 ($38.92), The rate on sucli ore is 28s. ($6.80) 
per long ton. Other rates furnished me are : Sugar, at $7.75 per long 
ton ; cotton, at $20 per long ton ; and wool, at $20.50 per long ton. 

Owing to the fact that the rates via Panama are very little higher 
than the above, I have been informed that the outward freight via 
the Straits of Magellan is insignificant. 

5. No tariff is published by the New York & South America Line 
either. According to Graham, Bowe & CSo., the local agents, no 
cargo b taken on in Callao for the homeward journey, but saltpeter 
is taken on in Chile, the rates on which can be obtained tram the 
New York office. 

Louis G. Dbbtfus, Jr., 
Vice Cowtdj In Ghar^e, 

Callao, Peru, November 4, 1911, 



KLFO&T OP KOBEET P. SKIimEIt. COliTSUL a£N£&AL AT HAM- 

B£BATES TO GERMAN SHIPPE|t8. 

German shippers are not all agreed that the conditions under 
which they supply freight to what are known as the conference ship- 
ping lines are advantageous, and at the last general meeting of the 
Union of Hamburg Exportm, the president, liCr. George Simon, not 
only voiced the general complaint against the increase in frei^t rates 
at a moment when business was becoming move difficult but pointed 
out the fact that exporters had repeatedly expressed a wish for a 
change in the present rebate system prevailing, especially in the South 
American trade. 

The companies known as the Conference Lines are English, French, 
and German, and to shippers ejiiploying these lines, to the River 
Plate they allow a rebate of 10 per cent under their tariff rates. All 
of the conference lines, which comprise virtually all the lines engaged 
in trade between northern Emrjip and the Hiver Plate, errant the 
same rebates and maintain the same net rates. How absolutely the 
ordinary shippers are bound to these line> mav be clearly perceived 
by an examination of the translation of the circular and form of con- 
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tract issued by what are known as the La Plata Steam Conference 
Liiiies to their customers. 

KOBKBT P. SkIIs JSEK, 

Conml General, 

Hambusg, Gesmaky, May 6, 1912, 



Exhibits. 

la plata steamer lines. 

InfoTfnaHm for shippers (canoeUng former notices). — The under- 
signed shipowners take pleasure in infonning you that each one of them, 
until further notice, will refund an amount equal to 10 per cent of the 
net freight (primage excluded) on all freight shipped \ i;i their lines 
from October 1, 1902. to all ports in Uruguay, Argeniiiie Kepuljlic, 
and Paraguay, provided such freight was not shipped under special 
contract. This rebate will also be applied to shipments made since 
July 1, 1902, via steamers of the Charge urs Reunis, of Havre and 
Dunkirk. 

The rebate is made on the through freight rate on shipments of 
through freight from European ports and places. No rebate will be 
made on additional rates for goods in tran^^it to trans- Atlantic ports 
or places at which the steamer itself does not touch (Eosario ex* 
oepted), and also not on package goods. 

However, the rebate depends upon tlie following conditions: 

The amount of rebate will be culculated every six months, namely, 
June 30 and December 31, and is payable six months later, but only 
to such shippers as have deemed it to their interests to confine their 
shipments up to the day the rebate is due for payment to the under- 
signed lines (whole coal shipments excepted) and who, neither di- 
rectly nor indirectly, have made shipments via another steamer for 
their own or foreign account plying between the United Kingdom or 
the Continent between Havre and Hamburg (l>oth included) and 
any port or ports in the Argentine, Uruguay, and Paraguay. If 
these conditions are not complied with the loss of the rebate results. 

A statement of rebate claimed must be turned in to the shipowner 
who transported the freight upon the foiin annexed hereto within 
three montlis after the day on which it is due. 

The sisrnature of the shipper as well as the signature of the for- 
warding agent employed is required on the statement for goods 
shipped by a forwardinfr agent. The rebate can not be chiinied if 
the shipper does not re.siiie in Europe or if the forwarding agent did 
not fuifiU the conditions before mentioned in regard to all his ship- 

88187—13 ^16 
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Hamburg, Bremen, Antwerp, Paris, London, and Liverpool, Octo- 
ber 1, 1D02. 



Hamburg-South America 

Steamship Co. 
Hamburg- Am ERICA Linb. 
North (^EHMA^' Lloyd. 
German Steamship C!o., 

«Hansa." 
Chargeurs Reunis. 
Lamfost & Holt. 



R. P. Houston & Co. 
David MacIver & Co. 
H. & W. Nelson (Ltd.). 
KoYAL Matt. Steam Packet Co. 
Houlder Bros. & Co. (Ltd.). 
Prince Line (T/td. ). 
Allan Line Steamship Co, 
(Lid,). 



LA PLATA STEAMSHIP LINES. 

[Bebate contract, to be Binned by the shipper, and. If the shipper Is a forwarding agent. 
Alm> by tne person Issoing tne order llTfng In snrope.] 

Jomuary i, IBlM, 

To 

In — . 

Below we beg to hand yon a statement of our shipments via your 
steamers during the six months which ended June 30, 1911, upon 
which freight we are entitled to claim a rebate of 10 per cent on the 
basis of your circular letter of October 1, 1902, received by us. We 
give assurance of the truth of the fact that we have not participated 
in any shipment either for our own or for a foreign account between 
the United Kingdom or the Continent between Havre and Hamburg 
(both included), to any port in Uruguay, Argentina, or Paraguay on 
another steamer than the below mentioned, or the Hamburg- South 
America Steamship Co., Hamburg-America line, North German 
lioyd, the German' Steam Navigation Co., Hansa," the Chargeurs 
Bennis, Lamport & Holt, Boyal Mail Steam Packet Co., Houlder 
Bros. & Co. (Ltd.), Prince Line (Ltd.), B. P. Houston & Co., 
David Madver & Co., H. & W. Nelson (Ltd.), Allan lone Steam- 
ship Ca (Ltd.), Pacific Steam Navigation C!o, to Montevideo or 
Bahia Blanca, or such as have been dispatched by Alexander How* 
den & Co., as brokers for some of the London lines. 

Shipper* ^ 

Address, . 

If shipper is forwarding agent, signature of liis client: 

His address: 



This claim is valid only if it has been turned in within three 
months after having become due. 

1 To b# al^ed bj a person who has authority to alsn tor fbe flm. 
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The statements below must agree with bills of lading : 



Date olbiU (rf lading. 




Port of des- 
tination. 


Nuinlwr of 
packages. 


Freight with- 
out piima^. 


10 per cent 
rebate. 



















































Tlie correctness of the statement mentioned above must be certified 
by the signature of the person authorized to sign for the firm, under 
the total amount of the rebate statement. 



Editor's Note. — In the outward trado from \ew York to Argen- 
tiiia an oral understanding exists (see lestmiony of Mr. Paul F. 
Gerhard, pp. 240-242 of the liearings before the Committee on the 
Merchant Marine and Fisheries) between the Lamport & Holt Line, 
the Houston Lhie^ the Prince Line, the Barber Line, and the Amer- 
ican Rio Plata Line with reference to the fixing and maintenance 
of rates. The representatives of these five lines, according to the 
testimony, meet regularly otice a week in the offices of the different 
lines, each line reporting the name and position of the steamers, 
the amount of cargo they have secured, the quantity of cargo offer- 
ing, and the matter of rates and agents' commissions. Moreover, 
according to Mr. Gerhard, ^'Freight rates are determined at these 
meetings and adhered to by the five lines mentioned. Sometimes 
rates are changed bv mutual arrangement between the meetings. 
It is also a part of tne understanding that merchants who contract 
with individual lines for the shipment of large quantities of ma- 
terials or for shipments during a season or a year have the pri\ ilcge 
of loadiiiii ^iich parts of tlieir shipments as they may desire to h)ad 
upon any steamer or steamers of any of the five lines which may be 
loading at the time the merchants wish to make the shipment, but 
subject to arrangement with the agent of the steamer, except con- 
tracts that are closed by authority of the respective agents for par- 
ticipation in the same. The freight rates earned by each of the lines 
are its own and are not pooled. Kar-h agent represents his own line, 
receives his commission from, his own principal, and there is no 
pooling of commissions. There is no limitation upon the number or 
size of the steamers that nuyr be dispatched by any line, nor is there 
any limitation as to the time at which any party may dispatch 
steamers. * * * No rebates of any kind are given in this trade 
and there is no division of territory." 

Tn mnlnng rntes these five conference lines nrp (nidprl by the Eng- 
lish and German tariffs in order to keep such rates on a parity. The 
principals of the lines in Europe advise the New York representa- 
tives from time to lime of any changes made in liie European rates, 
and the New York rates are then (Ranged to follow the European 
rates, up or down, as the case may be. (See p. 276 of the hearings.) 
There are only a few joint contracts between the lines, and as re- 
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gards all individual contracts with shippers each line is solely liable 
to the contracting merchant. 

In the trade northbound from Argentina, it should be stated, 
tliere is an agreement between the lines engaged m tiiut business 
which contains a defmed rebate feature. (See pp. S79 and 417 of 
the hearings.) Mr. Herbert Barber testified that this deferred re* 
bate arrangement exists between the Barber Line, the Lamport A 
Holt Line, and the Houston Line, and that, according to the arrange- 
ment, rates are mad(* in common nTid <hi|)]u»rs are ^ven a 5 per cent 
deferred rebate if tiiey confine tlieir siiipnients to conference lines 
for a period of six months. The rebate allowance api)lies on all 
articles except cereals and linseed, which constitute a large propor- 
tion of the traffic from the Biver Plate to the United Stat^. 

The above-mentioned conference lines comprise all the lines en- 
gaged in the American-Argentina trade, except tlie Norton Line. 
This line, acrordinfi: (o the tostiinony of iMr. J. T. Lilly (see p. 448 
of the hearintrs), has no imHcr inTiditio; with the above-mentioned 
lint^ and does not attend the corirerence meetings. The conference 
lines, however, make it a point to keep the Norton Line posted as 
to the rates they are charging, although the line is under no obliga- 
tions to maintain the same. The Norton Line, however, as a general 
' proposition, has maintained the rates of the other lines, and the rela- 
tions between it and the ccailerence lines are just as cordial as though 
they were a member of the conference. (See p. 228 of the hearin^:??.) 

hur a detailed ox])lanation of the relations between the steamship 
lines operating in the traffic between New York and Argentina, the 
reader is referred to the testimony ui the following witnesses: 
Allerton D. Hitch, page 120 and following of the hearings; Lorenzo 
Daniels, page 223 and following: Paul F. Gerhard, page 241 and 
following; W. E. Halm, page 276 and following; Heilx i t Barbeor, 
page 417 and following; Joseph T. Lilly, page 448 and following. 



BEFOET 07 BICHABD E. PERKOYER, CEABJQtt jyASfAtBJSS AD 
ZHTEBIK AT KOiRTETIllEO, irBtTOIT AT. 

It has been very difficult to find inf ormati<m upon the points raised 
in' this circular concerning the conditions in Uruguay. This is due 
chiefly to two causes : 

1. Montevideo, as regards the grouping of shipping interests, is 

in the Province of Buenos Aires. No principal or general agents are 
located in this city, tlie business being done by subagencies under 
the control of the head office for Soutii -iVmerica of the varioiib iiiies 
located in Buenos Aires. 

2. The unwillingness of any of these subagents to even discuss the 
policy of their companies, arising probably from real ignorance. 
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subordinates of their ^de rarely being informed on matters of 
policy. 

Queetian i. — ^It has thus been impossible to answer this question 
with any definiteness. It may be pointed out, however, that the 
greatest single shipping interest in the Biver Plate is tlie Koyal 
Mail Steam Packet Co. (Ltd.). This line has a tonnage of 237,502 
tons. But the controlling interest of such companies as the Union* 
Castle Mail, the Lamport & Holt, the Pacific Steam Navigation Co., 
and others, with a combined tonnage of 1,072,690, is owned by the 
Royal ^lail Co. Such a combine, in order to retain a certain amount 
of organization within itself, would probablv U* forced to have rate 
agreenients, ])oi)ls, etc., as between the various lin(\s niider itri control. 
Whether similar arrangementij exist with the purpose of destroying 
competition in the open it was impossible to ascertain. 

Question 2. — The only favors or courtesies granted shipping com- 
panies in the port of Montevideo seem to consist, in certain cases, of 
immunities as to declarations of cargo and freedom as to the hours 
of entering and leaving ports, ships oyer a determined registry having 
time restrictions placed upon them. 

In general, declarations of cargo must be made out prior to the 
departure of the ship, but exceptions are made in the case of the 
more important mail packets in order to expedite the postal service. 
Exceptiims are also occasionally made as to their entering and leuv- 
ing port after dark. 

In these cases, however, the courtesdes might be specified as given 
for vahie received ; for, as regards mail ships, it apears on the 
authority of an important postal official that no ships are given port 
permits (which are in all cases necessary) unless they agree to cari'y 
mail free of charge to any point the post ollice may stipulate. 

I am unable to cite any case of an attempt to prevent the publica- 
tion of rates, either by steani^iip companies or by railways. 

Question S. — This question i^ of no importance in Ui-uguay, as 
there is practically no merchant marine (lying the Uruguayan flag 
on the high seas, one or two small sailing ships being the only craft 
in this service under Uruguayan registry. 

Question — This legati<m has been unable to find any connection 
existing between railway and steamship companies. 

Question 6» — Certain fairly current rumors assert that preference 
IB giv^ Buropean freight over American freight Hiis may be, 
in a way, confirmed by a careful study of the rates between the ports 
of the Itiver Rate region and Europe and North Ameiica. From 
such an examination it af^iears that in passenger traffic and in eer- 
tain classes of freight, the rates from tiie Biver Plate via Europe 
to Korth America are equal or but slightly greater than rates to 
North American ports direct. 
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This may be expressly done with a view to hindering American 
commerce or may be an application of the railway practice of 
" terminal rates " on the high seas. 

The merchant niarinc of one company might, it is true, art as a 
conscious unit in attempting to defeat American commercial expan- 
sion. But the merchant marine of all nations is represented in the 
River Plate, and, in \ irw of the ubiquitous presence of the tramp, 
it is probable that freight charges were developed on the "terminal 
rate " theory. The presumption in favor of this view appears the 
more reasonable as it is only within a comparatively recent period 
that American competition has grown important. 

It may be added that in general the tramps-: are controlled by the 
conference. Submitting themselves to the rulmgs of this body in 
order to prevent the cutting of rates, it is improbable that preference 
to European shippers could be given by this method. 

On the other hand, should an attempt be made to discriminate 
by raising rates to American ports, the control of the conference 
would hardly be strong enough to prevent the withdrawal of single 
ships in large numbers, in order to profit by the increase. These 
ships would thus become independent units, and competition would 
again be operative, to the destouction of any preference. 

Question 6, — No such agreements are known to exist 

Chargi d^Afaw^ ad inie/nm^ 
MoKTBvmiio, UmrotrAT, J%me 1919, 



XEPOBT OF VBEIXEBIG W. OOBIKG, GOHBUX AT XOVTEVIDEOi 

TTBTTOTAY. 

While it is impossible to prove the existence of any agreement, 
conference, pool, or o&er combination between the numerous steam- 
ship lines making Montevideo a port of call for the purpose of fixing 
rates and tariffs, special rates, etc., as their offices here are subor- 
dinate to those in Buenos Aires, yet it is generally understood that 
sndi arrangements have been made at their prindpal offices in Europe, 
and are now in existence. It is stated on page 24 of the Annual 
Report on Commerce and Industries of Uruguay, 1911 : 

"The British Navigation Combine (Trust), which so intimately 
concerns the River Plate commercial aJffairs, now includes the Pacific 
Steam Navigation Co., Royal Mail Steam Packet Co., Shire Line, 
Glen Tjine, Elder Dempster Line, Lamport & Holt Line, and Union 
Castle Line, representing 1,290,000 tonnage." 



Digitized by Google 



JIBTHODS OF STEAMSHIP LINES CABBYnTG 70BBIGN TRADE. 247 

This information has appeared in the local press. Also local mer- 
chants have frequently stated in conversation that various kinds of 
American manufactured goods could not be successfully handled in 
this territoiy on account of the difference in freight rates between 
Europe and ports of the Biver Plate being less than those from Neir 
York to the same ports. I have been told that the freight rates are 
adjusted for the above-mentioned trade so as to give a preference to 
European manufacturea While this can not be proved here, it is 
generally believed to be true. The railways here can not make such 
an arrangement^ as practically all foreign goods destined for Uru- 
guay enter it at the port of Montevidea 

FRBmBio W. GoDiNG, Gonsul, 

MoNTEvmBO, Ubuguay, Jime 8, 1912, 

r • j> , - 



XEPOBI OF FEANKLIll B. HALE, CONSUL AT TBDHBAD, BSITISH 

WEST INDIES. 

I inclose a copy of the " Regular freight tariff," " Notice to ship- 
pers," and " Rebate declaration " as the basis of the freighting busi- 
ness from Trinidad to New York under the agreement between the 
four direct lines signed thereto, which lines are the only ones which 
maintain a regular schedule of sailings, etc. 

Up to about five years ago the first-named ccmpany wns the only 
line maintaining an established and selieduled trade service l^ere 
direct with New York; the others have taken on this port regularly 
since that date, the last only about one year ago. 

To prevent an unreasonable competition on the part of so-called 
tramp steamers, which call here at irregular intervals, principally to 
obtain coal, and which offer to take cargo at rates which would be 
entirely unprofitable for lines maintaining the regular direct service, 
these four companies have entered into this agreement with their 
regular shippers. It in no way affects the passenger service, and 
does not apply to the traffic from New York to Trinidad, and the 
rebate only applies to cocoa, which is of course the principal item of 
freight from this port to New York. Moreover, it only applies to the 
business between here and New York. 

It will be seen that this understanding is simply for the protectioii 
of the regularly operating lines of steamers. These lines are not in 
any way connected with the only railway in Trinidad, which is 
owned and operated by the Goyemment. 

There is no pooling or division of earnings. I am not aware that 
any purpose is had by these four lines to prevent publication of this 
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agreement, and there are no laws or regulations which are i^iecially 
favorable to any ship or ship lines in the waj of bounties or sub- 
ventions whereby special advantages would be enjoyed by them. 

This Government owns no vessels engaged in the foreign com- 
merce of the United States. No steamship lines or oompames are 
owned or controlled by railway companies or the interests control- 
ing such companies. 

I can not see how this agreement, for the purposes stated, can be 
in violation of the laws of the United States or in any way affect 
the commerce and freight rates of the United States. 

Frankun D. Hale, 

Amer^an Consul, 

Tbinidad, British West Ini>ies, June i^j 1912. 



Exhibits^ 

JTOOKT TABIFF TBOM TIOVXDA]) rO HEW TOBK. 



Balattt, per 100 pounds |0.66 

Balsam, per 100 poimas „. .55 

Bitten: 

Per full case .9P 

Per bjilf cnse „ .10 

Cocoa, per J<JO poiiuds „ — — — — — „ .90 

Cocoa wa.ste. i>er luo pounds . 20 

Cocoiiuuts, per bag (free alongside) .25 

•Cocoanat oil, per eaek * 1.00 

-Ooffee, per 100 poands „ ....... .......... .SO 

Copra, per 100 pounds ..... .25 

f'yliuders (empty iron), per cylinder . ... . .50 

> I'niit. ppr cubic foot (in ice box wbea room available) .37i 

Horns, i^er 100 i>ounds . 55 

Hides, per 100 pounds .55 

Kola nnts: 

In iHigs of 100 poands .90 

In eases, per cubic foot .11 

Tn barrels (flour-barrel size) .SO 

liiues: 

Per crate of about 2 by 8 .40 

Per baiTel (flour-barrel sl«e) ...... , ... — 

• Ume Juice: 

Per cask (60 ^llons) . 1.C0 

Per barrel (25 gallons)... .60 

Manjak, pw ton.-.~. — . — — — . 2.60 

Nutmegs : 

Per baiTei . . . . 50 

In cases, per cubic foot . . .11 

Oil drums (empty iron), per drum.. .90 

Old vetalt per ton 8.<I0 

Skinsi In bundles, per 100 pounds . 65 
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Sugar (subject to special agreement). 
Syx^io M»iie-iialf i>er cent on value). 

Timber, per ton $5. 00 

Touca beans, per 100 pounds 1» . GO 

Minimum bill of lading 3.00 

Parcel receipt 1.00 

Weight iiud measurement cargo not otberwlBe enumerated, per ton of 

40 cubic feet or 2,240 pounds 8.60 

All of tbe above rates are net. 



The Tbinidad Suippinq & TBABitfQ Co. (liSD.). 

The Royal Dutch Mail. 

The Koyal Mail Steam Packet Coy. 

The Laupobt ft Holt Unb. 

TBINXDAPt 



Eegulab Service Trinidad to New York. 

NOTICE TO SHIPPERS. 

Shippers of cocoa, Trinidad to New York, are respectfully in- 
formed that, commencing from this date, a deferred rebate of 10 
per cent will be allowed on the freight as per bill o| lading on all 
cocoa shipped by the undersigned lines. The rebates are, however, 
subject to the following conditions and may be discontinued when- 
ever notice thmof is given. They will he computed up to December 
31, 1908, and will include all shipments made by steamers of the 
undersigned lines at 80 cents per 100 pounds since the initiation of 
the 30 cents rate on May 1 last The rebates will thereafter be com- 
puted every six months and will be payable in Trinidad six months 
afterwards, but only to tiiose shippers who have up to such dates 
confined all their goods (except sugar and asphalt) to the under* 
noted lines. 

A statement of claim for such rebate must be made on a form as 
annexed, not less than three months before the dates upon which 
payment falls due to the company, firm, or line of steamers which 
diall have carried the goods in respect of which the rebate is claimed. 

The Trinidad Shipping & Trading Co. (Ltd.). 
The Eoyal Dutch West India Mail Co. 
The Royaiv Mail Steam Packet Co. 
1 HE LAMi'Oiii i!i Holt Line. 
Poet of Spain, November 16, 1908. 
Additional 5 per cent agreed in following May. 
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BEBATB DSCLABATION ON CABOO WOK TBINIDAD TO NEW TORE* 



To 



Annexed we hand to you a list of our shipments by the steamers of 

your line during the period ending . 19 — , upon the frt'i<j:ht 

on whioh we are entitled to n rebate of 10 j)er cent in accordance 
with your circuhir of November 16, 1908, and we declare that neither 
during the period named nor since have we made or been interested, 
directly or indirectly, either as principals or as agents, in any ship- 
ment (sugar and asphalt excepted) from Trinidad to New York, 
either direct or by transshipment by any vessel other than those pro- 
vided by the Trinidad Shipping & Trading Co. (Ltd.), the Royal 
Dutch West India Mail Ck>., and the Boyal Mail Steam Packet Co. 



(Signature oX prindiMil.) 



(AddnBs.) 



(Slgimtiire o£ XorwArdlng aiient In cases where employed.) 



(Addran.) 

Signatures to be those of the firms or of persons duly authorized 
to sign on their behalf. 

Claims are valid only if presented by the 31st of March, 1909, in 
the case of steamers sailing before 31st of December, 1908. or by 30th 
of Seijteniber, 1909, in the case of steamers sailing from 1st of Janu- 
ary to 30th of June, 1909. or by 31st of March, 1910. in the case of 
steamers sailing from 1st of July to 31st of December. 1909, and (if 
admitted) are payable not later than on the following 30th of June 
and 31st of December, 1909, respectively, in each year, subject to 
the claimants having up to date of payment confined their shipments 
to the lines named above. 



Dftteofwflfng. 


Stenmer. 


UestlMtUMi. 


Mttks. 


Number of 
packages. 


Rebate of 10 
per cent. 



















































Editob's Note. — ^It should be stated that section 6 of the agreement 
of February 21, 1908, between the Hamburg- American Line and the 
Royal Mail Steam Packet Co. provides : " The Hamburg-American 
Line binds itself not to mil nt Trinidad and Grenada from and to 
New York, excepting with their cruisincf steamers." A copy of this 
agreement is found on page 526 of the hearings before the Corn- 
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mittee on the Merchant Marine and Fuli«ries in the investigation of 

the so-called Shipping Combine. 

As regards the BnrbRrlos, the Lamport 8z Holt Line, Booth Line, 
and the Quebec Steamship Co. also have an imderstanaing as to the 
passenger rates charged. (See p. 629 of the hearings.) 



BEPOBI OP P. SICEBSON TATLOB, CONSUL AT XBIBIBAD, BBITISH 

W£SI INDIES. 

HEPOBT ON 1N0BEA8£D FBEIQUT BATES FBOM NEW YORK TO TSINIDAD. 

The four principal steamship lines having regular sailings be- 
tween New York and Trinidad have issued a notice to shippers of a 
revised tariff of freight rates between the said ports, making a a 

increase in the frei;G:ht rates on a number of commodities. The new 
rates went into effect Xovember 1, 1912, and apply to all " foodstuff.s 
and general merchandise from New York to Trinidad by the steam- 
ers of the undernoted lines : " The Trinidad Shipping 1 rading Ca 
(T^td.), the Koyal l^tch Mail, the Koyal Mail Steam Packet Co., the 
Lamport & Holt Line. 

The following is the schedule of revised rates: 



Flour, bread, meal, otr., iter barrel $0.40 

Flour, broad, meal, etf., per one-Jaall barrel .22| 

Apples, vegetables, etc., per barrel , . BO 

Pork, beef» pickled fish, beans, lard, sugar, peas, starch, per barrel . 65 

Pork, beef, pickled fish, beans, lard, sugar, peas, starcb, per barrel . 80 

Measurement goods. 

Oases, bundles, crates, butter in cases or kegs, glassware, soap in boxes, 
oleo, laid, Iianu^ or bacon in cases or crates, tobacco In liogsbeads, per 

foot 10.12 

Carriages, furniture, per foot .10 

Measurement goods not specifieU, per foot-.. . 12 

W^ht goo4t. 

Hardware, nails, light machlneix etc., per 1(K> poumis $0.25 

Tar, pitch, rosin hi barrels, beans, bran, feed, malt, peas, pollard, rice, 
sago, or tapioca In bags, currants or wasMng soda In barrels, per 100 

pounds * . . 25 

Cioffee in bags, per 100 pounds . 00 

Galvanized Iron, per 100 pounds .21 

Oarblde in drums, bisulpht lo, cartridges, per 100 pounds .00 

Hay In compressed bales, per 100 pounds - .46 

Heavy machinery, boilers, etc., at siiecial rates. 
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SUNDia£S. 

Acid iu carboys, each — $2.00 

Amznonia in cyliuders, each S. 00 

Beer, per barrel of 10 dosen pintt}, each i . 70 

Beer, per barrd of 7 doMO pfnts, each . . • 60 

Broome, per doeen— 1 . .85 

Corn, in 2-biiRhel bags, eacli .28 

Cheese, per box of 1 cubic foot, eacli__ ^ ^ .12 

Cement, per barrel of 400 pounds, each .40 

Fish, per 4-quintal cask, each 1.20 

Pirti, per l-Quintal cask, each . 86 

Fertilizer, per ton of 2,240 pounds* each . 8. 00 

Glucose, per barrel of 750 pounds, each . — _ 1. 00 

Lumber, rough, per 1,000 feet « 5. 50 

Lumber, dressed, per 1,000 leet..~...»................ .......... 0. 50 

Minimum bill of lading 3.00 

Oats, per 5-iuisirei bag, 160 jwunds, each .35 

Oatmeal, per bag of 125 pounds, each . SO 

Oatmeal, per bag osf 100 pounds, each . 25 

Oil, spirits, and Tlne«ar, per barrel, each 1. 00 

Oil (except kerosene) in cases, per foot 1. . 12 

Oil, ker<"ir'n«v 10-;.':illon csises, each . ... .20 

Provisions in tierces, each . 80 

Peanuts, i>er 100 pound bags, each ,50 

Slates, per 1,000 * &00 

Shooks and staves In bundles, jwr foot . . 09 

lAve stock, 

HorseB, each |80. 00 

Mnles^ each 20.00 

Cows, each 1 . ..... 20. 00 

Dogs, each 3.00 

Pigs, each 5.00 



The statement isstied by tlie above-nariK d companies has the fol- 
lowing to say regarding the raise in rates ; 

The increase of 5 cents per dry barrel is rendeead neoessary by the heavy 

additional cost of operatlnfr Bteamers due to increased wages and more strini^ent 
board of trade regulations, and is more than Justified in view of tho suite of 
the freight market which has advanced everywhere. The rates charged from 
New York to Barbados and Demerara have recently been raised to 45 coits per 
dry barrel plus 6 per cent, so tbat our increase may be Gonsldered a mod- 
erate one 

P. Emerson Taylor, Ameiican ConBtd. 
Trinidad, B. W. I., November £1, 191^ 
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VBBmT OF THOKAS W. VOETTEB» (mSCt AX lA OTAIRA, 

V£J|J£ZUKliA. 

There are two steamship lines engaged in the carrying trade be- 
tween Venezuela and the United States. They are the Atlantic & 
Caribbean Steamship Co., known also as the Red D Line, and the 
Dntch Koninklyke West-Indische Maildienst 

1. It is gienerally understood and admitted by the agents of the 
two lines that they have an agreement among themselves for the pur- 
pose of maintaining rates and preventing unprofitable competition. 

It is not understood that either of these lines has any understand- 
ing with any railroad in regard to rates, traffic, etc., nor that any 
pooling arrangement exists. 

The nature of the agreement between the two lines above men- 
tioned, as stated by the agent of the Dutch Line at La Guaira, is as 
follows; 

The Bed D Line agrees to maintain its fuU tariff rates on froight 
and passengers between Venezuela and the United States. The 
Dutch Line agrees to have its rates not lower than 90 per cent of 
the rates charged by the other line. Each line is free to solicit und 
carry freight from Venezuehm j)oris to New York, subject to the 
agreement as to rates. Steamers of the Red D Line make the trip 
from La Guaira to New York in from 10 to 11 days. The Dutch 
boats t«Tke 16 days for the trip. 

There has been a statement generally current, but denied by the 
agent of the Dutch Line, to the effect that the Red D Line is not 
to solicit freight from New York to the Dutch island of Curasao, 
and the Dutch Line is not to solicit freigiit for La Guaira. 

The lit'd I) Line advertises that two of tiieir four steamers wnll not 
take freight from New York to Cuni^'ao, thus implying that the other 
two would. A« a matter of fact much freight is taken to Curasao by 
the Red D Line from New York. 

It is also a fact that the Dutch Line very rarely brings any cargo 
from New York for La Guaira. The agent for that line stated that 
the freight rates from New York to the Haitian ports at which the 
steamers of that line stopped were relatively high, and that it was 
.more profitable to carry frei^t to Haitian ports than to Venezuela, 
and that the steamers had no more capacity than was sufficient to 
care for the cargoes from New York to Haiti. No copy of the agree- 
ment between the two lines was obtainablei 

IT. Nothing is known of any definite means taken to prevent 
knowledge of the practices of these lines becoming public in the 
United States or elsewhere, nor are any regulations, laws, etc., known 
by which favor is shown to these lines either in the United States 
or Venezuela, except in so far as the contract with the United States 
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Government for carrying the mails iixay have in its elements of 
bounty or subvention to the Red D Line. 

III. So far as known the only payments made by the Venezuelan 
Government to vessels engaged in foreign commerce of the United 
States are the payment made to these two lines for carrying the 
mails. 

IV. No intimation has ever been lioard that either of these liiies 
was controlled or owned by railroad coinpaines. On the contrary it 
has frequently been heard that the manajrement of the Red D Line 
is singularly independent of close relations of this class, and that 
when the owners were approached by the interests ^vllicll desired to 
include the Red D Line in what is known as the Atlantic Gulf, and 
West Indies combination, all offers of consolidation were refused, 
as the owners desired to remain entirely independent in this respect. 

V. It is not known that there is any violation of any commercial 
treaties, nor is there any knowledge that the practices of the two 
lines have any effect on the freight rates within the United States. 

Kates are practically only on freight from Venezuelan ports to 
New York and not to interior points in either country. The rail- 
road rates in Venezuela are independent entirelj^ of the steamship 
rates. They have no eflFect on the railroad rates in the United States. 

The only effect of the agreement between the lines is that articles 
exported and imported between the two countries pay the freight ' 
rates provided for in the rate tariffs of the two lines, and the- com- 
petition is restricted to that eictent. As a matter of fact the ma- 
jority of shippers prefer to ship by the fied D line paying the 
higher rates, as the time in transit is shorter than by ships of the 
Dutch Line. 

Thomas W. Vobttbr, 

American Oannd, 

La Guaiba, YbnezuxiiA, Jidy ISy 



Editor's "N'oto.— The Red D Line in its report to the Commit- 
tee nil the Merchant Marine and Fisheries, under date of October 3, 
1912, states that: 

We have no asreenieut witii any competing line and our only understanding 
iH with the agents of the BotrI Dutch West India Mail. Their steamers ply 
between New York and Amsterdnm via Haiti, Cnrnoao, ports In Venezuela, Trini- 
dad, etc., and call at Uie following ports at whicli our steamers calU vis: 
Curasao, Puerto Ctebello. and La Gnalra. We have had no agreemmt witb 
thrill for over 20 years, bnt they understand thnt If they do not charpe less 
than 10 per c«at leas than our rates between New York, La Guaira, and Puerto 
Cabello, we will not resent their cutMng our rates to and from Curacao to an 
extent thnt will enablr^ thpm to secure about one-hnlf of the total freipht car- 
fled between these ports. The reason they can not get freight at the same rates 
we charge is because Uieir steamers, calling ut intermediate ports, are a longer 
time on ttiQ ¥oya8ai> 
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SUPPLEMENTARY EEPOET OF THOMAS W. VOETTEB, AMEBICAN 
CONSUL AT LA OUAIAA, VENEZUELA. 

I have the honor to inclose herewith a freig'ht tariff sheet showing 
the rates cliurged by the Red D Line (Atlantic & Caribbean Steam 
Navigation Co.) from the port of La (jtuaua to New York. The rates 
by the Royal West India Mail Line (Dutch) are based on the Red D 
Line rates, but a discount of 10 per cent is allowed, making the rates 
by that line 90 per cent of those of the Red D Line. No other lines 
take cargo from this port for the United States. 

Thohas W. Voetteb, 

American Consul, 

La Guaira, Venezuela, October B8y 191^» 



Ikglosubb. 

ATIiAJSTIC & CARIBBEAN STEAM NAVIOATION CO. (bED D LINE.) 

Freight tariff from La OwUra and Puerto OaMlo, Venezueta, to New York. 



Balsam capivl, per cubic foot |0. 15 

Balata, per 100 ponnd8_« . . . — . 40 

Coffee, per 100 pounds « .20 

Ck>ffee In liuli, per 100 pounds . 26 

Ooooa, per 100 ponndi .25 

OocoA Id powderp per po nnfl ■■ ■ — ~- — — — — .- — ^OO} 

Ctolt(Mi« par aibie foot . — — .„. .06 

Oopper, old, per 100 pounds ' .80 

Dlvldlvl, per 100 pounds.; - . 30 

Featliers (1 per cent ad valorem.) 

Hides, each .12 

Hides, cnttings, per cubic foot ^ . 10 

Honup per 2,000 pounds . ^ 10.00 

Stag hmns, per cable foot . 10 

ManAandlse not specifledt per 100 pounds . 80 

Other merchaD<i!se not spedfled* per coble foot............— . 15 

Rubber, per 100 pounds : .40 

Skius, deer, goat^ and calf, per pound .00| 



N'oTK. — The freight tariff of the Koninklyke West-Indische Maildienst, Royal 
West India >rn!1 Liuo (Dutch), Ib the same as that of the Hed D Line, but the 
Dutch line deducts 10 per cent from the listed rates, which thus become but 
90 par cent of those ebarged by the Bed D Una 
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BEFOBX 01 ELLIOTT KOBTHCOTT, AMEBIGAN HIHIBXE& AI 

CAKAOAH, TSBEZITELA. 

1. So far as I am able to ascertain no steamship lines running to 
the ports of Venezuela have formed agreements, conferences, pools, 
or other combinations with each other or with the railroads of the 
country for the purpose of fixing rates and tariffs, or of giving 
rebates, special rates, or other special privileges or advantages, or 
for the purpose of pooling and dividing their earnings, or for the 
purpose of preventing or destroying competition; nor have any stevai- 
ship lines running to Venezuelan ports and railroads any agreement, 
understanding, or practice by which a different snd more favorsbte 
through rate is given when shipment is made theretmder from the 
through rate on shipments not made in conformity thereto, so far 
as I am able to ascertain after investigation. 

2. I can learn of no method being used by such shipping lines and 
the railroads to prevent the publication of their methods in the 
United States; there is no law, rule, regulation, or custom niitier 
which any favors are shown to any ships or ship lines in the way 
of shipbuilding, bounties, or subventions, or otherwi.se are granted to 
such ships or ship lines, which would give them any advantage in 
competition with ships or ship lines, other than the regular paymeiit 
made by the Venezuelan ( icvernment to the various lines for carrying 
the mail, more fully referred to in No. 3. 

*1 V t iu zueia has not to any extent and in any manner subsidized 
steamship lines running to the United States other than payments 
for carrying mails made to the Red D Steamship Co.. whose agents 
in the United States are Bliss. Dallett Co., S2 Wall Street, New 
York, which payments for the first four months of the current year 
are as follows: 

BoliTars. 

January 2,003.40 ($;}96.81> 

February 1, 707. (50 ( 828. 38) 

March 1, 970. so ( 879.00) 

April 1,827.25 ( 36L8») 

This is the only steamship line running between Venezuelan ports 
and the United States, with the exception of the Royal IXitch West 
India Mail, whose steamers run indirectly by way of Haitian ports. 

4. No instances can be found here where steamship lines and com 
panies engaged in fordgn commerce with the United States are 
owned or controlled by railway companies or by the same interests 
owning or controlling railway companies. 

5. So far as I have been able to ascertain there is no conduct or 
practice of foreign steamship lines in any of the particulars mo- 
tioned which appear to be in contravention of the commercial 
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treaties of the United States, or in violation of the laws of the 

United States. 

6. So far as it is able to be ascertained no such combinations^ 
agreements, or practices exist 

With the exception above stated, the only steamship line engaged 
in commerce between Venezuelan ports and the United States ia 
the Bed D Steamship Ca, and 90 far as I have been able to ascertain 
this line is being conducted without any of the combinations or agree- 
ments referred to in your circular of instructions. 

Eixjorr NoRTHCxiTr, 
Americm Minister. 

Cakacas, Vbnbsuxla, May 1912^ 



BEFOET OF JOHH A. EA7» COHSTJL AT KAEAGAIBO, VENEZUELA. 

The trade between Maracaibo and the United States is practically 
a monopoly of the Red D Line, an American line. The only excep- 
tion is a limited amount of wood dipped on schooners from here to 
Curasao, West Indies, and thence over the New York lin^ of the 
Dutch West India Mail. 

There is no reas<m to believe that the monopoly enjoyed by the 
Red D Line is the result of any agreement or pool of tlie sort con- 
templated in the interrocratories. It seems to be due to the peculiar 
conditions of this port. The navigation of Lake Maracaibo is very 
difficult and danfrerouri, owing to two obstructions in the channel 
connecting the port of Maracaibo with the open sea, viz, the bar near 
Fort San Carlos and the shallows known as the Tablazo. Vessels 
of over 11 feet draft can not cross these obstructions with safety, on 
account of the danger of pounding against the bottom in rough 
weather. The Ztilia and the Maracaibo, the two vessels that ply 
between Maracaibo and Xew York, are specially constructed with a 
view to V it listanding the etiects of this pounding. The volume of 
traffic is not sufficient to induce another company to construct vessek 
specially for the Maracaibo trade, in order to compete with the Tved 
D Line. This line seems able to take care of all the freight originat- 
ing at this port in a manner !^ntisfactory to tlie ?liippers. 

Some years ago a GernicUi line operating in tiie Curibljcan at- 
tempted to compete with the Red D Line at Maracaibo, but decided 
to abandon the idea after a few trips. The Germans are said to have 
been afraid of the bar. At present the only steamers calling at 
Maracaibo are those of the Bed D Line and the Venezuelan coastwisa 
and lake lines. 

SSlgTL^lS ^17 
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There are no railroads rumuBg into Maraoaibo. There are three 
short lines running from ports on the southern shore of Lake Mara« 
caibo to the foothills of the Andes, bat they serve different xenons 
and do not compete with each other. 

Interrogatories Nos. 2, 4, 5, and 6, seem to be covered sufficiently by 
the answer to interrogatory Ka 1. 

John A. Bat, Oonmd, 

Mabacaibo, Venezuela, May 16, 19I$* 
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BEFOEI Of aEBHABB WILLBICH, COKSUI. AX W£B£C, GAVABlA. 

I have the honor to report that after a careful investigation at 
this port I find that there are only two companies that run vessels 
from Quebec to American ports, namely, the Quebee Steamship Go* 
and La Compagnie G^n^rale Transatlantiqae. 

The former line maintains a passenger service during the summer 
months between Quebec and New York, but has never carried freight 
between these ports, and it is not liable to carry freight in the future, 
because evm if it were in position to do so there would not be anj 
freight for it to carry from Quebec to New York— ^Uie haul via the 
St. Lawrence route being too long, therefore too dear— in competi- 
tion with the various railroads and with the canal boats, which 
during the open season of navigation bring coal from the United 
States, and as return cargoes take any freight they can get at the 
best rates obtainable. 

The French Line inaugurated a steamship sendee between Havre^ 
France, and Quebec last spring, and so far it has been unable to get 
any return cargoes at Quebec. Its veSvSels have therefore returned to 
France via the port of New York, in order to take on freight there. 

Neither of these lines can therefore lyQ said to be engaged in the 
business of carrying freight from foreign to American ports, and on 
inquiry it was stated that they do not issue or publish freight tariffs 
or have any unpublished current freight rates charged on leading 
commodities. 

Having regard also to the department's instruction to make a full 
report at this time covering all the points in circular instruction No, 
123, which did not call for a report from this oilice at the time of its 
issue, I have the honor to answer the same as follows: 

1. Observing the title of said instniction to be " Methods and prac- 
tices of steamship lines engaged in the foreign carrying trade of the 
United States," I have to answer interrogatory No. 1 to the effect 
that, as far as can be ascertained, only one line, the Canadian Pacific 
Steamship Co., carries freight between Liveri>ool and Quebec, but 
only in two of its boats, the Empress of Oreai Sritam and of Ireland^ 
all other boats of that company taking their freight to Montreal, to 
be shipped thence by rail to points in western Canada and in the 
United States. All the other steamship lines bringing freight from 
European ports, such as the White Star, tiie Allan, the Boyal, and the 
Canada lines, likewise carry their freight direct to Montreal, not 

291 
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even unloading at Quebec that which is destined for Qnel>ec, because 
they find it more convenient to carry Quebec freight to Montreal and 
then ship it back to Quebec by rail than to stop to unload freight at 
Quebec. 

In consequence of this method of handling the trans- Atlantic 
freii:]it it will ;ip])ear that the port of Quebec, as far as trans- Atlantic 
imports are concerned, is of comparatively small importance, espe- 
cially so as nearly all the merchandise coming in the two Empresses 
direct to Quebec is expressage, hence generally destined for points 
in Canada and not in the United States. This condition of aftaiifs 
will explain why the agents of the various steamship companies here 
can not furnish any freight tariffs, nor are they able to quote current 
freight rates. Neither were they able to give any definite information 
on the through rates on imports from European ports, much less so 
reliable information regarding any agreements, conferences, poold, 
or other combinations among steamship lines or between these and 
railroad companies for the purpose of fixing rates and tariffs or of 
giving rebates, special rates, or privileges to certain shippers. 

For all su(^ mformation I was referred to the head offices of these 
companies at Montreal, and, as this inquiry is also to be answered 
by the consul general at Montreal, I assume that he may be able to 
obtain and transmit proper information on these matters. 

Believing, nevertheless, that such information as Could bfe obtain^ 
here from subordinate officers of steamship and railroad companies 
at Quebec should be procured, and be tomsmitted for what it mi^t 
be worth, it was learned that under the law all freight tariffs for 
imports from Europe to Canada and interior points must be puB^ 
lished and filed with the Canadian raihoad commissicm at Ottawa, 
where they should be available for examination. From statement 
received it seems likewise to be a fact that the railroad rates govern- 
ing the transportation of all imports from Europe to points iik 
Canada or in the United States, so published and filed, must be 
extended to imports brouofht by steamship lines not owned or con- 
trolled by Canadian railroad companies as well as to those brought 
by ships owned or controlled by such railroads. 

Thus imports fi*om Germany or Holland, brought by the Canada 
Line, which is controlled jointly by the Harnburg- American, BremeA 
Lloyd, and Rotterdam Steamship Cos., and destined to western 
Canada or to points in the United vStates and billed over the Cana- 
dian Pacific via Quebec, ^ronld pay exactly the snme frei^'ht rate fdr 
the railroad haul as imports brought in the Canadi:\Ti l^acific Rail- 
way boats. The fact that the chief clerk here in tlio office of the 
Canadian Pacific Pailway states that all charges ai::iiiist imports 
brought by independent steamship lines and shipped inland over 
the Canadian Pacific Eailway are made upon the basis of the pub- 
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lished schedules, would seem to substantiate the claim that there is 
no agreement here between steamship lines and railroads by which 
a different and more lavornble through rate is o^iveri to some com- 
panies or shippers than to others, especially to shippers using boats 
belonging to or controlled by railroad companies. It is claimed, 
moreover, that there is an open competition for freight between the 
two raihroad companies, which own and run steamships as feeders 
for their roads, namely, the Canadian Pacific and the Canadian & 
Northern Eailway Cos. 

2. From the information given it does not appear that shipping 
lines and railroads have in any manner prevented the publication of 
their methods or practices, regarding their freight business, but it 
could not be ascertained here to what extent ships or shipping lines 
are the recipients of shipbuilding bounties or subventions, whidi 
would give such ships or shipping lines advantages in competition 
with lines not so favored. 

This information, again, will more readily be ascertained from the 
principal officers of such lintt at Montreal, Quebec, through the con- 
sul general there, or at Ottawa. 

3. This question, according to the department's instruction, is pre- 
eminently one for the American diplomatic officers, and in default of 
such officers in ,the Dominion of Canada, I assume, for the consul 
general at Ottawa. 

4. The only steamship companies engaged, to some extent at leasts 
in the foreign ccnnmerce of the United States, in so far as they take 
freight from European ports destined for the United States via 
Canadian ports, which are owned and controlled by railway com- 
panies are the Canadian Pacific Steamship lines, owned by the Cana- 
dian Pacific Railway, and the Royal Steamship Line, which is owned 
by the Canadian Northern Railway. 

5. From such information as is available here at Quebec, which to 
all intents and purposes is only a wav station for trans-Atlantic 
freighters. Montreal being the head of luivigation for all but two of 
the ocean freighters now on the St. Lawren ( route, as already men- 
tioned. T can not form a positive opinion, wliether the conduct or 
practices of these steamship lines are in contravention of the com- 
mercial treaties or in violation of the laws of the United States. The 
facts n« ascertained, however, do iioi seem to suggest any violation of 
the treaties of the United States, either by unlawful combinations in 
r^traint of trade or the destruction of competition. 

To determine just what may be the effect of the conduct and 
practices of the steamship gom panics, especially of those owned and 
controlled by Canadian railroads', on the commerce and freight rates 
of the United States, would require more favorable opportunities 
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for investigation than can be had for that purpose here at Quebec 
for reasons already stated. 

From such information as has come to me, however, from time to 
time, the conclusion seems justified that a great deal of American 
imght now is obtained by Canadian roads and is carried in Cana- 
dian ships via Canadian ports that should go over American lines 
and via American ports. 

As an instance to prove this fact may be cited the case of the 
steamship Bellana^ owned by the Canadian Pacific, which lately 
stranded not far from Quebec, and when brought back to this port 
discharged its cargo of grain, of whidi about 30,000 bushds of lye 
came from the United States, for shipment over this Canadian line 
for delivery at liverpool. That great quantities of American grain 
and meat products are shipped year after year over Canadian rail- 
roads in Canadian ships and via Canadian ports to points in Great 
Britain and Europe wpuld at least suggest that more &vorable 
freight rates are obtained by American shippers to those ports from 
Canada than are offered by American transportation companies and 
American steamsliip lines to the detrimoit of American commerce. 

G. WnxBiGH, 

Americm CcngttL 

Quebec, Canada. 



BEFO&I OF CHAALES H. FEEEMAN, CONSUL AT STONET, HOVA 

SCOTIA. 

Tlie Dominion Iron & Steel Co. is the only company operating 
steamers lietween the western part of Cape Breton and the United 
States. The ves>els going to the United States operated by this com- 
pany are not, in the broad sense, public carriers, as the freight car- 
ried is principally bitnminous-coal pi oducts of the company's mines, 
and an occasional shipment of steel rails, shipped via Portland, Me., 
to Canada. 

In going over the consular invoices for the past three years, no 
shipment of goods owned by outside parties is to Ixj found. The 
average price per ton charged on the coal and rail sliipmonts is $0.75 
per ton. The steamers for the United States, operated by tlie Domin- 
ion Iron & Steel Co., do not run on schedule time, sailing only when 
a sale of their products is to be delivered, neither do they carry pas- 
sengers or mail, being freight steamers pure and simple. 

During the season of open waters the Plant Line operates between 
Port Hawkesbury in the western part of the district and Boston; 
that is, the steamers plying between Boston. Halifax, and Charlotte- 
town. Prince Edward Island, touch at Port Hawkesbury. 
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Their freight rates on fish, the principal export from Port Hawkea- 
buiy to the United States, are as per schedule gi^en below : 

TaHff No, 27, <» effect Mar, IS, 1910. 



Special fish tariff: • , 

Pickled fish— 

TiPi-ppHi ^ „■..._„.„,..._■ |0, 65 

I>;irreis « .50 

Half barrels .28 

Fresb fisli— 

Barrels - . 80 

Cases, per 100 pounds gross . 86 

Fresh lobsters, per ante - 1. 20 

Canned lobsters — 

Per case .18 

Per J case ; .15 

Per i case . 12 

Diy or green flsb— 

Cask, 432 or 460 pounds . 80 

Cask, 400 pounds .75 

Cask, 200 pounds . 40 

Drums, 128 lioundR .90 

Drums, 100 and 112 pounds . 28 

Bundle, 100 and 112 pounds . 25 

GaseSt 100 pounds gross : . 25 

Fish oil, per cask .80 



Empty lobster mtes retipTied free. Freight on fresh fisii must be 
prepaid or guaranteed. Marine insurance not included in above 
tariff. 

On all other exports the rates are practically the same. Goods 
packed in case>, $0.25 per 100 pounds. 

There are no other steMiners, outside of an occasional tram]), milk- 
ing a voyaije between this district and the United States. The rates 
on freight charged by the last named is a matter of charter agreement 
and varies. 

Charles M. Freeman, 
American Consul at Sydney , Nova Scotia, 

Seftembeb 30^ 1912. 



BEPOBT OF JAXES 8. BENEBICT, CONSUL AT ST. JOHTS, 

HEWFOUHDLABP. 

1. There are but two steamship lines running to ports in New- 
foundland engaged in carrying the foreign rommerce of the United 
States viz, the AUan, running between Glasgow, Liverpool, and 
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Philadelphia, calling at the port of St. John's, and the Ked Cross, 
running between St. John's and New York. These lines have formed 
no agreements, conferences, pools, etc, with each other or with rail- 
roads for the purpose of fixing rates and tariffs, or of giviiig re- 
bates, special rates, or other advantages, or for the purpose of pooling 
and dividing their earnings, or for any other purpose; and there is 
no agreement, understanding, or practice, between the steamship lines 
and the railroads of the colony, regarding through rates or ship- 
ments. 

2. No methods are used by the shipping lines to prevent the publi- 
cation of thdr methods and practices in the United States^ and th»e 
are no laws, rules, regulations, or customs existing whereby favors 
are shown to any ships or ship lines in the way of shipbuilding 
bounties, etc, giving them any advantage in competition with other 
lines. 

3. Vessels engaged in the foreign commerce of tlie United States 
receive no subsidy, except for carrving the mails: and the revenue 
of the country is insufficient to uariant the ownership of vessels. 

4. Xo steamship companies engaged in the foreign commerce of 
the United States are owned or controlled by railway companies, or 
by the same interests owning or controlling railway companies. 

5. There is nothing in the conduct or practices of the steamship 
lines that appears to be in contravention of the commercial treatie.s 
of the United States or in violation of the laws of the United States. 

6. There are no published freight tariffs of steamship lines engaged 
in the foreign trade of the United States^ The current freight rates 
charged to New York on the leading commodities are as follows: 



Codfidi: 

450 pounds . „ . $1. 20 

300 pounds ^ . 77 

200i)oimd8 ^ .60 

Drams — 

128 poimds JL . 33 

112 pounds-- . . iHi 

100 pounds .2S 

Half drums, 04 pottnds . 20 

Tubs, 128 pounds ^ - . 3S^ 

Half tuba, 64 pounds— . 20 

Boxes — 

11 2 pounds .27i 

100 pounds . 25 

60 pounds .lei 

Bundles, 100 pounds . 27i 

Bnriing: 

Half barrels « .80 
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Barrels $0.60 

Tierces . 90 

Half barrelB .86 

BeiTlfl% barrela i — .40 

Lobsters, per case . 20 

Cod oil, per tun «^ ^ . ^ 5. 75 

Cod-liver oil, per tun — — — — — 7. 00 

Sealskins, per ton 6. 00 

Junk, per ton , 4. 00 

Metal, per ton 6. 00 

Jimk» rope, etc., per 100 pounds . 20 

FreiRbt by mpasnrement, per cable foot . 15 

Freight by weight, per 100 pounds . 25 

The freight rates to Philadelphia are practically the same. 



Jambs S. Binedigt, 

Ameriem dmsul, 
St. John's, Newfoundlakd, December 11, 1912. 



&EPOEI OF GLA&ENGE A. MULES, CONSITL AT TAMFICO, ICEXIGO. 

The information herewith given consists of answers to the questions 
submitted in Circular No. 123. 

1. There is practically no competition in the foreign carrying trade 
from United St^ites ports to the port of Tampico. Practically all 
of tlu^ exports from New York are carried by the New York & Cuba 
Mail Steamship Co. (Ward Line). Part of the steamers of this 
company are nnder the American flao: and the remainder under the 
Cuban flag. The Cuban- American Steamship Co. has sent several 
steamers from New York to this port during the past two years, but 
there has been very little competition from this source, as these ships 
carried principally the products of the United States Steel Co. 

The Wolvin Steamship Co. has no competition for the carrying 
trade from New Orleans and Texas ports to Tampico. 

The National Railways charters ships for carrying coal and rails 
from Baltimore to this port. 

General cargo exported from Tampico is carried almost entirely 
by the same lines — ^the Ward Line carrying the exports for New York, 
the Wolvin Line the exports for New Orleans and Texas ports, and 
the steamers chartered by the National Bailways frequently cany 
bullion to N^w York. 

Some cargo to and from European points is carried by the Ward 
liiie between New York and Ttopico. 
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It is on account of this latter fact that the Ward Line belongs to 
the subconference of West India- Atlantic steamship companies. The 
following lines are nieriibeis of this conference, viz: 

Haiuburg-Amerikn IJnie. 
Compntjnie (ienC»ralo Truosatlantique. 
F. Ley land & Co. (Ltd.). 
Harriacm Line of Stenmera. 
Gompfiftbi TrapaatMLntlca de Barcelona. 
The Royal Mail Steam Packet Co. 

K. Bigland & Co. (tlio Cnbnn Lino). ' 
The New York & Cuba Mail Steamsliip CJo. (Ward Line). 
Norway-Mexico Gulf Liue. 

Holland- America Line. i 

I 

This conference has a confidential tariff, the last number of which 
became effective January 1, 1913. This tariff gives a minimum rate 
for shipments from Tampico, Vera Cruz, and Pnerto Mexico to 
European points. These companies do not always use these rates, but 
they can not give a lower rate. 

By joining this conference the Ward line gets the National Rail- i 
Vays to quote through rates from interior points to New York via 
Tampico. Vera Cruz, and Puerto Mexico. These rates are official j 
tariffs and must be approved by the secretaria of comtmicasiones ' 
of Mexico. These tariff's are published in the official papers in 
Mexico City and copies are sent by the railroad to the interested I 
parties. It is possible that the embassy or consul general in Mexico 
City could secure a set of these tariffs from the executive offices of the 
National Railways in Mexico City. I have been unable to secure the I 
same in this dty. 

I am told that there is no opportunity for the giving of rebates or , 
illegal discriminations. Every rate that is granted to any shipper by | 
the railroad company must be approved by the secretaria de co- 
municaciones. Each rate on a given commodity is quoted by the , 
railroad company in American money and gives the total rate, the | 
part of the rate which goes to the railroad for carrying to the port^ 
and the part which goes to the steamship company for carrying the 
freight from the port. I understand that when the railroad company 
quotes a through rail rate to New York the same system is followed. 
The total rate is given in American money, viz, the part which is 
paid to the National Railways for the haul to the border and the part 
which is paid for the haul beyond the border. 

Nearly all the steampship companies belonging: to the conference 
have made contracts with the Mexican Governnieiit. The contract 
of the Ward Line was published in the Diario Official of August 15, 
1905. Under these contracts the companies provide a schedule for I 
regular sailing dates and agree to carry the mail. They agree to | 
carry on each vessel 10 tons free for the Government. As a matter 
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of &ct, little or nothing is so carried^ because th^ are not asked to do 
so by the Goyemment In consideration for this the oompanies ar0 
given certain privileges, and a redi2cti<ni of 50 per cent in the regular 
tonnage dues. 

The Ward Line has no published tariff and all rates are made in 
Kew York, with the exception of the through rates made by the 
National Railway Go. 

Galveston was formerly regarded as a competing port with Tarn- 
pico, and I understand that the railroads of Mexico made their rates 
to favw Tampico. I understand that this practice has been discon- 
tinued. On account of the great development of the onion industry 
during the last year, it is said that American railroads are trying to 
obtain a part of the shipments, which are now almost entirely for- 
warded to New York vi.i I'ainpico and the Ward Line. This would 
give the National Railway s a longer haul than at present, but it is not 
likely that the National iiailways will make any reduction of its rate 
to the border to assist the American railways. If it makes a through 
rate the National Railways will collect for itself the full rate to the 
border. In like manner when the railway makes a through rail-and- 
water rate it collects for itself the full rate to the port. The reduc- 
tion is always borne by the steamsiiip company. 

CLARfiNCE A. MrnLrER, 

ATiierican Consul, 

Tampioo, Mexioo, February 5, 191$, 



EEPO&I or ISOMAS H. EE V AIT, VTCE OONSUL .Uf GHAEOE AX 

TAMPICO, MEXICO. 

CUKKENT FBEIGHT RATES BY STEAMSHIP LINES FROK FOREIGN FORTS TO 

UNITED STATES FORTS. 

None of the steamship lines that touch at Tampico, Mexico, has 
a published freight tariif ; that is, one accessible to the public. The 
only means the shipper has of ascertaining the rates is calling at 
the agent's office, describing his shipment, and then awaiting the 
agent's reply. If the shipment is a large one, the agent in a great 
many cases has to wire the home of^r^, causing a delay of several 
days before the rates can be given. The New York and Cuba Mail 
Steamship Lines, the Wolvin Line, the Leyland Line, the Harrison 
line, and the Holland- American Line all work on a percentage basis 
mih tibe National Lines of Meadoo. The goods shipped from the 
interior of Mexico to United States ports is all handled by the 
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National Lines of Mexico, and tliey have their option of shipping 
via Galveston or Tampico, when the shipment is cheaper by water, 
causing u rate war between lines touching at the two ports. Steam- 
ship rates from this port do not include marine insurance, whicb 
is placed on the goods only at the request and expense of the shipper. 
The bar dues and lighterage are charged to the account of the goods 
and are not absorbed in the company's rates. Rates are to and from 
the ship's side. 

The f oUowing rates apply to the Wolvin Line which plies between 
New Orleans, Texas City, and Galveston, in the United States and 
Tampico, Vera Cruz, and Progreso in Mexico, 

Bulk articles, including articles weighing less than 50 pounds, 15 
cents per cubic foot. 

Single pieces of any description weighing in excess of 2,000 and 
not over 14,000 pounds will be subject to charges per 100 pounds, as 
follows, in addition to insurance and bar dues, which will be extra : 

Weighing over 2,000 pounds up to 4,000, 3 cents per 100 pounds^ 

Weighing over 4,000 pounds up to 6,000 pounds, 6 cents per 100 
pounds. 

Weighing over 6,000 pounds up to 8,000 pounds, 10 cents per 100 
pounds. 

Weighing over 8,000 pounds up to 12,000 pounds, 12 cents per 100 
pounds. 

Weighing over 12,000 pounds up to 14,000 pounds, 14 cents pei 
100 pounds. 

Pieces weighing over 14,000 pounds are taken only by special 
arrangement with the company. 

Glass bottles containing mineral water, anmionia, etc., when well 
packed. cents per 100 pounds. 

Aspiialt, cement, meal, etc., 25 cents per 100 pounds. 

Household goods released in value to $5 gold per 100 pounds, $1 
per 100 pounds. 

New furniture, $1,25 to $2.50 per 100 pounds, according to bulk 
and weight. 

Nursery stock, taken only at owner's risk, $1.50 per 100 pounds. 

Fibers, to Gnlf ports, 15 cents per 100 pounds. 

Fruits, fresh, 25 cents per 100 pounds. 

Coffee, 20 cents per 100 pounds. 

Beer, liquors, etc., 15 cents per 100 pounds. 

While the above rates were furnished me by the agent of the 
Wolvin Line, I have been informed that the rates of the other 
steamship lines are about similar. 

Taos. H. Bbvan, 
Amerimn Vice Cormd^ t» Chenrge, 

Tahficx), Mexico, November 
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&EPO&I WILLIAM W. CANADA, OONBUL AI V£&A G&UZ, 

Answer to question 1 : There is an agreement in regard to tlirough 
freight rates between the Ward Line, Harrison Line, Leyland Line, 
Wolvin Line, Hamburg American Line, French Transatlantic Line^' 
Spanish Transatlantic Line, and the National Lines of Mexico and 
Uiie Mexican Kaiiway by which reduced through rates are made to 
shippers over these lines. The railways named will not accept 
through bills of lading except they be from lines in this conference; 
however, any line running on r^ular schedule into this port can 
join the conference. 

Shippers making yearly contracts with lines of this combine are 
said to be granted a 10 per cent rebate on (under) quoted rates. 

The National Eailways- of Mexico and the Mexican Bailway are 
now working under an agreement recently arrived at after years of 
competition. I could not ascertain what ^e terms of this agreement 
are. 

The Vera Cruz Terminal Co. operates the Union Station and 
terminal yards at this port under a charter which gives tiiem a prac- 
tical monopoly of the through freight handling. 

Answer to question 2 : A rebate of 50 per cent of tonnage dues is 
made to ships having regular itineraries approved by the department 
of communications of the Bepublic, and are also granted special 
privileges not allowed other lines. In return for this they must 
carry Government mails free, as well as a certain amount of Govern- 
ment freight. The Ward line, Harrison Line, and Leyland line 
have such contracts with the Government 

Answer to question 8 : 1 can not ascertain if there are any running 
to the United States. The Elder Dempster Line, which runs to 
Canadian ports and usually coals at Korfolk on the way, has a sub- 
sidy from the Meidcan Government of 1,000 pesos per trip. Trips 
are made monthly. 

Answer to question 4 : 1 know of none. 

\tisw* r to question 5: Owing to the vagueness of the information 
1 have been able to get in regard to this, I am unable to say. 

Answer to question 6 : The agreements between railways and steam- 
ship companies running out of the port seem rather to be a benefit 
to shippers than otherwise, as all lines running regularly into this 
port belong to the conference and are thus enabled to issue through 
bills of lading. 
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TO GULF POAXS OF THS UHIXED STATES IVOJl VSBA GRUZ. 

These rates are given in T'nited States currency, and are only 
nominal. No dependence can be j)ut on them, as rates are r^uiarly 



cut when several lines have sailings at about the same time. 

Beans ! Per ton. 

lima . 6.00 

Broom root«_-_-_— — 3.00 

Cedar logs : 6.00 

Oedar lambw 6.00 

GMde ; 6.00 

Oigara 20.00 

Coffee: 

Clenn ■„ 4.00 

In sbeli 4. 00 

Com 3.00 

Cotton waste ^ ft. 00 

Deenldna: 

Wet salt 4.00 

Dry salt 6.00 

Goatskins : 

Wet ?nlt 4.00 

Dry salt 6.00 

Wet ealt 4.00 

Dry salt 6.00 

Jalap root S 00 

Leaf tobacco 8.00 

Oranges 5. 00 

Pease 5. 00 

Rice , 4.00 

Rubber 4.00 

Straw bata 7.00 

Sugar : . . — . ^.^-1 4. 00 

Vanilla 10. 00 



These rates are given by the Wolvin Line and the Norway-Mexican 
Gulf Line, ranning to Ghilf ports of the United States. 

TO M£W YORK FBOM YBMA GKUZ. 

The same can be said of these rates as of those to Gulf ports 

regarding dependence: 

Beaas : 

Black, $8 plus 5 per cent per ton. 

Lima, flO net per ton. 
Broom root, p2JB0 net per ton. 
Cedar logs: 

Square, $8 net, or $6 pins 5 per cont, pes ton. 
Bound, 18 pins 5 per cent per ton. 
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CUde^ 910 plw 6 per cent per ton. 
Glgara, $1 plus 5 per cent per thoDsand. 
COlTee: 

Clpjin. $0 not por ton. 

lu shell. $7.20 net per ton. 
Copper bars, $3 plus 5 per c*»nt per ton. 
Deerskins, dry, |20 plus 5 per cent per ton. 
Fasttet 14 plus 5 per cent pec ton. 
Gofttekins, dry, $15 plus 6 per cent per ton. 
GtAA bars : 
, Fp to f*lO,ooo, i per cent of value. 

1M().(HKj to ^^(OOOO, 3 per cent of value. 

roo.OOO to noO.iMK). i per cent of value. 

M.00,000 and over, A per cent of value. 
Hides: 

Wet ealt, $7JS0 pins 6 per cent per ton. 
Dry, $20 plus 6 per Cent per ton. 

Jalap root, $17 net per ton. 

Leaf tobacco. %1.r>0 pins 5 jK»r cent per bale. 

Oranpres, 25 cents plus 5 per cent, case=2 cubic-foot case. 

Peas, |S plus 5 per cent per ton. 

Rke, per ton. 

Robber, $17 pins 6 per cent per ton. 
Silver bars, same as gold. 
VanUla, i per cent of valna 

These rates are given by the Ward Lme, niimiiig regularly to 
New York. 

Wm. W. Caitada, Canmd, 

Veba Canzy Deeetnher 28^ 1912, 



SEPOBT OF A. GOBDON BBOWV, VICE GOHSUL IN OXABaS AT 

XAZATLAJT, XEXIOO. 

1. The only agreement existing between steamship oompanies at thia 
port is the tariff of freight rates between this port and San Fran- 
cisco, Cal. This is done by special agreement between the companies. 
The parties to this agreement are the Pacific Mail Steamship Co. 
(American), the Kosmos Line, and the Jebsen liine (German). A 
copy of the freight tariff is herewith inclosed. An effort is now 

. being made to adyance the rates, for it is claimed that they are too 
low for any money to be made by the companies. 

2. The Gia. Kaviera del Pacifico, S. A., a Mexican company, is 
subsidized by the Mexican Government This lino plys between 
here and San Biego, Cal. It is the only steamship line nmning 

88187—13 18 
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from here to tliat port, and at the pT PSoiit time is running ouiy one 
boat, which has a tonnage of 593.03 gross. 

3. Answered in No. 2. 

4. It is reported that the Southern Pacitic iiailroad Co. own3 
the controlling intercut in the Pacific Mail Steamship Co, 

5. Nothing of this kind here. 

6. Answered in No. 5. 

A. Gordon Brown, 
American Vice Comul in, Charge. 
Mazatl&n, Maxioo, October 16^ 191B, 



BEPOBT OP wmXAK I. AYEBY, COHSUL AT BEIIZE» BBinSE 

houdusas. 

I 

It will give a more intelligent knowledge of the railway and steam : 
ship situation in this colony to state at the beginnintr of this report 
that the 25-mile railroad built and operated by the local Government | 
is the only railroad in British Honduras, and that it has no agree- | 
ment with the two steamship lines carrying fruit, merchandise, and 
other freigljt to the United States. This road runs in a westerly I 
direction fxnn Stann Creek, 32 miles south of Belize, to a terminus 
called Middlesex. The earnings as jet are very small, and no favors 
are shown any particular patron. | 

With the exception of mahogany, cedar, and coconuts, every pound 
of freight from British Honduras to the United States is carried by 
the vessels of the United Fruit Co., and the single steamer of the 
Orr-Laubenheimer Co., making its fortnightly trips to Mobile, with- 
out opposition by the first-named and greater line (United Fruit Co.), 
but evidently in friendly agreement with it. ^ 

I forward, in reply to question 1 of circular No. 123, a copy of the 
mail contract now in force between the Government of British Hon- 
duras and the United Fruit Co., which shows rates, privileges, terais, 
and advantages enjoyed by that line, resulting, however, in no known 
harm to the people of the colony nor exciting any protest, and to | 
which the Committee on the Merchant Marine may possibly give ap- 
proval. Rates shown are to British Honduras only. The rates of 
freight on mahogany and cedar to the United States are not governed 
by any schedule, steamers chariered in the United States coming 
here when n cargo of wood is ready, or sometimes part of a cargo 
witli the pi oljability of delay in loading, occasional petty strikes, and 
the uncertain duration of the voyage. Evidently the freight on such 
cargoes per 1,000 feet is the expense incurred, is always variable, and 



Digitized by Google 



« 

UBTHODS OF STEAMSHIP LINES CABRYING FOREIGN TRADE. 275 

can not be estimated with certainty until the vessel arrives in the 
United States. 

In obedience to instructions of September 10, I forward tariffs of 
the United Fruit Co., Nos. 187, 138, 170, on shipments from this 
colony to the United States; the tariffs showing where and when they 
were made and issued, in New York or Boston. 1 hese tariffs apply 
to shipments from British Honduras to Mobile, Ala., as well as to 
New Orleans. 

The same conditions go\ern shipments of coconuts from Belize, 
to ports in the United States, via sailing vessels, chartering, delays, 

etc. 

The preceding statements warrant the presumption that all rates 
from this country to the United States, whether by regular lines, by 
tramp " steamers, or by sailing vessels, are made up or contracted 
for in our own country, but do not show whether the custom is 
beneficial or detrimental to the conmierce of the United States. 

W. L. AVEBT, 

Afnerican Consul. 

Belize, British Honduras, October 18, 191^, 



Editor's Note. — ^According to the agreement made between British 
Honduras and the United Fruit Co. ror a mail service between the 

colony and New Orleans, the company agrees to establish a weekly 
service for a period of five years from April 1, 1912, with efficient 
vessels of not Icfs than 1,000 tons gross tonnaji^e and with a speed of 
not less than 11 knots. The company also o})ligates itself to take all 
passengers and freight at the various |)oints de.siornated in the agree- 
ment at rates not exceeding tliose mentioned in the schedule of 
charges contained in the agreement. Section 24 of the agreement 
provides that the company shall not assign or dispose of the agree* 
ment without the consent of the colonial authorities. The agreement 
may be terminated bv either pnrty at the expiration of five year? 
by six months' notice in writ in fr previously given. Otherwise the 
agreement is to continue after such five years until terminated by 
six months' written notice from any date. In consideration of the 
faithful performance of the service provided for in the agreement 
the company is to receive the sum of $10,000 annually and is also 
released from the employment of pilots and the payment of any port 
charges which may be established during the term of the contract. 
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SEFOBT OF CHESIEE IK)NAIDSON, CONSUI. AT FOEI UKOH^ 

OOSIA BICA. 

I have the honor to forward herewith the " current freight rates 
charged by steamship lines for voyages from foreign ports to Ameri- 
can ports," as instructed by circular instruction No. 152 of September 
10, 1912. 

The inclosed tables of freight charges are the rates set by the 
United Fruit Co.'s lines. The other steamship lines that carry 
freight charge the same rate, taking it from the United Fruit Co., 
which is the principal line to the United States and Europe from 
this port. 

Chbstes Don aldson , 

Am^ican Consul, 

Port Limok, Novevnber 9^ 191fi* 



Editor's Note. — The freight traffic between New York and Port 
Limon is governed by the same agreement and understanding be- 
tween the several lines as was described in connection with Mr. 

Drehers report on page 290 of this volume. 

Section 5 of the agreement between the Hamburg- Americnn Line's 
Atlas service and the Koyal Mail Steam Packet Co. provides that — 

As reirnn^a Port Limon It If' nnf the fntention of the Hoyal Mall Stenm Packet 
Co. to exteud their present services to that port, but they reserve the right to 
eall there, and in the event of any ateamera of the Royal Hail Steam Packet Go. 

requiring to call, ft Is agreed that the two companies shall meet nnd ondoavor 
to make such arrangements as will least interfere with the interests of each 
other. 



* 

BEPOET OF EITGH B. WILSOH, OEABOt FAEFAIBE8 AT OVATE- 

KALA. 

The steamsAiip lines engaged in trade on the Pacific side of Guate- 
mala — that is, between the Pacific ports of this country and San 
Frandaoo — are: The Pacific Mail Steamship Co., the Kosmos Line, 
a German corporation, and the Salvador Railroad Line. The last 
connects at Salina Cruz with the American Hawaiian Steamship Co., 
and by way of Tehuantepec and Puerto Mexico with New York. 

The prevalent opinion in this city is that a freight agreement exists 
betwe^ these three lines, but I have been unable to obtain a copy 
of it. However, the freight rate for the most important conmnodity, 
coffee, is identical on the three routes, $9 per ton of 2,000 pounds, to 
San Francisco. Similarly for the return trip the same rate is charged 
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by all three on flour, $6.50, But these rates are generally considered 
not at all unreasonable, taking into consideration the serious weather 

• ddays occasioned by the necessity of loading and unloading in the 
open roadsteads of the Pacific ports. I am therefore of the opinion 
that their agreement is amply to prevent a ruinous competition 
among themselTes, and is not designed to, nor does it result in, a 
restriction of trade. 
I'he Pacific Mail is the only one receiving any assistance from 

- the Government of Guatemala, which it gets under a mail contract 
made in 1897. By the terms of this agreement the Government is 
to pay monthly the sum of 2,000 pesos, bui at that time the value of 
the peso was about 40 cents gold, while it is worth between 5 and 6 
cents erold at the present time. The contract, therefore, has grcarly 
depreciated m value. I am unable to ascertain that any of the rar ilic 
coast lines are aided by the railroads or have any rate agreementa 
with them. The railroads claim, however, that orders of shippers 
are strictlv fulfilled. 

On the Atlantic coast the dominant factor is the United Fruit Co. 
From Puerto Barrios this line makes weekly voyages direct to New 
Orleans and weekly sailings to the same port, touching at Livingston, 
carrying both passengers and mail. On May 10 of this year a United 
Fruit Co.'s ship sailed from New York for Puerto Barrios, inaugu- 
rating a regular sailing between those two ports every 21 days. The 
Orr Laubenheimer Line has a fortnightly sailing between Puerto 
Barrios, Livingston, and Mobile. The Donald Steamship Line pre- 
viously made connections between Puerto Barrios and New York, 
but is now discontinued. It is currently reported here that the 
United Fruit Co. dominates the Orr Laubenheimer Line to Mobile, 
but there is no known agreement between the Salvador Railroad 
service to New York via Tehuantepec, which I have mentioned pre- 
viously, and the United Fruit Go. The Salvador Line seems to 
have good patronage in sugar shipments from the Pacific ports of 
Guatemala. 

The Government of Guatemala g ves no assistance to any of the 
Atlantic coast lines. .\ few years ago an ngreement was talked of 
for a subsidy to be given the United Fruit Co. for its mail service, 
but this has never been made effective, as it has never been possible 
to arrange with the Government the exact terms of the contract. The 
company has continued to carry the mails orratis. 

The Guatemalan Railroad, from Puerto i^arrios to the city of 
nnatein^iln. is not owned by the United Fruit Co., but the two cor- 
porations are larnrely controlled by the same people and for the most 
part their interests are identical. As an instance of how the railroads 
have attempted to divert traffic from the Pacific ports for shipment 
by Puerto Barrios, I am attaching a schedule showing the tariff for 
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coffee shipments in Onatemala. Tt will be noted that as one pa-ses 
the vWy of (Juateniala and fjoes westward the rate decreases instead 
of increasino: for the lon^^er haul, and this is for a territory whose 
natural outlet would he the Parific coast. 

By the terms of the construction contract be^tween the Guatemalan 
Kailroad and the Government of Guatemala the railroad owns the 
pier at Puerto Parrios and 1 mile of beacli on both the upper and 
lower sides thereof, covering practically the entire beach available for 
docking purposes. Since the road is controlled by the same group 
that controls the United Fruit Co. it can be easily seen that the fruit 
company can virtually control the commerce of the country by the 
port of Puerto Barrios, as competing steamship lines may be so ham- 
pered in their docking facilities as to render calls at the port entirely 
impracticable. 

The Guatemalan Railroad has recently houglit the complete control 
of the Guatemala Central Railroad and all its holdings to the west 
and south of Guatemala City, thus placing all the roads of the coun- 
try under the same management It is too early as yet to foresee the 
results of this entire monopoly of the railroads by the interests allied 
to the United Fruit Co. But as a result of the monopoly by the 
same interests controlling the Atlantic traffic the rates are already 
very high on shipments from the United States and are the cause of 
much complaint in the country. It is generally thought that the 
heavy rates cut down very materially the commerce which might be 
built up between Guatemala and the United States. 

Hugh B. Wilson, 
American Charge d*Af aires* 

GuATBMAi«A, May 17^ 191$, 



Eoitob's Note. — ^With reference to the relations existing between 
the Pacific Mail Steamship Co. and the Kosmos Line in tlie trade 
between Central American and Mexican ports and the Pacific ports 
of the United States, the reader is referred to the testimony ot Mr. 
R. P. Schwerin, vice president and general manager of the Pacific 
Mail Steamship Co.. before the Conunittee on the Merchant Marine 
and Fisheries in its investigation of the so-called shipping combine. 
(See pp. 864 and following of the hearings.) 
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SUFPIEMEHTAST BEPORT OF HUGH B. WIL80H» CHABGfi 

D'AFFAIBES AT OTATBUAL/i. 

I have since received information which shows that I was inac- 
curate in one of my statements. I had the honor to say, on page 2 
of the report, that the Pacific Mail was the only steamship company 

on the Pacific coast of Guatemala thflt had a mail contract with this 
Government. I find, liowever. thai on August 30, ll'll. u mail con- 
tract was published between the Kosmos Line, a German corporation, 
and the (lovernment <»f (iuateniala. For the Rei\iee of currying: 
jiiails this Government gix'es no subvention in money to the Kosmos 
Line, but grants them certain |)rivileges — for examph. privileges in 
wharf, shippini;:, and landing service, free nse of the national tele- 
graph line for reporting the movements of ships, and exempt 
from maritime or port taxes. This contract is for the duration of 
two years, but automatically renews itself if it is not denounced by 
either party. 

Hugh K. Wilson. 

Guatemala, May £7, 1912. 



VEPOVS OF GIATTDE I. BAWSOH, GQHSUL AT PTTEBTO COBTE^ 

HOBBITBAS. 

Four steamship lines operate between Puerto Cortes and United 
States ports. Three of them have more or less regular schedules; the 
fourth is very irregular, and, in the absence of a local office or agent, 
the data required by the d^artment is not obtainable. 

One line, the Atlantic Fruit & Steamship Co., accepts general 
freight when offered at the rates charged by the dominant carrier, 
the United Fruit Co. This line, however, has no established sched- 
ules and changes the destination of sailings to suit the convenience 
of its fruit trade. For this reason it does not publish freight tariffs 
or solicit business. 

Copies of the tariffs of the two remaining lines are transmitted 
herewith. These companies are the United Fruit Co. and the Hub- 
bard-Zemnrray Steamship Co. The former operates between Pnerto 
Cortes and Xew Yorlc. New Orleans, and ^lobile. with direct sail- 
inirs to each port, i lit I fiil)l)ard-ZenHirray Co.. operates only to 
Mobile. It is the successor to the Thacker Bros. Steamship Co., whose 
original freight tariff it continues in effect. 

Claude I. Dawhox. 
American Com 

Puerto Cort£S, Hojsdubas, October 29 ^ 191^, 
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BEPOBT OF GEOBGE T. WEITZEI^ AMERICAN MDHSTEB AT 

MAHAaUA* VICABAQVA. 

I liAve the honor to report that there are three steamship linear 
which touch at the Pacific ports of Nicaragua, to wit, the Pacific 
Mail Steamship Co., under the American flag; the Eosmos Line, 
German; and Compania de Tapores del Pacifico, British, the last 
named plying only between Central American and Mexican ports; 
and four lines which toudi at the Atlantic ports, to wit, the Hamburg- 
Ajnerican (German), the Bluefields Steamship Co., Uie Atlantic 
Fruit & Steamship Co., and the United Fruit Co., these three being 
American corporations but operating their ships under foreign flags. 

By way of further preliminary explanation I beg to report iliat 
there is only one rdilroad in the Republic, to wit, a line from Corinto, 
on the Pacific, through Leon, tlie metropolis, and Managua, the 
capital, to Granadn, on Lake Nicaragua, about 130 miles in all, 
owned and operated by the Government. 

Replying ^^pe^ifically to the six interrogatories contained in the 
circular, I heir to state that — 

1. No agreements, pools, or combinations have been made by any 
of the steamship lines with the railroad, and so far as known no 
^uch conij)acts have been made with each other. 

2. No method is used, so far as known, to prevent the publication 
'of their methods and practices in the United States, and no favors 
are shown to any ship or ship lines, except the mail subsidy men- 
tioned in the next paragraph, which would give them any advantage 
in competition with other ships or ship lines. The Government does, 
however, by way of encouragement, permit each of the existing lines 
on the Pacific to use the Government telegraph and telephone service 
without charge, and does grant to each of them a reduction of T5 
per cent of the stamp prices for freight deposited at the ports and 
the concession of not paying any charges on freight that is unloaded 
for transshipment. 

8. Nicaragua does not own any vessels engaged in the foreign 
commerce of the United States, and it has not subsidized any ves- 
sels engaged in that commerce, except that it pays the sum of $2,250 
silver ($900 gold) quarterly to the Pacific Mail Steamship Co. for 
carrying the mails, the company agreeing on its part to maintain a 
regular schedule of calls at the ports of Corinto and San Juan 
del Sur. 

4. The Pacific Mail Steamship Co. is reported to be owned or con- 
trolled by the so-called Harriman raOroada. 

5. The practices in Nicaragua of the foreign steamship lines do 
not appear to be in contravention of th& commercial treaties of the 
United States or in violation of the laws of the United States. In 
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this connection, howeTer, I would respectfully call attention to the 
charges made by the Bluefields Steamship Co. against the United 
Fruit Co., alleging improper and illegal practices in the endeavor 
to stifle competition and control rates for transportation of fruit • 
from the Atlantic ports of Nicaragua to the United States and else- 
where. These charges are of record, so I am told, in the Fedml 
courts of Louisiana and Pennsylvania. 

6. There are no agreements between the steamship lines and the 
railroad, and therefore the commerce and freight rates of the United 
States are not affected in that respect. 

George T. Win izKL. 

Managua, June i?, 



B£PO£T OF JAMES G. KEIXOG0, CONSTTI AT COLON, PANAMA. 

Snt: I have the honor to transmit herewith the freight tariff of 
the United Fruit Go. from Colon to New Orleans, and also that of the 
Panama Railroad-Steamship Line from Colon to New York, the 
latter in manifold copy, as this company could not furnish this office 
with a printed list. The Hamburg- American Line, the Royal Mail 
Steam Packet Co.. and the United Fruit Co., carrying freight to 
New York, have the same freight tariff as the Panama liailroad- 
Steainsliip Line; but these lines have no printed lists. The Leland 
and Harrison Lines, opera tin£j from Colon to American Gulf ports, 
regulate their tarilFs accordino^ to that of the United 1 luit Co. to 
New Orleans. The amount of freight carried to New Orleans is 
practically nothing. 

James C. KellogGj Coumd. 

Colon, Panama, October 16, 1912, 



Editor^s Note. — ^In the traffic between New York and Colon the 
Hamburg- American Line, the Royal Mail Steam Packet Co., and the 
United Fruit Co. work under the agreement or understanding, ex- 
plained on pa<res 232 and 290 of this volume, in connection with the 
reports submitted by Mr. James T. Du Bois and Mr. Julius D. 
Dreher. 

In its report to the Committee on the Merchant Marine and Fish- 
eries, the United Fruit Co. explains that~ 

This company has no agreemeotfl or <!0iitract8 of any Idiril as mentioned in the 

question, but the company vt^rbnl nnfler5?tond!ugs with the Pannmn Rail- 
road Steoniship Co. (owned by the United States Government ), the Hamburg- 
American Line of Germany, and the Royal Mall Steam Packet Oa of Great 
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Britain to the effect mat it will discuss with them proposed changes in rat« 
before the sjinic are made effective, in order to maintain stability in rates, whicli 
Is essential to the interests as well of shippers as of the steamship companies. 
The object Is thpi o ich company may be advised in advaiiof' of any proposed 
chnnfTcs by the oilici.^, bm ihtre in no afrrecnieut to maintain any rate estab- 
, lished by the others. Each company makes and pnbliaheB Its own rates. anA 
ia free to adhere to these rates or not, as it may see fit. 



EEPOET OF THOMAS HINCKLEY, COT^^TTL GEHEBAL AT SAH 

SALVABOB, SALYADO&. 

The Kepiiblic- of Salvador, with an area approximately equal to 
that of the State of New Jersey, and with a popnlntion eptiiiiated at 
1,700,000, lying entirely on the Pacific coast and mniway between 
the IsthmnseR of Tehuantepec and Panama, is not connected nt 
present by railway with the Atlantic seaboard or with the railways 
of other Central American Kepublics, although the International 
Railways of Central America is now constructing a line from La 
Union, Salvador, which will join that company's system in Guate- 
mala, thereby giving Salvador an Atlantic outlet for trade. The 
Bepublic is connected with foreign ports by three steamship lines, 
namely, the Pacific Mail Steamship Co., an American corporatioii, 
which maintains a service between San Francisco, Cal., and Panama^ 
calling at certain intermediate ports; the Kosmos Line, a German 
corporation, which operates steamers between Hamburg, Germany, 
and Califomian ports, via the Strait of Magellan, calling at certain 
ports en route; and the Salvador Railway Co. (Ltd.)» an English 
corporation, whose steamships maintain a service between certain 
ports of Nicaragua, Honduras, Salvador, Guatemala, and Mexico. 
Each of the three steamship lines is engaged in the foreign-carrying 
trade of the United States. 

The Pacific Mail Steamship Co., the Kosmos Line, and the steamers 
of the Salvador Railway Co. are cocarriers with the West Indian 
and Atlantic combine, mentioned on page 9 of the Report of the 
Royal Commission on Shiy>ping Rings (Cd.. 4669), 1900, issued by 
the British Government, .iiul consequently grant rebates, but this is 
done only under certain circumstances on coffee exportations. Tlierc 
are no other kind^ of rebates or si>ecial privileges granted. Every 
year the Pacific Mail Steamship Co. and the Kosmos Line form an 
agreement for the purpose of fixing rates and tariffs, i)articiilarly on 
coffee exportation*--, and these rates and tariffs are conformed to by 
the steamers of the Salvador "Railwav Co. It niav be seen tliat com- 
j)etition is destroyed l>y agreement by the first t^o tuiii})anies men- 
tioned, which operate steamers between Salvadorean and American 
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ports, and that coiupetition could exist, but dues not, between these 
two companies and the company hist named, which is engaged in the 
foreign-carrying trade of the United States between Salvadorean 
ports and Balina Cruz. ^Mexico, because it chooses to conform to th» 
fixed rates and tariffs. There is no agreement or understanding by 
which a different and more favorable throuiili rate is given between 
these steamship lines and the railroads of the Kepublic. 

The steamships of tlio Pacific Mail Co. and the Kosmos Line are 
under contract with the Government of Salvador to carry the mnils 
in exchange for a subsidy and freedom of port dues (for copies of 
contracts, see inclosures Xos. 2 and 3). This gives them an advnn- 
tage over Tessels owned hy any other company. 

The Government of Salvador gives an annual subsidy of 15,000 
pesos, or approximately $6^50 United States currency, to the Pacific 
Mail Steamship Co., and 6,000 pesos, or approximately $2,500 United 
States currency^ to the Kosmos Line, and grants them freedom from 
port dues, which are very heavy, amounting to over $0.0C United 
States currency a ton. 

For the' published freight tariffs of the Pacific Mail Steamship 
Co. and the Kosmos Line between Salvadorean and American ports 
see inclosures Nos. 4, 5, and 6, and for those of the steamers of 
the Salvador Railway Co. between Salvadorean ports and Salina 
Cruz, Mexico, inclosure No. 7. 

Thomas Hinckley, 

Consul General, 

Sak Saiatadob, Salvador, November fS6y 1912, 



Eon OR 's Note.— On pairr 2So ^Ir. Hinckley refers to the contract 
entered into between the Pacific Mail Su'iniksliip Co. and the Govern- 
ment of Salvador for tlie earryinir of the mails, as well as freight, in 
exchange for a subsidy and freedom from port dues. According to 
the terms of this contract, entered into June 13, 1912, the Pacific Mail 
Steamship Co. agrees that the regular steamers of the company will 
call according to schedule and establish a service touching at the 
ports of Salvador, according to the itineraries which may Be estab- 
lished between Panama. Colombia, and ports of Central America and 
Mexi< n. and that the regular steamers of tlie company will call at 
Acajuila, La Libertad, and La Union according to schedule and in 
such a manner that tiiere may be a connection at Colon with the 
steamers to New York. The company also agrees to carry all me- 
chanics, laborers, and agriculturists * who may immigrate to the 
Ke])ublic from any of the ports at w hich the steamers touch, provided 
they come under contract with or nrc enira^red by the Government, at 
f. rt'bate of 25 jkm" cent from pas.senger tariff G. O. No. 236. At the 
same time, it is provided that the commandantes of the ports and the 
tmployees of the post office and telegraph will be transported free 
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between the ports of the Republic. Railway materials coming from 
8an Frnncisco, if uRed for tne exclusive account of tlie Government, 
and any material for public utility purposes must be transported at a 
reduction of 40 per cent of the regular tariff rates. Morec^ver, at all 
times the company agrees to transport Government troops between 
the ports of Salrador at a reduction of 50 per cent fr<Hn the rate of 
steerage passa tre, and materials of war at a reduction of 25 per cent. 
On the other hand, the company agrees not to permit troops or muni* 
tions of war to be carried on its vessels from ports of call to those 
adjacent to Salvador if there is reason to believe {hat the same are 
intended for use against Salvador. 

In return for these services and promises the steamers of the com- 
pany are exempt from the payment of all dues and maritime imposts, 
and the Government also binds itself to establish independent Hght- 
houses at designated points. The Government agrees to pay to the 
company an annual subvention of $15,000 silver money current in 
the Republic, and the company and its agents are granted free use 
of the national telephone and telegraph in all matters relating to the 
service. The contract is made for a period of two years and will be 
continued for successive periods of two years unless notice of reci- 
sion is given by one party or the other within three months previous 
notice. 

Lack of space prevents the publication of the four tariffs referred 
to in Mr. Hinckley's report (p. 283). It should be stated, however, 
that the tariffs of the Pacific Mail Steamship Co. (freight tariff No. 
58, dated Nov. 25, 1912) and the Kosmos Line (freight tariff No. 17, 
also dated Nov. 25, 1912), while differing in form, agree in every 
respect as regards rates from Central American ports to San Fran- 
cisco. Both lines also furnished the Committee on ilie Merchant 
Marine and Fisliorips copies of their published freight tariffs apply- 
ing from San Francisco and Pacific coast ports to west coast ports 
oi Oentral America and Mexican ports. Both freight tarife went 
into effect March 25, 1912, and are identical as to rates. 

Mr. Hinckley also inclosed a cop^y of the Pacific Mail Steamship 
Co.'s freight tariff Xo. 25. applying from Mexican and Coritral 
American ports to New York via the Isthmus of Panama in connec- 
tion with the Panama Pailroad Co. and the Panama Kailroad Steam- 
ship Line. According to letters addressed by the^ several companies 
to the Committee on the Merchant Bfarine and Fisheries, it appears 
that the three lines operating from New York to west coast ports of 
Central America and Mejdco, viz, the Panama Railroad Steamship 
Line, the Hamburg- American Line (Atlas Ser\dce), r»nd the Royal 
Mail Steam Packet Co., all use the Pacific Mail Steamship Co.'s 
tariff referred to above. 



Digitized by Google 



METHODS 07 STEAMSHIP UNES CARBnNO FOBEiGN TBADE. 285 

E£PO&T Oi* A. IL B£AUPS£, AME&ICAN UINIStEE TO CUBA. 

In order to aftord a bottor understaiidinG' of the carrying trade 
between tln^ T^nited States and Cuba it is dp'^irahle to preface the 
specific replies to the questions contained in the department's circu- 
lar of April 8, 1912, with a cfeneral account of the several steamship 
lines engaged in that trade and the character of their busiiie^^s. 

(1) The New York <& Cvhan Mail Steamship Co. (Ward Line). — 
This company hu« two regular sailings, both north and south bound, 
between New York and Ilabana — one of the steamers, after stopping 
at Habaiia, continuing to Mexican ports, and stopping at Uabana on 
the way back; the other steamer running between New York and 
Habana alone. The steamers engaged in this service fly the Ameri- 
can flag, are of from six to eight thousand tons displacement, and 
cany many passengers. Although subsidized by the United States 
Oovemment as mail carriers, they carry very little mail owing to the 
more expeditious mute via Florida. The outbomid cargoes of these 
steamers consist of all classes of general merchandise, and they gen- 
erally return light, except during the pineapple season (May to 
July) ; for, although they carry practically all the leaf tobacco and 
cigars shipped north, east, and west, this frei^t is small in volume, 
and the schedules of the steamers and other circumstances do not 
permit of their taking, except on lelatiyely rare occasions, such low- 
class freight as sugar. 

This company has also a semimonthly freight service between 
New York and ports on the south coast of Cuba from Cienfuegos 
to Santiago de Cuba, and owns and operates several steamers in 
^ tramp ^ freight service, which at frequent intervals come to Habana 
with heavy cargo that the regular liners can not accommodate. 
Nearly all of the steamers engaged exclusively in freight carrying, 
though owned by the company, are of European build, and perforce 
fly the Cuban flag. The company used to run small American freight 
and passenger steamers between New York and Santiago de Cuba 
and south coast ports, but with the improvement of railway trans- 
portation in Cuba — wliich diverted nearly all the traffic to Habana — 
the passenger service was given up. 

(2) Munsm Steamship Line, New York-north coast sermoe» — 
This company has a biweekly freight and passenger service between 
New York and all the important ports on the north coast of Cuba 
ixcept Habana. The vessels employed in this service are old Ger- 
man steamers which the company bought several years ago and 
placed under the Cuban flag, after altering and overhauling them so 
as to provide accommodations for a limited number of passengers. 
They bring general merchandise of all kinds and take back sugar. 
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(3) Southern Pacific New Orleans-Hahana {Morgan) Line. — 
This line has a weekly passenger and freight service between New 
Orleans and Habana, with a semiweekly service during the tourist 
season and occasionally during the pineapple season. The steamers 
are American and of about 3,500 tons displacement. Tn season they 
have a large passenger traffic, but the business of the line is mainly 
freight. Nearly all of the southbound freight is foodstuffs from 
the West and the Middle West, carried on through bills of lading 
from point of origin to Habana; occasionally the steamers take 
sugar cargoes to Niew Orlr n % and during the pineapple season carry 
large quantities of that fruit for Chicago and other western cities. 

(4) Munson Steamship Line, Mobile service, — ^This line has a 
weekly freight service between Mobile and Habana and biweekly be* 
t ween Mobile and other north and south coast ports. The steamers are 
all European tramps operated by the company on time charter. The 
business of this line, except for the passenger traffic, is identical with 
that of the Southern Pacific. 

(5) Gal/oeston-Habaim Z»n«.— With weekly or trimonthly sailings 
between the ports named, by time-chartered tramps, the business of 
this line is the same as that of the Mobile line. 

(6) Pmiimdar dh Occidental Steamghip Co, — ^This line operates 
small mail and passenger steamers between Key West and Habana, 
with sailings every day, except Sunday, and also two steamers a week 
between Tan)pa and Habana. The steamers fly the American flag, 
except during the tourist season (December-March), when the Key 
West boats are replaced by faster and more commodious steamers 
flying the British flag. This line carries comparatively little freight. 
It has mail contracts — ^which are the main support of the line — both 
with our own Government and the Cuban Government; but tlie.se 
contracts can hardly be regarded, like the contract of the Ward Line, 
as subsidies, because an actual service is rendered conunensurate with 
the amounts received. 

In addition to tlie fore<Tfoing regular lines, there is another freiglit 
line operating tramp steamers once or twice a month between New 
York and li;J>ana; and lioyal Mail (British) steamers engaged in 
the New York-West Indian trade call twice a month at Antilla (Nipe 
Bay), the terminal of the (/'iiba Kailroad. 

The bulk of the tonnage carried bet\voen the United States and 
Cuba consists of coal (about 800.000 tons per am mm) south bound, 
and sugar (1,800.000 tons) and iron ore (2,500,000 tons) north 
bound. This freiiriit is, with the exce})tion of the relatively suiall 
quantities of su^^ar taken by the reguhir liners, all carried by Euro- 
pean tramps hired on time charter by American shipping firms, such 
as the Munson Steamship Line, the West Indies Steamship Co., the 
Earn Steamship Line, Funch, Edye & Co., and others. This busi- 
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ness is highly competitive, rates being governed by natural condi- 
tions and the rental price of bottoms. The rates are generally too 
low to make the employment of American bottoms profitable. 

The best information obtainable in Cuba upon the points covered 
by the questions contained in the department's circular is as follows: 

1. None of the traffic is pooled. It, can be said with reasonable 
assurance tliat there are no combinations of anv kind between the 
Cuban railroads and the ocean carriers; in fact only in a few isolated 
cases is freight carried through " to and from interior points in 
Cuba. 

Rate agreements are said to exist between the lines operating from 
Gulf ports, to which the Ward Line is a party in so far as points 
such as Chicago that are regarded as ^ common to New York and 
the Gulf are concerned. These rates are made by a tariff association 
called the '^Gulf conference,'* similar in operation and method to 
the tariff associations or classification committees formed among the 
interstate railroads in the United States. The purpose of this asso- 
ciation is apparently more to assure a uniformity of rates and to 
prevent indiscriminate rate making than to smother or destroy 
honest competition. None of the Gulf lines, it is believed, makes 
special rates or gives rebates to anyone. Their business, consisting 
almost entirely of rail-and-water traffic, is conducted exactly like 
that of American railroads doing interstate traffic, and their tariffs 
are bused on liie Southern (niilrtfad) Cla.s.sification. 

There are published thr()u<j:h rates from all interior i)oints in the 
West and Middle West via Gulf ports and New York and from 
points in the South and Southwest via Gulf ports. Our Interstate 
Commerce Commission has on file or can readily procure the tariffs, 
which are published by the railroads and not by their steamship con- 
nections. The rates are almost invariably lower than a combination 
of locals, tlie object being to equalize as near as possible sectional 
conditions. The Ward Line, urdike the Gulf lines controlled by or 
operated in conibiuation with the American railroads, has no through 
rates or billing arrangements except from points competitive with 
the latter: otherwise its traffic, wliether originating in Now York or 
not (it usually does not), is regarded as local: in other words, widle 
a shipment destined to Cuba and originating in Buifalo would pay 
the rail rate from Buffalo to New York and would then be rcbilled 
and reshipped under the full steamer rate to Habana, a shipment 
originating at Indianapolis would take the through rate published 
by the Gulf lines and the steamer's proportion would be consider- 
ably less tlian its flat New York-Habana rate. 

The Ward Line did, it is thought, at one time give rebates to cer- 
tain large and regular shippers of cement, iron, and steel products, 
etc., but there* is no way of ascertaining whether this practice still 
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obtains, except through proper inquiry in the United States. II 
special rates or rebates are, however, given at all, it must be for 
some compelling reason ; and it must be borne in mind that the fac- 
tors which determine ocean rates are essentially different from those 
obtaining on land, where stability of rates can be more easily main- 
tained. A large shipper, if refused special favors b\ a railroad, could 
not ordinarily build another railroad, but he could, whenever he 
has or can assemble sufficient cargo, charter a small tramp steamer. 

The Ward Line has continued in control of the trade from New 
York to Cuba because it is currently believed to pay the Munson 
Steamship Line, and the Hamburg-American, French, and Spanish 
lines a consideration to leave it a free hand. Each of these com- 
panies has from time to time in the past decade thieatened com- 
petition with the Ward Line, and the Hamburg- American Line did 
• for a while run steamers between New York and Habana, but soon 
took them off. The rates from New York to Cuban ports are very 
high (in many instances, if not in all, higher than from EnrojieaK 
ports), the traffic is large, and the Ward Line has made a great deal 
of money; therefore no explanation can be found of the practical 
lack of competition other than the existence of a compensatory agree- 
ment or understanding. If, as is quite apparent, such an agreemem 
or understanding esdsts, it is essentially of the nature of a private 

contract, to which no outsider has access. 

II. The first part of this question is fully answered above. The 

Cuban Government gives no subsidies, bounties, or other discrimi- 
natory favors of any kind to vessels, either national or foreign, en- 
gaged in over-sea commerce, and, except that coastwise trade is by 
statute restricted to national vessels, the same may be said of those 
engaged in domestic commerce. 

III. This question is answered in No. II. 

IV. The Southern Pacific Habana-New Orleans Line is owned 
and operated by the Southern Pacific Railway. The Peninsular & 
Occidental Steamship Ck>. is owned by the Florida East Coast 

Railway. 

V. I do not know of any commercial treaty which the practices 
described above might contravene; and whether those practices are 
in violation of the laws of the United States could perhaps be de- 
termined only by inquiry in the United States, where the companies 
concerned are domidled. 

yi. It is not believed that the rate agreements pointed out above, 
if they exist at all, have any effect whatever upon the trade of the 
United States with Cuba ; such trade as we do not now get with our 
geographical and tariff advantages could hardly be obtained by the 
slight reduction in freight rates that unrestrained competition might 
bring about, and any saving that might be thus accomplished would 
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go to the Cuban merchant. Any such agreements that exist do not 
affect northbound traffic (American importt), which ia subject to 
lively oompetition, open to the ships of the world. 

A. M. Bbauprb, 
Ameriean MinUter^ 



UPOET OF rUUTTB D. JURMBSE, CQIISUL AT POET AETOEIO, 

JAXAICA. 

I have the honor to invite attention to the combination freight 
rates, and particularly to the excessive minimum freight rate, from 
the United States to Jamaica. 

Some mcmths ago all the shipping companies carrying freight be- 
tween Jamaican and American and British ports agreed upon uni- 
form rates, the rates being the same between Jamaica and those two 
eountries. At the same time the freight charges were increased to 
such an extent that merchants have informed me that the reduction 
of the ad valorem customs duties in Jamaica from 16} per cent to 10 
per cent has been offset in nearly all goods by the increased frei^t 
rates ; but as all articles of food pay specific duties, the increase in 
freight rates is detrimental to business, and is also an increased bur- 
den to the people of Jamaica, who are generally of the poorer 
classes. 

When the frei^t rates were advanced the minimum freight rate 
was increased from $3 to $7, which is an excessive charge on every 
shipment less than a ton, imless the weight or size is small enough to 
come within the classification of parcels. As an illustration of the 
operation of this new regulation it may be stated that a charge of $7 
has been paid by the United States Government on a box containing 
an Underwood typewriter of the gross weight of 68 pounds, shipped 
from New York to Port Antonio. This excessive minimum freight 
rate operates to the disadvantage of American exporters and Jamai- 
can merchanLs when the latter wish sam]iles of heavy goods sent to 
them before placing an order for stock, bnch a rate also deters per- 
sons from ordering small quantities of goods or provisions from the 
United States. 

« 

Julius D. Dreher, 

American Consul, 

Port Antonio, Jamaica, January 10^ WIS, 
88187— la 19 
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Editor's Note. — ^The reader is referred to the testimony of Mr. 
Christian J. Beck, freight traffic manager of the Hamburg- American 
Line, on pages 518 to 541, inclusive, of the hearings before the Com- 
mittee on the Merchant Marine and Fisheries in toe investigation of 
the so-called shipping combine. In his testimony "Mx, l&ck sab- 
mitted tlie several freight and passenger a^eements entered into 
bet weon the A tins service of the Mambttig'-American Line and the 
Boyal Mail 8teain Packet Co. 

Briefly summarized, tlie agieement of February 21, 1908, provides 
for— 

(1) A freight pooling arrangement on the basis of 77 ^ per cent 
to the Hamburg- American Line and 22^ per cent to the Bioyal Mail 
Steam Packet Co. A margin of 6 per cent on the above proportion, 

however, is to be allowed each company, airl if at the end of me year 
it is found that the actual total earnings of each company have 
amuunted to less than the respective proportions of 72^ per cent bj 
the Hamburg- American Line and 17^ per cent by the Koyal Mail 
Steam Packet Co., then the difference between these minimnm pro- 
portions and the proportions in the earnings shall he adjusted in 
accordance with certain rules adopted in the agreement. It is also 
agreed to ascci tain month hy month the quantity of cargo carried by 
the two lines with a vie\v to arranging the carnage in the agreed 
proj^ortions^ as far as possible. 

(2) A jomt freight tariff to be agreed a|>on between the agencies 
of the companies in New York. The parties further agree to run 
their passenger steamers between New York and Colon alternately, 
as far as possible. 

(3) A division of territory. The Royal Mail Steam Packet Co. 
agrees not to extend its service to Haitian ports and Santa Martha, as 
far as sailings to and from New York are concerned, except in case 
of war with the Royal Dutch West India Mail Line, in which case 
the Boyal Mail Steam Packet Co. is to receive tiie privilege of call* 
ing at Haitian ports served by the Dutch Line^ 

It should be stated here that the Atlas service of the Hamburg- 
American Line and the Royal Dutch West India Mail Line have an 
agreement with reference to the division of Haitian ports between 
themselves^ a copy of which is found on ytage 524 oL liie heariiujs in 
the investigation of the so-called shipping combine. The Boyal 
Mail Steam Packet Co. also expresses its intention not to extend its 
present service to the port of Port limon and in case this ^ould be 
doTie the two companies agree to meet with a view to makin^r ^ndi 
arrangements as will least interfere with the interests of each other. 
In turn, the ITamburg-Anierican Line agrees not to call at Trinidad 
and Grenada from and to New York^ excepting with their cruising 
steamers. The Hamburg- American Lme, however, reserves for itself 
the service between New York and Puerto Barrios, but if more than 
a four-weekly steamer should be required the Royal Mail Steam 
Packet Co. is to have the option to share alternate steamers for the 
additional sailings. 

On October 7, 1908, an agreement supplemental to the one of Feb- 
ruary 21, 1908, was entered into between the two lines. This agree- 
ment provided among other matters: 

(1) That certain steamships of the two companies shall be dis- 
patched from New York to Colon on alternate weeks. 
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(2) That the inward and outward manifest sheets of both lines be- 
tween New York and Jamaica, Isthmus of Panama, west coast of 
South and Central America, and Colombia, are to be sent to the 
principals in London and Hamburg, and cL>pies to be interchanged 
between the two companies at New York. These sheete must show 
actual rates charged snippers. 

(3) The basis of commissions to shippers is fiiLed in accordance 
with a definite schedule. 

Mr. Beck testified that these agreements had been renewed and are 
in existence to-day* He also testified that his line has no hard and 
fast agreement with the United Fruit Co., which also operates from 
New York to Jamaica and other ports enumerated in the above men- 
tioned agreement, but stated that it is tacitly understood that the 
United Fruit Co. will observe the same rates and conditions as the 
Royal Mail Steam Packet Co. and the Hamburg-American Line. 
This understanding with the United Fruit Co., however, is only a 
rate fixing arrangement and does not involve a pooling agreement. 



BEPOBT OF WnUAH W. ATTSSECL, AMEBICAH XDmTEB TO 

SAHIO Domvoo. 

I have the honor to report as follows as regards the Dominican 
Bepublic : 

1. There are at present four foreign steamship lines that touch at 
this port viz: 

Clyde Steamship Co., W. I. Line, American, New York and Do- 
minican ports. 

Hamburg- American, German, itinerary as follows: St. Thomas, 
San Juan (P. B.), Macoris, Santo Domingo City, Azua (Dominican 
Bepublic), Jacmel (Haiti), Aux Cayes (Haiti), Kingston, Port an 
Prince, Jeremie (Haiti), Aux Cayes, Jacmel, Santo Domingo City, 
Macoris, San Juan, Ponce, St. Thomas. 

Oompagnie G^^rale Transatlantique, French, Itinerary as follows: 
Fort de France, Point-d-Pitre, Basse Terre, St Thomas, Ponce, 
Mayaguez, Santo Domingo City, Jacmel, Port au Prince, Petit 
Goave, Jeremie, Santiago de Cuba, Aux Cayes, Jacmel, Santo Do- 
mingo City, Mayaguez, Ponce, St. Thomas, Basse Terre, Point-4- 
Pitre, Fort de France. 

Sobrinos de Herrera, Cuban, itinerary as follows: Habana, Nue- 
vitas, Santiago de Cuba, Santo Domingo City, San Pedro de Macoris, 
Ponce. San Juan, Mayaguez, Ponce, San Pedro de Macoris, Santo 
Domingo City, Santiago de Cuba. 

The Clyde Line has had a monopoly in this Bepublic for a number 
of years, and formerly had a concession from the Government, but 
this was bought up. The agent here states that the Clyde Line ha« 
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no agreement with any other lines as to freigrlit rates or anything 
else. Inclosed you will find a copy of the freight tariff. The fol- 
lowing general freight rates to New York were furnished: Sugar, 
$8.45 per ton ; cacao, 30 cents per 100 pounds; coffee, 25 cents per 100 
pounds; wood, $4 per ton of 2,240 pounds; honey, 3 cents per gallon 
gross gauge of balrels; goatskins, in bundles, $1 per 100 pounds; 
hides in bundles, 50 cents per 100 pounds. A German merchant 
here, agent of the Hamburg- American Lane, informs me that the 
Hamburg'American line and the Clyde Lino ha¥e an agreement 
not to mn direct lines from New York to the ports on this island 
to which the other now has a line, and that the freight rates via 
Kingston to New York are the same as the Clyde line, and that 
these two lines and the. French line charge the same rates on all 
merchandise tnm here to Europe. Last year a representative of 
the Donald Steamship Co. came here to endeavor to get a share of 
the sugar transportation. He found that the Clyde Line rates were 
$3.25 per ton and offered $2.25; the Clyde Line cut to $2.10 and 
he offered $2, and the Clyde cut to $1.90. 

2. There are no subventions or bounties granted to ship lines by 
the Dominican Government. 

8. The Dominican Govemnient does not subsidize nor own any 
vessels en^jnged in the forei<,ni commerce of the United States. 

4. I know of no iiiSiances where steamship lines and companies 
engaged in the foreign commerce of the United States are owned or 
controlled by railway companies. 

William W. Ki ssell, 

America/n MitUster, 

Santo Domingo, May 10^ 1912, 



BEPOET OF CHARLES M. HATHAWAY, JR., CONSUI AI PUEETO 

PLATA, DOJUNXCAlf EEPUBIIG. 

REPORT ON THE METHODS AND PILVCTICES OF STEAMSHIP LINES PLYING 
BETWEEN THE PUERTO PLATA CONSULAR DISTRICT AND THE UNITED 
STATES. 

There are three ports in this consular d 1st riot— Puerto Tiata. Sa- 
mana, and Monte Cristi. A single steamship line connects these ports 
with the United States — the Clyde West India Line, running out of 
New York. As tins line is entirely without comjx'tition, it has neither 
the need nor the opportunity to enter into agreements of any kind for 
the making of rates or the division of traffic between Dominican ports 
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«nd New York. It has no special agreements or joint freight rates 
with the railrond of this country. It should be stated that the boats 
of the Clyde Line never touch at the neighboring Haitian ports, nor 
do the steamers of the Atlas Service ever touch at Dominican ports. 

Copies of the freight tariff from Dominican ports to New York and 
the local tariff between Dominican ports are attadied. The 5 per 
. cent primage was added to all rates on October 1, 1912, by agreement 
of the lines serving Dominican ports, to offset the high fees and fines 
charged upbn shipping by the Dominican Government. The through 
rates in shillings on the ^ To New York " sheet are rates to Havre, 
Hamburg, or, in some cases (as cotton and woods), to English ports, 
the Clyde Line transferring the goods at New York to some line to 
Europe. These rates aie iixcd by agreement between the Hamburg- 
American, the French Compagnie Generale Transatlantique, and the 
Clyde West India Line — the only lines iriving service lioin these 
ports to P^urope — and apply to all articles shipped from here to 
Europe by any one of the three. No pool or other agreement is known 
to exist between them beyond the maintenance of the same rates. So 
far as I am able to judge, there nothing in contravention of the 
laws and treaties of the United States in the operations of the steam- 
ship lines serving the ports of the Puerto Plata consular district. 

Chablbs M. Hathawat, Jr., 

Afneriean Consul, 

Puerto Plata, Dominican Republic, December 30^ 1912. 



Edttor's Note. — Only two lines operate between New York and the 
ports of Haiti, viz, the Hamburg-American Line (Atlas Service) and 
the Royal Dutch West India Mail Line. Reference is made by Mr. 
Hnflisnvay to tlie fact that the vessels of the Clyde Line, serving 
Santo Doiiiiiigo, never touch the neighboring ports of Haiti, and that 
the Atlas Service^ serving Haitian ports, never touches Dominican 
ports. This condition of affairs, according to the testimony of Mr. 
C. J. Be(^, freight traffic manager of the Hamburg- American Line 
(see p. 523 of the hearings before the Committee on the Merchant 
Marine and Fisheries in the investigation of the so-called shipping 
combine), does not exist by agreement, because the two lines have no 
underFtanding or ag^reement of any kind with reference to the San 
Dominican trade. Until 1 December 31, 1912, however, the Atlas Serv- 
ice and the Royal Dutch West Lidia Mail Line were parties to the 
following agreements governing the trade between New York and 
Haiti: 

1. The trade firm Tfew York to Haiti. — Tbe ports of Gonnlves, MiMgoane, 

Port do Paix, iiiid Haiti are reserved for the Hamburg-Anifricaii Line (Atlas 
Service). The ports of St. Marc, Aiix Cnyes, Aquin, and Jacmel are reserved 
for tbe Koninklijke West-Indische Malldienst. 
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The ports of Port an Princp. Pptlt GoriTP, and Jeremle may be served jointly 
by the Hamburg- American line (Atlas Service) and Koninklijke West-Indisclie 
Malldlenst 

2. The trade from Haiti to Neto York.— The ports of Cape Haiti and Port 
de Paix are reserved for the Hamburg- American Line (Atlas Service). The 
ports of Jacmel, Aox Cayes, Aquin, and St. Marc are reserved for the 
Koninklijke West-Indische Maildienst. The ports of Port au Prince, Petit 
Goave. Mirncofine, Gonaives, and Jeremle may be served by both the Hambnrg- 
Americau Line (Alias Service) and the Kouiuklijke West-Indische Maildienst, 

3. On cargo from or to Europe, either direct or via New York, each line 
retains the entire through freight. On cargo to New York from Port au Prince 
and Petit Goave and on cargo to and from all other Haitian ports each line 
retains the entire freight 

4. Each Tine reserves for itself 40 por cent of Its net freight, including 
primage, but excluding tonnage and lighterage dues from New York to Port au 
Prince and Petit Goave, whilst the remaining 60 per cent are to be placed into 
a pool and divided In the proportion of TCTH per cent to the ITamhnrK Araerir nn 
Xiine (Atlas Service) and 23.25 per cent to the Koninklijke West-Indische Muii- 
dienst 

Should either of the parties fail to supply their mlnimnm nnmber of sailings 

in any yenr, as heroinnftor mentioned, to the pooled ports, then such party's 
share in the pool earnings shall be proportionaLely reduced for the benefit of ttie 
Other party. 

A settlement of the pool freight shall be made half yearly. 
The above proportions of the pool are based upon : 

(a) A minimum of 26 sailings each year for the Hamburg-Amarlaui Line 
(Atlas Service) and 26 sailings each year for the KoninkliJiLe West-Indische 

Maildienst. 

(h) The actnal earnings of the two lines from New York to Port an Prince 

and Petit Goave during the years IfK)?. 1908, and 1909. 
They remain la force for the settlement of |eill sailings up to December 31, 

1910, after which date a new division of the 'pool will be fixed for the year 

1911, bnse<l ui)on the nctual earnings of the years lOOS, lfK)r), and 1010. Each 
following year the proportions of the pool will be revised in the same way — 
based upon the earnings of the last preceding three years from New York to 
Port au prince and Petit Goave. 

5. It is understood that the same rates of freight shall be maintained between 
Haiti and New York by both lines to all iwrls; both lines to maintain the same 
through rates between Haiti and Europe, either for shipments via New York 
or for direct shipments from Haiti. 

6. The parties bind themselves and their agents to maintain the tariffs as 
may be agreed upon from time to time, and not to make any reduction in these 
rates, either directly or indirectly, by giving commission or reduction In the 
lighterage and for] port dues or auy form of return or any advantage to the 
Bh I [M rs and [or] consignees with a view of influencing freight toward ttielr 
line. 

The oommission to be paid their ;igents to be uniform. 

7. No reduction will be granted from regular passage rates excepting to consuls 
or other officials connoctod with the American or foreign diplomatic serviee. for 
whom an nyitional 2.' jier cent diseonnt may be granted: and to diplnnvitic min- 
isters or other high Government officials for whom a rate may be Mrr;uiged at 
the discretion of tte respective lines. 

8. No concessions are to be granted to shippers; hnt each line Is free to make 
special rates for passage to its own agents and to the chief otiicials of connect- 
ing transportation lines. 

9. All dlspntes or differences arising between the parties ns to any matter 
under this agreement shall be referred to three persons residing in the city of 
New York, not being lawyers, one of whom shall be chosra by each of tiie 
parties heici-), and the third, who shall in all respects be entirely disinterested 
as between the parties and their said appointees, by the two thus chosen. The 
decision of such arbitrators to be binding upon the parties, provided that the 
same be rendered in writing under their hands and seals within 10 days after 
final sul mission to tliom of the matters in controversy. Ail matters in contro- 
versy pending at auy one time sliall be submitted to such arbitration together. 

10 This agreement shall date from January 1» 1910» and is to remain in effect 
until Dec^ber 81, 1910. This agieanent, with corrections In pool peroentagea 
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as provided by clause 1 renews its^clf automatically and Indofinltely for one- 
year periods^ unl^s notice to terminate it is given by eitber party on or before 
July 1 of the then existing pool year. Should, however, the Hamburg-American 
Line (Atlas Service) nt any tlrne withdraw from tlic Santa Mnrtn-Xew York 
fruit trade they reserve the rigiit, in respect to the trade from A'ew York to 
Haiti, to call at St Hare, Aux Cayes, Aquin, and Jacmel; and in respect to the 
trade from Haiti to New Yoric to cali at any or all porta aouth of Gonalyes. 
Agreement signed in Europe November 11, 1909. 

According to Mr. Beck's testimony (p. 523 of the hearings), the 
two lines hnve no nfTT'eement at present, but as far as freight rates 
and conditions in tiie lieight traffic are concerned, the same rates and 
conditions govern both lines. Ko regular conferences are held, but 
if business matters of importance should arise the lines would con- 
salt each other about the same. 

Moreover, there is also an agreement between the Hamburg- 
American Line and the Boyal Mail Steam Packet Co., dated Febru- 
ary 21, 1908, and still in force (see pp. 625 and 628 of the hearings), 
section 5 of which provides that : 

The Royal Mail Steam Paclcet Co. bind tliemselves not to extend their 
services to Haitian ports and Santa Marta, as far as sailings to und from 
New York are concerned, except that in case of war wltb Hie Boyal Dutch West 
India ^ra^ Llue the Royal Mail Steain Tnrkr f '^o. shall have the privilege of 
calling at Haitian ports served by the Dutcii Line. 
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EEPOET OF WILLIAM A HAYOOOD, VICE CONSITL GENERAL AT 

CAPE lOWN, SOUTH ATRICA. 

I have the honor to inclose herewith a clipping from the Cape 
Times of January 4, 1913, showing the full terms on which the con- 
ference lines have agreed to maintain freight rates from England 
to ports within the Union of South Africa. Said agreement re- 
sulted from the new mail contract between the Union Castle Co. 
and the Government of the Union of South Africa. This agree- 
ment -went into effect on January 1, 1913. It is understood that 
some friction is likely to arise between the South Afriean mercliants 
and the conference lines with regard to ihe methods adopted by the 
latter. A special meeting of the Cape Fown Chamber of Commerce 
been called to consider the modification of the regulations under 
^^lu('h the conference lines propose to carry out smd agreement. 
Should changes result they wiU be comniunicated to the department. 

Wm. a. HaY(;(>oi), 

Vice Consul General. 

Cajpk Town. Union of Soxtth Afbiga, Jawaary P, 191S, 



Inclosuhb. 

I From Cape Tlmra, Jdnuary 4, 1913.] 

THB 8HIFFIN0 AOIOBBMENT — THE FULL TERMS — ^PRESENT FREIGHT RATES 

MAINTAINED. 

The following are the tenns of the agreement between the South 
African shippers and the regular steamship line trading to the Union 
ports of South Africa, and which the London merchants' committee 
have, by a majority, decided to re^onmiend to the trade : 

1. This agreement is entered into for the purpose of maintaining 
regular steamship services from the United Kingdom and the Conti- 
nent to the South African Union ports with stability of freight and 
equality of rates t<» large and small shippers alike. 

2. The undersigned shipowners liereby agree to supply steamers 
to maintain the present regular berth sailings to the Union ports of 
South Africa and to provide suilicient tonnage for the ordinary re- 
quircnients (includint? a natural increase) of the trade. Steamers to 
sail on the advertised dates, as for as practicable, full or not full. 

299 
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3. The rates of freight shall he the present berth rates of frois^ht 
(with 5 per cent priniao:e in res])ect of the mail steamers only), but 
without rebates for all descriptions of cargo. The shipowners rest^rve 
liberty to revise rates as circumstances may from time to time require, 
but they shall not without consultation with the South African mer- 
chants' committee increase rates to meet the greatly increased cost of 
working the steamers beyond the following, taking the present tariff 
rates to Cape Town as the basis, viz : 

Where the present rates are 20s, per ton and upward, 58. inereaae 
per ton. 

Where the present rates are 25s. and under 30s. per ton, ds. 9d. in- 
crease per t<m. 

Where the present rates are below 2Ss. per ton, 2s. 6d. inerease per 
ton. 

And the same respective increases shall apply to other Union port? 
for the same description of goods. In the event of no mutual agree- 
ment for further increase of rates being reached, the matter then to 
be submitted to arbitration. 

4. In consideration of the shipowners supplying and maintaining 
the regular services, the undermentioned shippm agree to give their 
entire support to the undermentioned steamship lines from the United 
Kingdom end Continent, and also to the G^ennan lines at present in 
the South African trade from the Continent, provided the German 
lines maintain the same rates as the English lines. 

5. In the event of opposition steamers disturbing the stability and 
equality of rates, the undersigned shipowners will cooperate with the 
South African merchants' committee to take such steps as may duly 
protect the interests of both parties, and, should no agreement be ar- 
arrived at within 14 days, then any of the signatories hereto may 
withdraw from this agreement upon giving 30 days' notice, but such 
notice shall be void if during the currency of same an agreement is 
arrived at. It shall, nevertheless, be competent for the parties by 
mutual consent to extend the time, for a period not exceeding 30 
days, for the purpose of arriving at an agreement, and any notice of 
withdrawal given shall be void if during such extension an agreement 
is arrived at ; luit -uch withdrawal shall not invalidate this agreement 
between the remaining signatories. 

6. This agreement shall not apply to large parcels of cargo not 
being merchants' berth cargo, but the shipowners agree not to make 
special arrancrcments at jM-eferential rates to the prejudice of those 
shippers si^nuiiir this agreement as regards the carrying olT of such 
cargo, except with the concurn^iif^e of the South African Mereii:ints' 
Committee. This shall not apply to railway material. In the event 
of any disagreement between the slupowners and the South African 
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Merchants' Committee as to what is not merchaats' berth cargo, the 
same to be submitted to arbitration. 

7. The shipowners shall be at liberty to suspend their obligations 
under this contract in the event of any declaration of war or of war 
breaking out betwef^fi any t^frp or more first-class powers, or in the 
event of any revolution, riot, civil commotion, strike, lockout, or 
labor dispute, rendering it impracticable for them to carry out the 
said obligations^ 

8. The shipowners undertake not to take cargo on ship's account, 
except coals to fill up. 

9. Notwithstanding anything in this agreement, any shipper shall 
be at liberty to ship by sailing vessels. 

10. All alterations in and additions to the tariff of rates of freight 
to be communicated to the South African Merchants* Committee as 
hitherto. 

11. Shippers signing this agreement are to give the shipowners a 
list of marks, on whose behalf they are willing to come under this 
agreement, and if there be any corporations, companies, firms, or in- 
dividuals for whom the shippers act, who refuse to come into this 
agreement, the said signing shippers shall not be [prejudiced thereby 
so far as their declared assenting marks are concerned, and the same 
shtJl apply to any withdrawal allowed by the terms of this agree- 
ment. 

12. This agreement is to continue to December 31, 1913, and is 
subject to six months' notice thereafter by any of the parties hereto 

for themselves only; provided, however, that in the event of tliis 
agreement not securing stability and ii|Uiiliiy of rates (apart from 
clause 5) . tlie shipowners and tlic South African Merchants' Com- 
mittee shall meet to discuss the situation, with a view to such modifi- 
cation bein^ made as may be considered necessary, and in the event 
of no satisfactory a«j:reement beinjr arrived at, any of the signatories 
hereto, for themselves onl}^ may wiilnhaw therefrom on giving three 
months' notice; and provided furthiT that this agreement may be 
terminated by any of the ])arties for themselves only, on giving fair 
and reasonable notice in the event of its hein*:; lield to be a contra- 
vention of the post-office act, 1911. The Union-Castle Mail Steam- 
ship Co. (Ltd.) may withdraw from this ao;reement on giving fair 
and reasonable notice, but their withdrawal shall not otherwise 
terminate this agreement, and shippers shall have the liberty to ship 
by the Union-Castle ]\Iail Steamship Co, (Ltd.) from the Continent, 
Middlesborough, London, and Southampton. 

Liberty is reserved for the Houston Line (Messrs. E. P. Houston 
& Co.) to become signatory to this agreement any time before 
December 31, 1913. (Beuter S. A. Press Agency.) 
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Editob'8 Note. — ^According to a signed statement furnished to the 
Committee on the Merchant Marine and Fisheries by one of the 

companies, and concurred in by the other companies, the several 
steamship companies engaged in the trade from the United States | 
to South and East Africa — the Union-Cnsrlo Mail Steamship Co. I 
(Ltd.), the Bucknall Steamship Lines (Ltd.), the Chin Line (Ltd.), 
the Han«a Line of Bremen, tlu' Iiv)ti^Lon Line, and the Prince Line 
(Ltd.) — wliile not beino parties to a written agreement, have a 
friendly understanding between thmselves for the prefer working 
of the trade. • Accorcun^ to this understanding the Union-Castle 
Mail Steamship Co. (Ltd.) has a two-sevenths mteiest in the trade 
by reason of the fact that it represents an amalgamation of two , 
companies— the old T^nion Steamship Co. (Ltd.), and the old Castle 
Mail Packet Co. — and the other rompnnies have each a one-seventh 
interest. Each line fiaiiishe.s steamers in turn to meet the require- 
ments of the trade; and it is understood that rates are to be main- 
tained as nearly as possible on a parity with those charged from j 
British or continental ports to South and East Africa, due regard I 
being had to the relative classification of goods in the United King- 
dom and the United States. The earnings of the steamers are poolra 
and the pool is divided in such a manner as to ^ive eacli line in the 
apportionment practically the amount earned by its respective steam- 
ers. No primage is charged and no rebates allowed. 

It is the contention of the steamship companies in this statement 
that the understanding enables the lines to maintain an efficient, 
frequent, and regular service, and that at present shippers have the 
benefit of two to three dispatches a month. Tliis frequency of sail- 
ings, it is contended, can only be arranged by nnitual cooperation; 
otherwise, owing to the small interest of each line, the trade would 
be carried on with great irregularity. 



££POEI Of AEXHUE GABAELS, CONSUL AX ALEXANDEIA, EGYFT. 

There are no steamship lines maintainintr a direct freight service | 
between Eg;\q->tian and United States ports. Raw cotton is the 
principal ariieU' exported from Egypt to the United States and 
approximates riO.OOO tons annually. 

An arrangement exists betAveen local cotton exporters and several 
British steamship lines, between Alexandria and Liverpool, whereby 
the former agree to confine their shipments to those lines, and the 
lines guarantee regular sailings with ample room and fixed rates for 
an entire year. 

All cotton therefore for the United States (Boston and Ne^ 
Yoik) is transhi])]ied at Liverpool. In ^ome instances the local 
lines quote a through rate and al^rb the charges of their connecting 
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lines at Liver])ool. When such through rates are quoted they extend 
over an entire season. ^Vhether an agreement exists between the 
Alexandria-Liverpool lines and the Liverpool -Boston or New York 
line covering rates for actual " voyages from foreign ports to 
American ports " can not be ascertained here. 

ABTHim Garrels, 
American Consul, 

AjLEXANnRiA, EoTfT, Febfuory £8^ 1913, 
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BXPOBT OF JOBS P. BBAT, COnUL GEBERU AT SYBHXT, 

AUSTBAm. 

CURRENT FREIGHT RATES FROM SYDNEY, AUSTRALIA, TO AMERICAN FORTS. 

T have the honor to subinit the following information with regard 
to current freight rated charfrotl by steaiii.^hjp lines on voyajres from 
Sydney, Australia, to tli(> cast and west coasts of the United IStates. 

Dealing with tlie instructions contained in circular No. 123, it must 
first be observed that tlic steamship lines engaged in the carriage of 
frciiilit from Australia to the United States are practically ail of 
them working on a system of agreement to prevent rate cutting. Aa. 
far as can be ascertained, there are no rebates paid to shippers by the 
lines trading from Australia in order to coerce business and stifle 
legitimate competition. Such arrangements as exist seem to be in 
the nature of informal measures for the protection of the general 
interests. 

With regard to the railroads, it must always be remembered that 
the government of the several States has full control of the trunk 
lines and their branches. There is comparatively little direct ship- 
ping from Australia to the eastern United States seaboard, whereas 
the Pacific coast is well served by the Union Steamship Co. of New 
Zealand and the Oceanic Steamship Co. of San Francisco. 

Dealing with the question of freight rates charged by the steam- 
ship lines for voyages from this port, the principal port of the State 
of New South Wales, to American ports; Exports from Australia 
are of a comparatively limited variety and consist principally of 
wool, hides, metals, hardwoods, and small quantities of miscellane- 
ous goodfe. Current rates on the lines as specified are as follows: 

New York : 

Hides, wet, £3 2s. M. f.$15.1S). dead-weigbt ton. 2,240 pounds. 
Hides, dry, £3 7s. 6d. ^$16.40), dead weight ton, 2,240 pounds. 
Wool, Jd. (li cents) per pound, greasy. 
Wool, Id. (If cents) per poandt scoured. 

MetalB, £1 7b. 6d. (I6L68) to £1 10a ($7.29) dead-weight ton, 2^ pounds. 

Hardwood, Os. f$2.18) per 100 feet superficial. 

Ocnoral, £2 10s. (.$12.15) meaeuremont tons, outside stonmer. 
(lencral. £3 58. ($15.79) measurement tons, passenger steamer. 
Ban Fnniolsco : 

Hides, wet, £1 12s. ($1.77) dead-weight ton. 
Hides, dry, £2 ($9.72) dead-weight ton. 
Wool, £3 ($14.58) per 2,000 pounds. 

807 
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Hardwood, 20-foot lengths, £3 58. (|15.79) per 1 000 feet. 
Ho rd wood, 26-foot lengths, £3 10s. ($17.01) per 1,000 feet. 
Hardwood, 30-foot lengths, £3 15s. ($18.02) per 1,000 feet. 
Hardwood, 35-fbot lengths, £4 (|19.44) per 1,000 feet 
Hardwood, 40»foot lengtba^ H Qi. (|20i<KS) per 1,000 feet 
Gcnonil cargo, £2 (16.72) per meaeuremeDt, ton. 
Metali, H 2b. 6d. (16.40) to il 7b. 6d. (16.07) per ton. 

JOKN P. BbAT, 

Consul General, 

Stdkxy, Aubibalia, November 16^ 191M» 



Editor^s Note. — In its leport to the Committee on the Merdumt 

Marine and Fisheries, one of the companies operating between New 

York nnd Australasian ports states that there is an arrangement 
(not in writing) between the United Tyser Line, the Ameriran & 
AusLraluHiun Steamship Line, and the United States & Australasian 
Steamsiup Co., and also the White iStar Line, with a view to catering 
fully for trade. The trade route is from New Toi^ to all Anstnf 
asian ports, via Cape Good Hope, and in the case of the White Star 
Line via London and Liverpool. The understanding, according to 
the report, embraop<^-; 

1) Division of traffic in regard to Australasia. 

2) liegulaling the time and sailings in such a manner as to have 
the same expand or contract, according to the requirements of the 
trade. 

(d) The fixing of freight rates by the three direct lines. 
The report further states that the three direct lines pool their 
freights, but that there are no rebates or allowances of any kind. 



B£f O&X OF WILLIAM A. PKICKITT, CONSUL GENERAL AI AUCK- 

LAKB, NEW ZEALANB. 

I have the honor to report that there is only one line plying directly 
between New Zealand and the United States, namely, the Union 
Steamship Co. of New Zealand (Ltd.), trading between Wellington, 
New Zealand, Barotonga (Cook Islands), Tahiti, and San Frandaco 

There bdng no published freight tariff I applied to the manager 
of the Union Steamdhip Ca, at Auckland, for a memmrandum of 
rates and have just received the following reply : 

Union Stsambhip Co. of New Zealand (Ltd.), 

Auckland^ November i6, X91B. 

W. A. Pbickiti, Esq., 

AmeHeen Oontulate Oeneral, Awkland, New Zeaian4* 
DiAB £Ib: With leferoMse to your Inqairy for rates of fMltfbt on cargo 
from New Zealand to San Frandico, we now have pleasure In liandlng jon 
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copy of letter we have reoelved from our iMad office. Th» rates gnotod apply 
from Wellington. 

Yours, faithfully, A. B. J. Ibvinb. 

a ranch Manager. 

Copy of inclosure: 

Union Steam Ship Co. of Nrw Zealand (I/td.), 

DunediHt November 21, 1912, 

Brawch Manager, Auckland. 

Dkab Sir: San Francisco service, rates of freight. With regard to the request 
of the American consul general, at your port, to be furnished with a list of 
our fkef^t rates to San Francisco, we append a list of rates on several com- 
modities, but we mlg^t say that a omsldwable amount of the cargo sent fbr- 

ward each steamer is destined to Canndlan points, New York, Boston, etc, and 
rated specially as circumstances and the rates via Europe necessitate. 

Butter, in cold storage to San Frnncisco, Id. per pound (2 cents). 

Meat, in cold storage to San Francisco, id. per pound. 

Rabbits, in cold storage to San Francisco, 60s. per 40 cubic feet 

Eggs, In cold storage to San Francisco, 608. per 40 cubic feet. 

Flax, dumped, 48 cents per 100 pounds. 

Hardwood, ftom 60a. per IJOOO superficial feet, according to lengtha 

Wool (greasy), 52s. Bd. per 2,000 pounds^ 
Skins, sheep, 50s. por 2.(XK) pounds 
Hides, 40>. per 2.iXX) pounds. 
Grass seeds, from 4s. jier sack. 

Yours, faithfully, R. McK. McLennan, 

J. A. 6., 

For OmenH Uonngw. 

The various steamers sailing from New York to Australia and New 
Zealand do not return direct to the United States, generally loading 
here for London. The greater part of the exports from New Zealand 
to the United States? is taken by these steamers and transshipped at 
Ijondon. The agents lierc will not quote any through rate except on 
kauri gum, which is 55s. ($13.38). They quote the rates to London 
and approximate the additional frei^t to New York as follows: 

Additional 
to New Vork. 



R. d. 

Wooi (trrea«y Rnd Rheepslcins), 5s. Sd. per pound - • 5 32 

Wool (slipe), lis. IBd. per pound (dumped) 5 32 

Wool (washed), id. per pound 5 32 

Gum (in cases or sacks), 42a 6d. per ton-1 12 6 

Gum dust (In sacks* If under £15 per ton value), 86s. per ton 12 6 

Hemp (dumped), 76b. per ton 17 0 

Tow (covered), 908. per ton 17 0 

Tow (nncovered), 1208, per ton — — 17 0 

Tallow and pelts, 40s. per ton — 17 6 

Leather, basils, and glue pieces, 65s. per ton ^ 17 6 

Timber, from 7s. to 98. 3d. per 100 feet superficial. 
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In regard to the points indicated by the interrogatories in ciren- 
lar instruction No. 123 I am only able to answer in a general way. 

As far as New Zealand is concerned the railways are all State 
owned and no departures from the published freight tariffs are al- 
lowed to shipping companies or to anyone else. AU steamship lines 
trading to this coontiy have the same treatment from the port au- 
thorities and the railway department; but to what extent the differ- 
ent companies have made agreement among tiiemselyes it is difficult 
to say here, except that there is an understanding as to what the rates 
of freight from time to time shall be. 



Wm. a. Prickitt, 

Americaa C&mul General. 



AucKLAiiD, New Zealakd, November SO, 191^* 
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Trans-Pacific couference 170 

Diederich, Henry W'., consul general at Antwerp, report on Belgium 32 

Division of earning.^, by railroads and .«iteamship lines 51 
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"N. D. L. V." agreement 5fi 

"W" agreement 144 

Piflher, James, vice consul in charge at Hull, report of, on Great Britain lia 

France: 

Law of 1902 regarding subsidies in, defecta of 45 

Law of 1906 regarding subsidies and subventions M 

Railway rates mvor French shipping lines 3Z 

Report on, of J. P. Beecher, vice consul at Havre 38 

Report on, of Alphouse Gaulin, consul general at Marseilles 3fi 

Resulta of the laws regarding subsidies and subventions . M 

Results of the law of 1902 regarding subsidies in 45 

Results of tlic law of 1906 regarding .subsidies 4fi 

Service between France and foreign ports 41 

Ser\-ice between United States and southern France 3fi 

Subsidies and subventions in 37, 43 

Freeman^ Charles M., consul at Sydney, report of, on Nova Scotia 2M 

Freight rates. (Se* Rates.) 

G. 

Garrels, Arthur, consul at Alexandria, report of, on Egypt 3Q2 

Gaulin, Alphonse, consul general at Marseilles, report of 3fi 

Gorman Australian Co.: 

Agreement with Hansa Line 212 

Convention of Government with (copy) 21 

German East African Line: 

Agreement with German railroads 51 

Monopoly of tiade *. 52 

Subsidy to, by German Government 52 

German Levant Line: 

Agreement with German railroads 51 

Monopoly of trade 52 

German lines: 

In agreement with British lines in the North Atlantic trade 121 

Agreement with International Mercantile Marine Co 4Q 

Cooperation between 136 

Germany: 

Agreement between steamship lines of 42 

Agreements in. between railroads and steamship lines 15. 61 

Attitude of Government of, toward combinations and agreements 19 

Fighting fleet of 53 

Freight rates from, to United States h2 

Government of, favorable to combinations 18 

Regulations r^arding immigrants from 5Q 

Report of — 

William T. Fee, consul at Bremen fiO 

John G. A. Leishman, anibasf^dor to 12 

Robert P. Skinner, consul general at Hamburg 48 

Servdce between, and United States fifl 

Coding, Frederick W.. consul at Montevideo, report of, on Uruguay 216 

Grace &, Co.: 

Agreement with West Coast Line regarding Chile 229. 236 

Agreement with West Coast Line regarding Peru 232 

Great Britain: 

Coast trade of 120 

Freight traffic to and from the United States 123 

Law of. respeetine ownership of vessels 32 

North Atlantic trade of 12Q 

Report on. of — 

William P. Creseon, second secretary of embassy 114 

James Fisher, vice consul at Hull 119 

John L. Griffiths, consul general at London IIE 

Albert W. Swalm. consul at Sootlwmpton 115 

Horace Lee Washington, consul at Liverpool 129 



320 INDEX. 

Great Britain—Continued. P«««. 
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Effect of steamship agreements on freight rates 232 

Costa Rica, rates applying in the trade from, to the United States 226 

Cuba — 

Rates in the Cuban trade 28S 

Effect of the Gulf conference on rates 282 

Denmark, no complaint rcfyarding rates 35 

Eg} pt, rates applying in the trade to the United State.s 302 

France — 

Railway rates in 41 

Rates favor tlie French flag 42 

Special railroad rates taken advantage of by the Compania Generale 

Trans-Atlantique and Fabre Line ; 3Z 

Germany — 

Railroad rates in 15, 61 

Rates applying in the trade to the United States 52 

Hamburg-American Line's rates fmm Gennany 53 

Rates under the N. D. L. V. freiglit agreement 56,53 

Great Britain — 

Rates on British railroads 125, 147 

Rates from Great Britain to tlie United States 123, 124^ 143 

Minimum freight rates under the Liverpool agreement 111. 1 13. 144 

Guatemala, rates applying in the trade to the United Slates 276, 222 

Haiti, rates applying m the trade to the United States 294 

Honduras, rates applving in the trade to the United States 229 

Hongkong, eaatbouna rates from 124 

Italy-- 

Advance in rates applying to the American trade 80. 82 

Comparison of rates to the United States tinder the new and old freight 

tariffs 28 

Passenger rates from Italy fixed by agreement 28 
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Rates— Continued. Pa«e 
Italy- CJontinued. 

Rates from Genoa to New York 12 

Ratei* applying from Italy to South America SQ 

Rates applying from Italy to South America, Central America, and the 

We.st Indies .' 81 

Uniformity of rates from Italy to the United States 

India- - 

Rates applying from India to the United States 154, 163, 164, 213 

Effect of steam^^hip agreement on rates lafi 

Rates from Karachi to Liverpool and Hull during 1912 IfiS 

Madras outward rates to the United States 159. 161, 163 

Effect of Madras conference on rates 161, lfi2 

Rates applying from Rangoon to the United Statcw IM 

Jamaica, rates applying from Jamaica to the United States 289 

Japan, rates in the — 

Japan- Hawaiian trade 201 

Japan-Philippine trade 187,204 

Japan-Russian trade 216 

Japan-T nited States trade 184, 1^ 1 86/208. 211 

Java, rales in the trade to the United States 212 

Mexico — 



Rates applying in the trade irom Tampico to the United States. 263, 269, 22Q 
Rates applying in the trade from \'era Cruz to the United States 222 



Netherlands — 

Complaip.ts reganling rito« in the American trade 88 

Rates applying from the Netherlands to South America 22 

Newfoundland, rates applying in the trade to the United States 2M 

New York-Suez conferefice — 

Rotes in relation to the 178, 203. 202 

Effect of the conference upon rates 128 

New York Traffic liureau. ronlrol of rates by the 12Q 

New Zealand, rates applving in the trade to the United States 308, 309 

North Atlantic trade — 

Cutting of rates in the. to reduce competition 135 

Minimum rate agreement in the 120, 144 

Complaints regarding rales in the North Atlantic pool 31 

Nova Scotia, rates -applying in the trade to the United States 265 

Orient {see New York-Suez conference under ''Rates") rates in the 

Trans-Pacific trade 170,112 

Panama, rates in the trade to the United States 281 

Pabiicnger rates — 

In general US 

Under agreement A A 143 

Under agreement W IM 

Under Mediterranean steerage agreement Ifl 

Basis for, in the North Atlantic trade 121 

Fixed by North Atlantic agreement 122.133 

Peru, rates applying in the trade to the United States 239,240 

River Plate, rates in relation to the Argentine steamship agreement 243 

Russia, railroad rates in 96, 100 

Salvador, rates applying in the trade to the United States 283, 2S1 

San Domingo, rates applying in the trade to the United States 291, 2S3 

Singapore, rates applying in the trade to New York 213 

South Africa, rates applying in the trade to Great Britain 3QQ 

Spain — 

Rates must be approved by the Government Ifl2 

Effect of steamship agreement on Ifil 

Sweden, rates applying in the trade to the United States 106 

Trinidad- 
Rates applying in the trade to the United States 247. 248, 2al 

Effect of Trinidad agreement on rates 242 

Trans-Pacific conference, control of rates by the HD 

Turkey, rates applVing: from Turkey to the United States 108, 110, 112 

Venezuela, rates applying in the trade to New York 254, 2a5 

Ravandal, Gabriel Bie, consul general at Constantinople, report of IflJ 
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Rav, John A., consul at Maraoaibo, report of 257 

Rebates, deferred and otherwise, with rcapect to the following trade areas: 

Argentina, under the Argentme agreement 2M 

Baltic 22 

Brazil — 

Brazilian agreement, under the 92, 21S 

Brazilian law regarding 22fi 

Circular to shippers regarding 220. 221. 222 

Result of 22Q 

Shippers form of claim for 224 

Columbia 234 

Cuba 287 

Germany 49.52 

Great Britain 119 

Liverpool agreement, under the 110, 113 

India 153. 155. 158. 160, Ml 

Java 212 

Mediterranean 65. 77. 72. 

Mexico 268 

Orient 169. 170, 177. 185. 198, 201. 204 

Norway 25 

NorthAtlantic 12Q 

River Plate — 

Under tlie River Plate conference 50, 240 

Circular to aiiippers 241 

Shippers' contract 242 

Salvador 282 

Straits Settlements 213.215 

South Africa, under the South African agreement 40 

Trinidad 249. 250 

lied D Lino, agreement with Royal Dutch West India Mail, in the Venezuelan 

trade 253, 254 

Red Star Line: 

Agreenionl with Belgian State Railwav administration (copy) 28, 31 

Par( V to— 

A^rocKicriT, A A 142 

AijrcenienL W 144 

Atlnnti'- pool 15,32 

N. D. L. V. freight i^greeinent 54, 58 

Siil)si(liary oi llie Tntoriiatioiial Merrantile Marine Cd 38 

Kicbnrdsi)n, .\(»rv;il. rhurg^ d'affaires at ('oi)enh!igeri, report of 34 

River Plato conforonf o, pool, ngrociiiorit. i .SVv Agreements, llivor Plate. ) 

Roljertson. W'illintn \\_^ ooiisul gononil at <'ullao. report of, on Pen 232 

Royal DkI- h West India Mail: 

AgreenienL with I'ed D Line in the Venezuelan trade 253, 254 

Partv f.o - 

Trinidad agreement 249. 250 

llnitLin agreement 233 

Royal Line: 

' Meml er ot Canadian conference 123 

Meniher North Atlantic passenger conference - 12ii 

Itfiyal Mail Steam Packet Co., agreement with Hamburg-American Line as 
regards: 

Costa Rica 22fi 

Colombian trade 231. 232 

Party to Brazilian agreement 219 

Jama.ican agreement 29Q 

Trans-Pacific conference 124 

Trinidad agreement 249,250 

West Indian conference 268, 271 

Russell, William W., minister to Santo Domingo, report of 291 

Russia, report on, of William F. Doty, consul at Riga 96 

Russian-American Line: 

Agreement with Holland-American Line 88,91 

Reported member of North Atlantic Passenger agreement 131 
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Ruaaian-Aaiatic Line, agreement with Northern International Transoceanic 
Trafl&c Association S2 

Ruflsian East Asiatic Co. becomes member of North Atlantic Passenger agree- 
ment lafi 

s. 

SaIva<lor Ilailroad Line, party to Guatemalan agreement 2Ifi 

Salvador: 

Freight rates in trade with 283, 281 

Report on, of Thomas llincklev, consul general 282 

Service to \ 282 

Subsidies and subventions in 283 

Santo Domingo: 

Report on, of— • . ' 

Chas. M. Hathaway, consul at Puerto Plata 292 

William W. Russell, minister to 231 

Service to 291, 292 

Subsidies and subventions in ~ 292 

San Francisco, service to Antwerp 34 

Scandinavian-.Vmerican Line, service between Denmark and United States. . . 34 

Scholle, Gijstave, charc6 d'affaires at Madrid, report of 103 

Second-class passenger business, Europe-United States (see Agreement W) 58 

Secrooy of agreements, witli reference to: 

Atlantic pool *->tfi.* 34 

Rra/il 220 

( anada 263. 266 

(hilc 229 

Ecuador 236 

t ar Fast 169. 171, 179. 184 

Great Britain 111. 123. 139. 149 

Greece ^^-1- 62 

India 155 

Italy 76.79 

•Tapan .m « — 179. 184 

f ivcrpool agreement l!'..'^. 111 

Mediterranean 76, 79 

; Nicaragua .^.--Zflf 2SQ 

North Atlantic trade 27^. .... 34. 129 

Orient UU, 171, 179, 184 

Peru ,-f.-,.f:wig^... 236,238 

Rangoon agreement * - . ^\^f^^ff^ 1^ 

Spairj -%V&^raH 

Venezuela ' ' 253j2afi 

ScrviccH, Hteamahip scr\4ces in the following trades: * ^ - ! 'h^Ht 

Austria, as regards "''f 'V^^Sft' ^ 

Baltic, as regards llv^^R». . . . 99 

Brazil-United States .^^A-^f : .. 219.222 

Brenien-United States 60 

Briti.sh Honduras- United States 224 

Burma- United States i^jt^"^^ 1^ 



Colombia-United States 'jJ SSS 233 

Cuba-United States -'^^'l^'flSp 285 

<'ompania Generale Transatlantique, flcrvicc of the 41 

Uen mark-United States, service of Scandinavian-American line 34 

Egypt-United States w.'^li?^ 302 

France, from French ports to foreign ports ^l /.T. . . 36, 41 

Great Britain-United States ^ ^ 147^135 

Gi:aiemala-United States ^.'.y^^j^j^, 270 

Honduras-United States. ..«» ' * * • " *>it^W>5feSfiS^ 

Htmskong, aa regards . . . ♦ 1. 1 J .' ^. WxaVna^^^^'^ • • 

Indin , as regards <*- -. y 163. 155, 159 

.Tapan-Philippinee . j;j^...^j..^Vi U^j^j^S 204 

Japan-Unitea States - . " .-T.'. . 1.*^ . .'^/^.i '. • ^'t-i'v » f 1 183 



1 

Java, aa regards if?dS"a?^i^4B^ 

Karachi-United States... IM 

" Liverpool-United States. 109 
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Services, steamship services in the following trades — Continued. Page. 

Managiia-United Stat^ss 280 

Netlu'rhmde-United States 34. 88. 91 

Kevvfouudland-United StateB 2fi5 

New Zealand-United States 308 

Norwav-United States 92. 93. 95 

Nova Scotia-United States 77 2fil 

Pernambuco-United States 222 

Peru-United States 235. 237, 2;ia 

Portugal- United States Qii 

Puerto Plata-New York 222 

Quebec-United States 2fil 

Salvador-United States 232 

Santo Dominfjo-Uiiited States 291^ 292 

San Francisco- Antwerp 34 

Southern France-United States 3fi 

Spain-United States IDQ 

Sweden-United States 1Q2 

Tampico, Mexico-United States 2fil 

Trinidad-United States 242 

Turkey-United States 107, IDQ 

United States-Brazil 222 

United States-Colombia 233 

United States-Cuba 

. United States-Great Britain 11& 

United States-Japan: 

Pacific and Atlantic trade IBS 

Tonnage and nationality of vessels engaged in 180. 181. 182 

Various claftses of 129 

United States- Liverpool 109 

United States-Netherlands 91 

United Statej^-Xorway 92 

United States-Norway, proposed line 93 

United States- Pernanibuco 222 

United States-Trinidad 242 

United States- Venezuela 253 

United States- Vladivostock 215 

Venezuela-l'nited States 252 

Shanghai, subsidies and subventions to lines at 128 

Ship materials, exemption of, from tariff in Belgium 2S 

Shire Line, member of New York-Suez conference 122 

Shippers: 

Protest of, against advance in rates, Italy-United States 82 

Requirements of 148 

Sicula Americana, party to Mediterranean acrreements 68, 77, 78 

Singapore, subsidies and subventions p'antcd at 77 213 

Skinner, Robert P., consul general at Hamburg: 

Report of 49 

Report of. on La Plata trade 240 

Sloman & Co., party to N. D. L. V. freight agreement 58 

South America: 

Austro-Americana Line's service to 18 

Freight rates to, from Italy 1 80, 81 

From Netherlands . . / 92 

Hamburg-American service between New Y^ork and 51 

Smith, James A., consul general at Genoa, report of, on Italy . 2fi 

Spain: 

Report on, of — 

Gustave SchoUe. charg6 d'affaires at Madrid 103 

Henry H. Morgan, consul general at Barcelona 100 

Service from United States to 100 

Subsidies and subventions in 103, 104, 105, IQfi 

Standard Oil Co.: 

Mend)er of New York conference 213 

Proposed serv'ice of, between Antwerp and Savannah, Jacksonville, and 

Femandina 34 

- Service of, from Savannah to Antwerp 33 
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Page. 

Statement of rebate, Rangoon agreement. {See Rebates, deferred.) 

Steamship companies, control of foreign iS 

Steerage passengers: 

Agreement G 52 

Agroement J 51 

EaHlbound, covered by Agreement L 57 

Agref ment N 57^58 

Agreement W 58, 144 

German regulations regarding aQ 

Methods of handling, in North Atlantic trade aQ 

Steerage traffic: 

Division of, in North Atlantic trade 57,58,121 

Pooling of, in North Atlantic trade 57,58. 131.132 

Straita Settlements: 

Deferred rebates in trade with 2l2 

Report of D. Milton Figart, vice consul general at Singai>ore 212 

Subsidies and subventionH with respect to the following countries: 

Austria 

Belgium — 

German-Australian Line, to the 23, 24 

Kosmos Line, to the 23 

North German Lloyd, to the 23. 2B 

Red Star Line, to the M. 

Brazil 22Q 

British Hondupa.s 214 

Cuba 288 

Denmark 36 

Ecuador M 

France 37. 43. 47 

(Construction subvention.s 7! S 

Law of 1902, defects in 45. 47 

]. aw of 1905 4fi 

Navigation bounties 42 

Result of French laws 44 

Germany 15, 52.61 

India 154. 155. 156. 1(30, 105 

Great Britain 114, 124, 139 

Effect of naval policy upon attitude toward llfi 

Government reports relating to 117, Hi 

National policy of 115 

Post Office Department contracts, synopsis of 115 

Greece 62 

Guatemala 277, 2ia 

Hongkong Lines, to the 171 

Hungary, from 1901-1910 21 

Italy...'. m. 

Japan 187. 188 

Laws concerning 189, 190, 191, 192. 123 

Java 212 

Mexico 268. 271.273 

Netherlands 83,84,88 

Nicaragua ~ 3S0 

Norway iK^M 

Peru 236. 238 

Salvador 223 

San Domingo 292 

Shanghai, to lines operating to 178 

Straits Settlements 213 

Spain 101. 103 

For general navigation 103 

For shipbuilding 1Q6 

For special services 104 

Law of 1909. m 

List of subventioned services IM 

Sweden IQt] 

Turkey, to lines operating to LLl 
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Subaidies and subventions with respect to the following countries — Contd. Page. 

Venezuela 23fi 

Vladivoetok 215 

Swalm, Albert W., consul at Southampton, report of, on Great Britain 145 

Sweden : 

Report on, of Ernest S. Harris, rousul general at Stockholm Ififi 

Service to, from United States 107 

Subsidies and subventions in IQfi 

Cweuson, Laurits S., minister to Non^'ay, report of 22 

Syndikats-Rhederei, of Germany, purposes and ownership of 53 

Tampico-United States trade, freight rates in the 260, 270 

Titriffs: 

Freight tariffs in relation to the following markets: 

Chile 2m 

China 176. 177 

Hongkong 17fi 

India — 159 

Japan 177, 194.196,199.200 

New York-Sue/, lines 

Orient 177, 194,195, 196, 197. 208 

Peru 24Q 

Run goon 159 

Si.lviidoT 2fi4 

Trans- Paoifif! 195, 197, 200 

Taylor, P. E.. consul at Trinidad, report of. on West Indies 251 

Territor}', division of, under the following ngrcements: 

Agreement G 57 

Agreement J 51 

Agreement N 

Cuban trade, i greements in the 288 

Jamaican trade, igreemcnts in the 29Q 

Hjvitian trade, ogreements in the 293. 2M 

Mediterranean steerage I'greement Z2 

N. D. L. V. agreement 55 

Thompson Line, member of Canadian conference 12:^ 

Totten, Ralph J., report of. on Au.^tria 22 

Toyo Risen Kaisha. member of trans-Pacifir conference 168, 174 

Traffic, division of: , 

Agreement A A.*. 143 

Agreement G 52 

Agreement J 52 

Agreement N 5Z 

.Agreement W 5S 

Australian agreement 308 

Holland- American and Russian- American lines, agreement between Ql 

Mediterranean agreements 62, 63. fi9 

N. D. L. V. freight agreement q& 

^ North Atlantic passenger agreement 91, 137. 146 

Transntlnntica de Barcelona, not in Italian agreement Zfi 

Trans- Pat ific tariff bureau. (See Agreemenfi, Tran.'^- Pacific.) 
Treaties: 

I * Contravention of— 

By British lines 148 

t..- . By Cuban lines 288 

> >l r : In Ecuador 235 

By Hongkong ship lines 122 

•7 By Hungarian lines 22 

■ By Indian lines Ifil 

By Nicaraguan lines > 28Q 

By ship lines to Nonvay 95 

By ship lines to Portugal 9Q. 

By lines to Santo Domingo 2fl3 

By ship lines to Spain 102 

, By lines to Venezuela 25'> 

TUftrtf steamers 35, 148, 160 
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Trinidad Shipping & Trading Co.: 

Party to Trinidad agreement 249. 250 

Trinidad servnce to 242 

Turkey: 

Freight rates from Unitetl States to IM 

Report on, of Gabriel Bie Ilavndal, consul general at Constantinople 1Q2 

Service to. from United States 107, 109 

Subsidies and subventions to ship lines in 113 

U. 

Union Castle Mad Steamship Co., connection of, with Royal Mail, Pacific Steam 

Navigation Co., Lamport A Holt Line, Elder & Dempster Line 40 

Member of South African agreement 302 

United Fruit Co: 

In agreement with Royal Mail and Hamburg American Lines in the Colom- 
bian trade 231. 232 

Contract with liritisli Honduras ~ 224 

Party to the Jamaican agreement ' 291 

Service to Guatemala 277 

United Stixtos and Australasian Steamship Line, member of Australian agree- 
ment 308 

United Tyser Line, member of Australian agreement 308 

Uranium Steamship Co., control of 88 

Uruguay, report on, of: 

Frederick W. Goding, consul at Montevideo 24fi 

Richard E. Pennoyer, charge d'affaires at Montevideo 244 

V. 

Venezuela, re|xjrt on, of: 

Elliott Northcutt, minister to 256 

John A. Ray, consul at Maracaibo 252 

Thomas W. Voetter, consul at La Guaira 253, 255 

Service to 253. 257 

Subsidies and subventions 256 

Vladivostok-United States service 215 

rop>rt on, of John F. Jewell, consul 215 

subsidies and subventions 215 

W. 

Ward Line: * 

Allotment of territory to 282 

Member of West Indian conference 268. 221 

Warrack Line, member of New York-Suez conference 125 

Washington, Horace I.^, consul at Liverpool, report of, on Great Britain 129 

Weitzel, George T., minister at Managua, report of, on Nicaragua 280 

West Coast Line, agreement with Grace <& Co 229, 236, 232 

White Star Line: 
Party to — 

Agreement W 144 

Australian agreement 308 

International Mercantile Marine Co., subsidiary of 38 

Italian apreeinent 77. 28 

Liverpool conference 144 

Mediterranean agreements ; 63 

Nortli Atlantic passenger conference - 126 

Profits of 39. 141 

Peculiar position of 132 

Special contract with, authorized under Mediterranean steerage agreement . 25 

White Star Dominion Line, member of Canadian conference 123 

WHllrich, Gebhard, consul at Quebec, report of, on Canada 21il 

Wilson Line, agreement of, with Atlantic lines 150 

Wilson, Hugh R., charg6 d'affaires at Guatemala, report of 276, 279 

Wilson Line: 

Member of Baltic pool 34 

Service from Hamburg to Hull, England .53 

Winslow, Alfred A., consul at Valparaiso, report of, on Chile 228, 230 

Woods, Cyrus E., minister to Portugal, report of ~ 2ti 
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